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ere you have the right kind of storage 

space to temporarily house and care for your prod- 

ucts, streamlined handling equipment to expedite 

in and out movement, plus a comprehensive branch 

house service that is geared to accelerate the func- 

tions of Traffic and Sales management. Find out 

how Overland Terminal can shorten the long supply line— 

cut transportation costs—speed shipments—increase sales 
—and keep operations on an even keel. 


Without obligation, our New York, Chicago, Kansas City or 
Los Angeles office will be glad to discuss your requirements 
and furnish full particulars. 


OVERLAND 


TERMINAL WAREHOUSE CO. 
a B= Phe a LOS ANGELES 21 Served by the 


Union Pacific R.R. 


Associated with CROOKS TERMINAL WAREHOUSES, Incorporate 


Chicago 7, 433 W. Harrison St. e New York 16, 271 Madison Ave. e@ Kansas City 7, 1104 Union Ave. 


Member of the American Warehousemen’s Association and Interlake Terminals, Inc. 
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Along the NEW Monon, clearances are the 
highest and widest between Chicago and In- 
dianapolis and Chicago and Louisville. Your 
shipments ride “High, wide and handsome.” 
Unusual loads are no problem. They go 
through without reloading or detouring. This 
is another feature of Monon’s service-with- 
a-plus. From now on ship Monon—the worry- 
free way to points in or by way of Indiana. 

Eighty-two Monon freight special- 

ists are stationed throughout 

the nation. There is one in your 
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area ready to serve you. 
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SPECIFY: VIA U. S. GULF 
PORTS AND LYKES 
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LYKES 
> CONTINENT LINE 
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provides frequent, fast service between 
New Orleans, Houston, Galveston, other 
U. S. West Gulf ports and Tampa, and 
Continental European, Scandinavian and 
Baltic ports, with a fleet of regularly 
scheduled, C-type cargo vessels. 


THERE ARE 5 OTHER 
LYKES AMERICAN FLAG 
WORLD TRADE ROUTES 








@ U.K. LINE—From New Orleans, Houston, 
Galveston, other U. S. West Gulf ports 
and Tampa. 

* MEDITERRANEAN LINE—From U. S. Gulf 
and South Atlantic ports. 

@ AFRICA LINE—From U. S. Gulf ports to 
South and East Africa. 

@ ORIENT LINE—From U. S. Gulf ports to 
the Far East. , 

@ CARIBBEAN LINE—From U. S. West Gulf 


ports. 


Lykes Bros. Steamship Co., Inc. 


Siieee at: NEW ORLEANS, HOUSTON, GAL- 
TON, NEW YORK, Baltimore, Beaumont, 
Chicago, Corpus Christi, Dallas, Gulfport, Kansas 
City, Lake Charles, Memphis, Milwaukee, Mobile, 
Port Arthur, St. Lovis, Tampa, Washington, D. C, 
OFFICES AND AGENTS IN PRINCIPAL 
WORLD PORTS 
























In this column will be published answers to questions relating to traffic, of general reader interest. A 
specialist in interstate transportation, who is a member of our special service department, will furnish 
references to regulations and decisions and will answer questions of application of tariff schedules and 
practical traffic problems. We do not desire to take the 
do we undertake to render legal opinions. 
question that does not seem to be of general interest or that may appear to us unwise to answer or too 


work, nor 
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Address letters to Traffic World, 815 Washington Bldg., Washington 5, D. C. No 
attention will be paid to anonymous communications or questions from nonsubscribers. 


lace of the traffic man, but to help him in his 
he right is reserved to refuse to answer any 


complex for the kind of investigation herein contemplated. 


Reparation— 


Correction of Tariff X-162—Increases 


Question—California 


We would appreciate your assistance 
and advice in connection with a traf- 
fic problem. This problem has to do 
with the application of the proper rate 
on mixed carloads of canned goods for- 
warded from Oakland eastbound to 
Transcontinental destinations. The facts 
of the case are as follows: 

Effective January 1, 1947, Tariff X-162, 
in Item 123, provided that on canned 
foods products, Table No. 1 should be 
used with a maximum of 13¢ per hun- 
dred pounds. Vinegar in cans in cases 
and in bulk in barrels, as well as several 
other items which had formerly been 
carried in Item 3800 of Eastbound 
Transcontinental Tariff 3-S, were not 
listed in Item 123 of Tariff X-162. We, 
and several other interested parties, 
called this to the attention of the rail 
carriers here, who advised that, due to 
the short notice of publication of this 
tariff of increases and the haste in get- 
ting it prepared and issued, several fac- 
tors had been overlooked. They also 
advised that this item would be amended 
as soon as possible to include several of 
the items so effected. 

Accordingly, when Tariff X-162-A was 
made effective on April 30, 1947, Item 
123 was amended to include vinegar, 
which made it subject to Table No. 1 
and the maximum increase of 13¢ per 
hundred pounds. Item 123 was also 
amended to list the individual canned 
goods item names in the respective rail 
tariffs governing the moves. You will 
note that Item 3800 of Eastbound Trans- 
continental Tariff 3-S is listed. 


Our problem has to do with shipments 
of mixed carloads of canned goods, in- 
cluding vinegar, between January 1, 
1947 and April 30, 1947. It is our con- 
tention that the order of the Interstate 
Commerce Commission demanding pub- 
lication of Tariff X-162 referred to can- 
ned goods or canned foods and was in- 
tended to include all items that had been 
customarily forwarded and rated as 
canned goods prior to the effective date 
of the order. 

However, in the actual publication of 
the Tariff of Increases the rail carriers 
saw fit to eliminate certain items, among 
them vinegar. We had some shipments 
during this period and the rail carriers 
are billing us for the higher rate on 
vinegar or a straight percentage increase 
without the maximum of.13¢. We have 
declined their balance due bills, advis- 
ing them that in our opinion an error 








was made in tariff publication. We have 
not been able to put this point over to 
them, nor have we been able to get them 
to file reparation claims, as it seems the 
railroads have agreed between them- 
selves not to file any reparation claims, 
feeling that it would weaken their po- 
sition. 





Answer 


In the past the Commission has han- 
dled such cases on its Informal Docket. 


The general procedure is for the car- 
rier to file an informal complaint with 
the Interstate Commerce Commission, 
stating that the straight percentage 
increase as applied to the shipment 
amounted to more than the maximum 
which was later established and that 
the maximum was not originally estab- 
lished due to an error in tariff publica- 
tion. An explanation of the nature of 
the tariff error and the carriers com- 
ments thereon would be advisable. 


It is almost a certainty that after 
consideration of the complaint the Com- 
mission will issue an order authorizing the 
waiver of the undercharges, or, if said 
undercharges have already been paid, 
an order awarding reparation. 


Of course, if the carriers are not will- 
ing to reparate, your only remedy is to 
file a formal complaint, alleging unrea- 
sonableness, which complaint must be 
supported by proof of the unreasonable- 
ness of the undercharges sought to be 
collected. 
























Tax on Transportation— 


Shipments to or From 
Governmeni of United States 







Question—Illinois 


On page 6 of the October 16th issue 
of the Traffic World, under the caption 
“Tax on Transportation—Shipments to 
or From a State, County or Municipali- 
ty, or Instrumentality Thereof”, you dis- 
cussed, in reply to Missouri, the applica- 
tion of the 3% Federal Tax on charges 
for transportation of property involving 
a political subdivision of government. 
You state that shipments are tax ex- 
empt, regardless of by whom paid when 
consigned to or from the Government of 
the United States. It has been our un- 
derstanding that, effective June 1, 194. 
Section 307 of the Revenue Act pro- 
vided that such shipments would be 
exempt from Federal Tax only if moving 
on a U. S. Government bill of lading. It 
has been our understanding further that 
exemption from Federal Tax on ship- 
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ments involving the government, when 
paid by anyone, obtained only from De- 
cember 1, 1943, until June 1, 1944, when 
the revision mentioned above became 
effective: 


Clarification of this situation would be 
appreciated. 


Answer 

Our answer to which you refer related 
particularly to shipments to or from a 
State, County or Municipality and not 
to or from the Government of the United 
States, although the answer did include 
the latter. 


We are now advised by the Office of 
the Commissioner of Internal Revenue as 
follows: 


Section 307 of the Revenue Act of 1943, 
effective June 1, 1944, terminated the general 
exemption from the tax on transportation 
of property to or from the Government of 
the United States, or an agency or instru- 
mentality thereof (except the American 
National Red Cross). However, as explained 
in MT-Mimeograph Coll. No. 6194, pursuant 
to the provisions of section 307(c) of the 
Act, as amended, the Secretary of the 
Treasury has continued the exemption with 
respect to the transportation of property 
to or from the Government of the United 
States shipped on a United States Govern- 
ment bill of lading. 





Tariff Interpretation— 
Application of All-Commodity Rates 


Question—New York 


Will you kindly give us an opinion on 
the following question involving con- 
flicting interpretations and practices of 
rail carriers? 





Under “Application of Rates” rail all- 
commodity tariffs generally provide as 
follows: 

“Except as otherwise specifically provided 
herein, the all-commodity rates named in 
this tariff will not apply where more than 
50 per cent of the weight of the lading or of 
the minimum weight thereon, whichever is 
higher, consists of any one commodity on 
which the straight carload rate and mini- 
mum weight results in higher charges than 
those at the all-commodity rate and mini- 
mum weight named herein.” 


For instance, B. & O, 118-E, LC.C. 
23758, publishes this rule on page 7, 
thereof. 

As an example, a mixed shipment 
consists of 50,000 pounds, which includes 
30,000 pounds of one commodity which 
is rated 3rd Class in straight carloads. 
Also included were 10,000 pounds 2nd 
Class, and 10,000 pounds 5th Class ma- 
terial. The all-commodity rate on the 
movement is 41 cents, minimum weight 
30,000 pounds; the Ist Class rate is 91 
cents, 2nd Class 77 cents, 3rd Class 64 
cents and 5th Class 32 cents. Minimum 
weight on all items is 30,000 pounds. 

On such a shipment, Carrier A charges 
for 50,000 pounds as for 60,000 pounds 
at the all-commodity rate. Charges 
would total $246.00. On the other hand 
Carrier B computes charges on the basis 
of Modified Rule 10. Charges would be 
$301.00. 

The practice of Carrier A is based on 
the following: 

(a) Rule does not prohibit this prac- 
tice, although it does not specifically 
provide for it. In this, it is similar to 
Rule 14, Section 1 of the Consolidated 
Freight Classification. 

(b) Intention of Commission when es- 
tablishing this principle in its report of 











moving, standardize on Mayflower! 








@ Locking the doors of a Mayflower van not only 
assures safety from theft, but protection from dust 
and water as well. Each van is especially built to 
keep the elements out and household goods in the 
same condition as when they were picked up. An- 
other reason why you can rely on Mayflower to 
handle your personnel moves to your and your 
employees’ complete satisfaction. For trouble-free 
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the Freight Forwarding Investigation 
was to protect revenue, which this inter- 
pretation, does, and not to govern phys- 
ical loading of the car, which follows 
from Carrier B’s interpretation. 

(c) By the addition of 10,000 pounds 
of material rated lst Class in carloads 
to the 50,000 pounds total, the applica- 
tion of the all-commodity rate would be 
permissible under Carrier B’s interpreta- 
tion. In other words, the addition of 
10,000 pounds of a valuable and delicate 
material would reduce the charges from 
$301.00 for 50,000 pounds to $246.00 for 
60,000 pounds. 

The practice of Carrier B is based only 
on the fact that the rule does not 
specifically provide for raising the actual 
weight and paying for weight not 
shipped in an amount sufficient to com- 
ply with the “650 per cent limitation”. 

We believe the interpretation of Car- 
rier A is correct. The traffic department 
of Carrier B, however, professes to be 
unconvinced by the arguments support- 
ing Carrier A’s practice. 

Will you kindy give us your opinion 
in this matter and, if possibe, reference 
to I.C.C. or court decisions which have 
a bearing. 


Answer 


It is our opinion that such a ship- 
ment as outlined above cannot move 
under the rule in question. 

This rule provides that the all-com- 
modity rate of 41 cents, minimum 30,000 
pounds will not apply where more than 
50% of the weight of the lading or of 
the minimum weight thereon, whichever 
is higher, consists of any one commodity 
on which the straight carload rate and 
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Mayflower’s organization of se- 
lected warehouse agents pro- 
vides on-the-spot representation 
at the most points in the United 
States and Canada. Your local 
Mayflower agent is listed in the 
Classified Section of your tele- 
phone directory. 




























Delta Air Freight 
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TO and THRU the SOUTH 


The shipper’s advantage in Deltaliner schedules is 
this: round-the-clock departures give you the 
continuous delivery service of a conveyor 
belt to Southern cities. Express flights are 
synchronized with local flights; your 
goods move without delay both to 
major terminals and on to all 
intermediate points. _ 
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Delta Air Freight Rates 
Per 100 Pounds Between 






From off-line points, Delta offers excellent connec- 
tions at Chicago, Cincinnati, Knoxville and Atlanta its .......-—e 
from central and eastern points. Far West shipments 


























are fast when routed via Delta through either Chicago pecan iam at 2 ee 4.55 
or Dallas-Fort Worth. And Delta-TWA one-plane Atlanta-Chicago ......... 6.55 
flights from Detroit to the South add still more speed Dallas-New Orleans ....... 5.05 
and service. Cincinnati-New Orleans ..... 8.00 

This air speed to and through the South costs Detroit-Atlonta.......... 6.55 
little. Between many points, it is less than first class Detroit-Birminghom ....... 7.55 
surface means. And to even the most distant points, Fort Worth-Atlanta ....... 8.00 
it costs only slightly more to save days in transit and New Orleans-Atlanta ...... 5.05 
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minimum weight results in higher 
charges. 
In this instance one commodity | 


weighs 30,000 pounds or approximately 
60% of the lading weight, therefore, 
under the application of the above rule, 
the 4l-cent rate cannot be applied and 
the correct charges should be based on 
the basis of Modified Rule 10. 

We can locate no cases having a direct 
bearing on this particular question. 





Tariff Interpretation— 


Transit—Application of Exparte 162 and 
166 Increases When Deficit in Minimum 
Weight From Transit Point Exists 


Question—California 


We would appreciate receiving your 
opinion of the following question: 

On March 4, 1948 a carload of redwood 
lumber was shipped from Dominguez 
Junction, California on the Pacific Elec- 
tric Railway Company to a consignee lo- 
cated in Detroit, Michigan. The ship- 
ment was made under milling in transit 
arrangements, and the transit origin was 
Arcata, California on July 3, 1947 and 
July 5, 1947. The shipment was rated at 
the 92 cents through rate, including 
X-162 increase, as published in Section 
4 of Trans-Continental Freight Bureau 
Tariff 27-V. Transit charge and out-of- 
line haul charge were assessed in accord- 
ance with Item 661 Series of Pac-fic 
Freight Traffic Bureau Tariff 175. 

The actual scale weight of the car as 
shipped from the transit station was 
48.520 pounds, and the shinment was 
loaded into a 40 ft. 6 inch box car. In 
order to obtain the benefit of the lower 
rate in Section 4 of Tariff 27-V, it was 
necessary to add 1480 pounds in order 
to make the minimum of 50,000 pounds, 
as provided in the tariff. 

The question at issue is whether or not 
the carrier should collect 20% emergency 
charge on this addit:onal weight added 
for the purpose of making the minimum 
weight. There was actually in the car 
ho non-transit tonnage whatever. Our 
contention is that this emergency charge 
is not applicable. because (1) Item 40 
of Pacific Freight Tariff Bureau Tariff 
No. 175 provides that the balance to 
make the minimum weight is to be 
charged at the carload rate from the 
transit station and (2) Item 140 of the 
same tariff provides “———- rate from the 
transit station will be the difference be- 
tween the rate to the transit station and 
the rate —— origin to destination in 
— an date of shipment from point of 

rigin ——”, 

It seems to us that assessing the emer- 
gency charge on this balance would re- 
Sult in collection by the carriers of more 
revenue on a car weighing slightly less 
than 50,000 pounds than they would col- 
lect on a car of 50,000 pounds or more. 
The Carriers, however, have taken the 
Pos.tion that this balance actually is to 
be treated as non-transit tonnage and 
is to be rated as of the date the ship- 
ment left the transit station. 


Answer 


x. order to protect the through rate 
rom origin to final destination it is 
necessary that the shipper pay charges 
me ber nec of the 50,000 pounds mini- 
m which is applicable in connecti 
a the through rate. wre 
€m 90 of Pac.fic’ Freight Tariff 
Bureau Tariff No. 175 provides that 
nen the actual weight is less than the 


through minimum weight, such differ- 
ence will be charged for at the local 
carload rate from transit station to final 
destination on the lowest rated commod- 
ity in the car. 

This has the effect of making two 
charges applicable to the shipment from 
the transit station, one is the balance 
of the through rate applied on 48,520 
pounds from the transit station to final 
destination, and the other is the local 
carload rate on the lowest rated article 
in the car applied on 1,480 pounds from 
the transit station to the final destina- 
tion. 

The proper increase to be applied on 
the through rate is the X-162 increase 
in effect at the time the shipment moved 
from origin. 

The 1,480 pounds is not, in our opinion, 


: 


non-transit tonnage, but is a weight 
deficit. 

If transit tonnage could be surrendered 
the rate in effect from origin to destina- 
tion would be applicable, including the 
Ex Parte X-162 increase. Where the rate 
from transit point must be applied, it 
seems to follow that the rate to apply is 
that in effect, including the Ex Parte 
X-166 increase, at the time shipment 
moves from transit point. 

Whether or not the carriers treat the 
deficit in weight as non-transit tonnage 
for purposes of applying the increases 
is immaterial, as it may result in a 
higher total charge for less than 50,000 
pounds than would be collected for 
50,000 pounds or more either with or 
without the increases being applied, de- 
pending upon the rate adjustment. 





Don’t handicap 


transferred employees 


with 


moving worries!... 





have GREYVAN handle all details 


EMPLOYEES being transferred to other cities should have all 
their time and energy free immediately before and after 
the move to do everything possible to get off to a flying 


start in their new assignment. 


Anything that interferes 


with these plans is a definite handicap both to the 


employee and to the company. 


That’s why it is so important zot to burden transferred per- 
sonnel with the countless details of moving household 
furnishings. That’s why it pays dividends to your 
company—in higher morale and increased efficiency of the 
employee—to turn the whole moving job over to Greyvan. 
Having Greyvan handle all details saves time and 


effort for you, too. 
tion and free estimates. 





OVER 400 BRANCHES AND AGENTS 


GREY VAN 


GREYVAN LINES, INC. 





OI * 


Call Greyvan now for full informa- 
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Newsreels and 
preview films get 
the ‘‘Air Express 
treatment” be- 
cause the motion 
picture industry 
knowsspeed pays. 






















To get replacement parts 
the fastest way, the avia- 
tion business uses Air 
Express as standard pro- 
cedure. Speed pays. 


















Wholesaling 


Many wholesalers stand- 
ardize on Air Express 
shipment. They can offer 
wider variety, better ser- 
vice, keep inventories 
low. Speed pays. 













Speed pays in your business, too! 


And when you’re talking speed, remember Air Express is the fastest 
possible way to ship or receive. Shipments go on ail flights of Sched- 
uled Airlines. That means round-the-clock service—no waiting 
around. Door-to-door service at no extra cost. Rates are low. 27 
lbs. goes 900 miles for $7.46; 8 lbs. for only $2.57. Phone local Air 
Express Division, Railway Express Agency, for fast shipping action. 
e Low rates—special pick-up and delivery in principal U. S. towns 
and cities at no extra cost. 
e Moves on all flights of all Scheduled Airlines. 


e Air-rail between 22,000 off-airline offices. 




















GETS THERE FIRST 







Rates include pick-up and delivery door 
to door in all principal towns and cities 
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AIR EXPRESS, A SERVICE OF RAILWAY EXPRESS AGENCY AND THE 


SCHEDULED AIRLINES oF THE u.s. 
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BACKHAULS 


Traffic News Highlights of 25 Years Ago 
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From Traffic World of Dec. 15, 1923 


Commercial aviation was being re- 
tarded in the United States because of 
lack of needed legislation, according to a 
report of the American section of the air 
transport committee of the International 
Chamber of Commerce. “General finan- 
cial support for the industry,” said the 
report, “will undoubtedly await proper 
enabling legislation providing for an 
aeronautical safety code, as such legisla- 
tion will do more than anything else for 
the encouragement of aeronautics in the 
United States.” Costs of operation were 
another retarding factor, said the report, 
and there was need for legislation to 
“eliminate the irresponsible flyer.” A 
careful preliminary survey of business 
prospects, of the type needed “in estab- 
lishing any form of public utility,” should 
be made, the report concluded. 





* 
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A series of resolutions adopted at the 
annual meeting of the National Associa- 
tion of Railway and Utility Commission- 
ers, at its annual meeting at Miami, Fla., 
recommended repeal of Section 15a of the 
interstate commerce act; amendment of 
the law to remove power from the Com- 
mission to change intrastate rates except 
on evidence of injury to persons or lo- 
calities; an amendment insuring to the 
states powers to require rail additions 
and betterments; restoration to states 
powers to issue certificates for intrastate 
rail constructions and abandonments; 
giving states authority over car service 
so far as it concerned equitable car dis- 
tribution intrastate; excluding from 
Commission jurisdiction the rates and 
services of local street railway transpor- 
tation; and repealing the proviso permit- 
ting departures from the long-and-short- 
haul provisions of Section 4. 


* * * 


A “conservative valuation” of the rail- 
road properties of the United States 
would be around $22,000,000,000, said E. 
E. Loomis, president, Lehigh Valley Rail- 
road. He characterized as “utterly 
ridiculous, contentions of a radical group 
in Congress that the tentative valuation 
of the roads by the Commission is from 
$7,000,000,000 to $10,000,000,000 too high.” 
If the suggestion of the “radical group,” 
that the valuations be cut by any such 
amount was adopted, said he, “the rail- 
roads would be denied their chief means 
of keeping pace with the development of 
the country.” 


* * * 


The Associated Traffic Clubs of Amer- 
ica, with delegates from 42 clubs present, 
voted at a meeting at Cleveland, O., to 
rescind its earlier action in favor of regu- 
lation of intercoastal steamship rates by 
the Interstate Commerce Commission. It 
struck the matter from its docket in 4 
resolution which said the recommenda- 
tion had originally been made because of 
of the need for greater stability in inter- 
coastal rates—a stability which had since 
been achieved. The subject should be 
dropped, also, because there was “no pos- 
sibility of member clubs reaching any- 
thing approaching a unanimous con- 
clusion,” it said. 
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is filling the gaps 
in the tank car supply 
as rapidly as possible 
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The GATX fleet of more than 39,000 tank cars is grow- 
ing ... growing as fast as the still-limited supply of 
materials permits. When we can get additional ma- 
terials for building more tank cars, we will use our 
expanded facilities to furnish all our customers with all 
the tank cars they need. 


GENERAL AMERICAN TRANSPORTATION CORPORATION 


135 South LaSalle Street, Chicago 


DISTRICT OFFICES: Buffalo + Cleveland « Dallas « Houston « Los Angeles « New Orleans 
New York « Pittsburgh « St. Louis « San Francisco « Seattle « Tulsa « Washington 
EXPORT DEPT., 10 East 49th Street, New York 17, New York 








_ ROM THE GOLDEN GATE to the furthest reaches of the waters of San Fran- 
cisco Bay, commerce responds to the signal “Full Ahead!” 





Winches are humming, cargo whips are swinging their inboard-outboard 
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rhythm, the waterfronts are alive with the traffic that comes and goes by sea. og 
Led by the Mother Port, all ports of the Bay Area are teeming with an alacrity had 

cial 

and activity not witnessed hereabouts since wartime operations repeatedly Gen 
set astounding records for San Francisco Bay in number of ship arrivals and for 
departures, volume of cargo handled, speedy turnaround, and efficiency in an 
. e gene 
getting the job done. Rail 
H. § 

The future is ours to capitalize. oy 
nay 

The past, with all its vicissitudes, we can file away with all the other yester- som 
days. Only the remembered traditions of great accomplishments in the field i. 
vidu: 

of maritime activities should concern us with the past. That, and the colorful be 
1 

historical background on which our heritage is based—history being reenacted - 
throughout California in this era of Centennial observances. hy 
Mr. 

In the midst of these manifestations of patriotism, and loyalty to flag and pay 
eo, ° . . estim 

country, it is wise to look to the future and heed the signal: 000 0 
mont 

emer 

FULL AHEAD migh 

sumil 

BOARD OF FOREIGN TRADE = 

laim 

STATE HARBOR ZONE NO. 3 fan 
ey | 

COMMISSIONERS PIER 45, SHEDS BANDD =| 2 
FERRY BUILDING SAN FRANCISCO 11, CALIF. a 
SAN FRANCISCO 11, CALIF. Parte 
a 

ROBT. H. WYLIE, For Rules and Details, write if 
Port Manager Supt., Foreign Trade Zone No. 3. porta 

srante 


Withoy 








THE PORT OF SAN FRANCISCO SOLICITS YOUR BUSINESS 
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Shippers Unanimous 







Desire to Improve Plant. 







Shipper argument on the 8 per cent 
interim increase in freight rates asked 
by the railroads in Ex Parte 168 was 
consistent in asserting that the railroads 
had shown no emergency in their finan- 
cial situation that would warrant the 
Commission in granting the temporary 
increase while regional hearings are held 
on the long-term petition of the railroads 
for a 13 per cent increase. 

State regulatory bodies were repre- 
sented in argument by F. G. Hamley, 
general solicitor, National Association of 
Railroads and Utilities Commissioners; 
H. S. Freas and John H. Carkin for the 
California, Idaho, Washington and Ore- 
gon commissions, and Frank P. Augh- 
nay for the North Dakota Public Service 
Commission. 

Mr. Hamley, for the association and 
for the state commissions of Iowa, Mon- 
tana, New Mexico and Wyoming indi- 
vidually, said the interim increase should 
be denied without prejudice to the re- 
newing of the motion at the conclusion 
of the final hearing on the pending peti- 
tions. Whether an interim increase was 
to be granted, he said, would depend on 
the evidence in the record at that time. 
Mr. Hamley said “we think there is no 
urgency or emergency” of any kind that 
would justify an interim increase, and 
estimated that there would be $110,000,- 
000 of revenue at stake for the next three 
months, by which time, he thought, on 
a time schedule similar to that which 
emerged in Ex Parte 166, the Commission 
might dispose of the interim matter, as- 
suming hearings to be completed by 
the end of February. 

He asserted the railroads were not 
Claiming the interim increases because 
of an emergeny but because they claimed 
they were entitled to “automatic recoup- 
ment” of increased expenses recently 
Incurred. He contrasted that with the 
Situation at the time when the carriers 
asked for the interim increase in Ex 
Parte 166, and observed that the 
motion in the instant case did not use 
the word “emergency” and, instead of 
Using the urgent language of last year’s 
petition, mildly stated it was highly im- 
portant that the interim increase be 
granted to offset the additional expenses 
Without delay pending the petition for 

e larger increase. With respect to net 
Tailway operating income, net income, 
the number of roads incurring a deficit, 
dividend appropriations, operating ratio, 
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TRAFFIC AND TRANSPORTATION NEWS TOO LATE TO CLASSIFY 


in Argument Before 


.C.C. in Saying Rails Face No Crisis 
Ask That Complete Hearings be Held by I.C.C. Before Increase of 
Any Kind Is Granted. Assert Rail Witnesses Testified Only to 

Ask Evidence on Carrier Efficiency. 


By Lewis W. Britton 


rate of return, ratio of income to fixed 
charges, and net current assets, the rail- 
roads, with the exception of net current 
assets, were in a _ substantially better 
position than a year ago, he asserted. 


Diversion Predicted 


Mr. Hamley said in view of the al- 
ready high level of rates, it was believed 
further increases would result in so much 
diversion as to do lasting harm to the 
railroads, because industries forced 
to decentralized, or to buy fleets of private 
trucks, could not shift back to the rails 
even if rates were later lowered. The 
Commission should have all the evidence 
on this important point before deciding 
the question of non-emergency increases, 
he said. 

He also asserted that, as long as there 
was no emergency, protestants’ evidence 
on the efficiency and economy of rail 
operations should be received. If the rail- 
roads felt rate increases were always 
available as the “salvation of their prob- 
lems,” they would feel no special urgency 
to exercise ingenuity in effecting eco- 
nomics, he asserted. Another question 
that should be given attention, he said, 
was the extent to which shippers should 
pay for improvements and betterments. 


He also said the passenger fare situ-' 


ation ought to_ be studied, and agreed 
to talk with the executives of the asso- 
ciation with a view to developing sug- 
gestions concerning the Commission’s 
formula for allocating costs for that 
service. 


Far Western Views 


Mr. Freas said not only had the rail- 
roads failed to show any situation re- 
quiring an increase, but that their own 
evidence showed affirmatively that they 
did not need relief. An increase in wage 
and other costs did not automatically 
create an emergency, he asserted. He 
said an emergency could exist only when 
there was such a meager return that 
the carriers could not perform their 
proper functions. He said present 
rail returns were comparable to the 
pre-war period, “during which they filed 
no request for rate increases.” He 
agreed with Commissioner Rogers that 
the value of the dollar was lower 
than in the pre-war period, and that 
that should be taken in consideration, 
but not to the extent of granting an 





1l 


eee &®& © 2 & B 


LATE NEWS 





IN THIS ISSUE 





interim incresase before a full record 
was made. 

He said witness after witness admitted 
the physical condition of his railroad was 
never better than today, and Mr. Freas 
asserted that war was not so imminent 
that normal procedure should be aban- 
doned. He said that “we do not say 
carriers do not need additional revenue, 
or how much,” but that the record 
did not disclose conditions such as to 
warrant the sixth increase in rates in 
two years before a full record was de- 
veloped. 

Mr. Carkin said there was a large rep- 
resentation of western interests, which 
showed great concern concerning the 
interim increase to be imposed on the 
earlier increases. The Oregon commis- 
sion, he said, also asked him to appear 
for the Northwest Grain and Grain Prod- 
ucts Association. 

“Our appearance,” he said, “does not 
mean that our far western commissions 
are opposed to increases after regional 
hearings.” — 

In discussing the long-haul problems 
of the producers of potatoes and fresh 
fruits and vegetables of Idaho and east- 
ern Oregon, he said the transcontinental 
carriers were pricing themselves, bit by 
bit, out of some of that traffic on which 
they must to a large extent depend if 
they were to exist. 


As to California, Washington, Oregon, 
and northern Idaho, he said the far west 
commissions endorsed the positions taken 
by the representatives of the various 
commodity groups. With reference to 
other commodities, fresh fruits and vege- 
tables, grain, livestock, and wool, he said 
no increases should be granted, but that 
if the Commission found increases nec- 
essary, it should give attention to reasons 
advanced by Fred Carpi, of the Penn-‘ 
sylvania, for according maxima on fresh 
fruits and vegetables, lumber, and sugar, 
and to statements concerning the long- 
haul problem of far west shippers. 


Mr. Aughnay, having distributed copies 
of an exhibit, spoke of the showing as to 
the increases since 1914 on wheat and 
coarse grains, amounting to 219.4 per 
cent over the March, 1914, level. 

W. M. Dyer, for the Wichita Chamber 
of. Commerce, and for four other Kansas 
chambers of commerce, said they were 
opposed to an interim increase as un- 
necessarily creating business uncertainty. 


Increase Computed 


Wilbur La Roe, Jr., for the American 
Paper and Pulp Association asserted that 
the actual amount of money involved in 
the interim increase request was the 
$416,500,000 of increases in operating ex- 
penses, 1949 over 1948, saying that if the 
expenses for 1948 as given by Dr. Parme- 
lee were subtracted from those estimated 
for 1949, that figure would result. He 
said that represented a 5.2 per cent in- 
crease, and not 8 per cent. He said Mr. 
Aronson “did not talk emergency, but 
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the improvement plans of the railroads.” 

Mr. La Roe asserted that an estimated 
$300,000,000 increase in. the cost of sup- 
plies since November of 1947 had been 
“amply taken care of in 1948,” and that 
he did not know but that a great deal of 
the new expense would be taken care of 
in 1949, and he said he did not see why 
shippers should pay for “a lot of diesels.” 
He also made a prediction that when the 
railroads were “actually sick” there would 
be an economic depression “of which we 
shall inevitably all be a part.” 


‘Shipping Public’ To Be Heard 


J. V. Norman, for the Southern Traffic 
League, the Southern Hardwood Traffic 
Association, the Property Owners’ Com- 
mittee, and the Associated Cooperage In- 
dustry said: “There is no emergency. No 
interim increase should be authorized.” 
He said coal and lumber markets were 
“slipping” and could not stand any fur- 
ther increase in rates “and permit their 
traffic to move.” 


He said the Commission would find 
out, “before this case is over,” that that 
was the general feeling of the shipping 
public. He said the Commission would 
hear at forthcoming hearings of the ef- 
fect of an increase on traffic particularly 
from the small business man as to his 
ability to bear the increase and would 
hear about relocation of plants and 
diversion of traffic. He said he thought 
the Commission should hear such evi- 
dence before granting any increase. 

Referring to a remark by Mr. La Roe 
that he had heard the Commission 
criticised for being parsimonious with 
the carriers, Mr. Norman said he had 
heard criticism that the Commission had 
allowed the needs of two or three big 
eastern railroads to cause it to place on 
those criticising the Commission burdens 
they did not think justified. 


Mr. Norman said the Commission 
could not “arrive at an emergency” ex- 
cept by indulging in “a lot of assumptions 
which are not justified,” and that cur- 
rent earnings showed no emergency. 


Nationa] Industrial Traffic League 


John S. Burchmore, for the National 
Industrial Traffic League said the 
League expected to participate in the 
further proceedings and final argument, 
through counsel and a select committee 
(Lowe P. Siddons, chairman) of members 
chosen from a variety of representative 
shipping interests and that “the posi- 
tion finally to be taken will depend upon 
facts developed of record in the further 
hearings, regionally and at Washington.” 


As to the permanent increase phase of 
the proceeding, Mr. Burchmore said that, 
as it was a matter of rates for the future, 
and conditions at the moment appeared 
somewhat confused and unstable, eco- 
nomically and commercially speaking, 
“it may very well be that before the 
further hearings are concluded the rail- 
road revenue picture may considerably 
improve or worsen.” He asserted a num- 
ber of shippers had not testified at the 
hearing as to the effect of rates on their 
particular commodities because it would 
have tended to confuse and unduly delay 
consideration of the emergency ques- 
tion. A large number who were prepared 
to testify were urged by counsel to de- 
part, and went home withholding their 
testimony until later sessions when the 
effect of the rate proposals would be one 
of the main issues for determination, he 
said. 

After reviewing the carriers’ evidence 
briefly, Mr. Burchmore said the railroads 
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thought these facts made a case for 
favorable action on their motion for an 
emergency order. Against this “limited 
view of the matter,” he said, the League 
urged the Commission to consider a 
grave question of public policy bearing 
on the basic economy of the country, i.e., 
that it became the duty of the Commis- 
sion automatically and “almost perfunc- 
torily” to rubber stamp a freight rate 
increase to produce the revenue equiv- 
alent of wage increases obtained by the 
rail workers. 

Mr. Burchmore contrasted the situa- 
tion in 1947, when the carriers asked 
for an emergency increase, observing 
that 21 railroads were “in the red” as 
shown in a December, 1947, exhibit, while 
at present only two carriers were “in 
the red.” He also asserted the Commis- 
sion did not yet have the facts from 
shippers as to the revenue effect of fur- 
ther increases and the results under the 
several tests required by section 15(a) 
of the interstate commerce act and 
recognized in a long line of Commission 
decisions dealing with general rate in- 
creases and rate levels. 


‘Saturation Point’ Reached 


Mr. Burchmore said the League, at a 
recent meeting, had voted to urge on 
the Commission that rates were reach- 
ing the saturation point and further rate 
increases produced comparatively small 
increase in net revenues, except tempo- 
rarily. Also, he said, the League voted 
the facts should be developed and the 
conclusion urged on the Commission that 
emphasis be shifted from rate advances 
to proper economies, efficiencies and cost 
reduction by railroad common carriers. 


He said these were “pretty large sub- 
jects” and among other things touched 
on the fact, yet to be developed fully, 
that out of every dollar of theoretical 
railroad revenue increased, so much went 
to the government in taxes, or was lost 
in short-hauling of traffic, that only 50 
to 65 cents of each dollar of proposed 
incréase actually would be realized by 
the railroads. He posed the question: 
“Are freight rate increases the only an- 
swer, or the best answer to the revenue 
problems of the railroads?” 


Mr. Burchmore said on his responsi- 
bility as counsel for the League, whose 
members entertained a variety of in- 
dividual view, he urged the Commission 
to consider that there was not shown 
such a dire condition as required favor- 
able action at this time on the motion 
for interim relief. When further hear- 
ings had ended and the Commission had 
all the facts would be the time to con- 
sider an order granting interim in- 
creases without taking weeks or perhaps 
months required for a complete study of 
the record and testimony “of the issues 
as a rate case in which shippers are 
entitled in detail to protection under 
sections 2, 3, and 4 and all of the issues 
can be weighed and determined,” he 
said. As the case progressed, he said, 
carrier reports and business conditions 
might change so that the need for in- 
terim relief might become clear and the 
motion might be renewed before the 
final argument. Dealing with the future, 
he concluded, “we shall have to let the 
future unfold.” 


A. G. T. Moore, for the Southern Pine 
Association and for southern cypress 
producers, gave a portion of his argu- 
ment to the motion he filed earlier, and 
said he was asking the Commission for 
the third time to make a finding, opin- 
ion, or ruling as to whether or not 
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Congress was “dealing with mere words” ri 
when it said in the statement of policy, ul 
among other things, the Commission 
should see that fair wages and equitable T 
working conditions were observed. He Se 
said he thought Congress meant those : 
things to be fair and equitable to the a 
shipping public as well as to railroad co 
labor. He quoted rail witnesses as saying er 
they wanted help from any source in ool 
connection with what he referred to as ter 
“wasteful labor service.” He said it was mi 
appalling that technological and me- th 
chanical improvements were offset by $0 
working rules. po! 
At one point Mr. Moore, after saying 
he had asked the Commission for three 
years not to conceive that, under any ( 
law, it was to be a rubber stamp for the Ha 
labor agencies of the government, Mr. ka 
Moore said he hoped “you will put your rec 
heel on these quickies now and once and tes 
for all.” on 
(See earlier story on page 38) -¢ 
Se F 
e oo ca Por 
Uniform Classification For 
ra 
Committee Gets More ae 
Protests at Seattle oth 
urs 
The Committee on Uniform Classifica- ap 
tion again completed its hearing in a that 
single day, at Seattle, Wash., December ings 
7. Such general discussion as took place iten 
dealt with alleged competitive difficulties it 1 
of shippers in the area, as compared with item 
those further east, because of the class chal 
rate adjustment. Several witnesses in- he 
dicated that the situation would be made of t 
worse by some of the proposals contained § emp 
in the committee’s docket No. 2. crea, 
As was the case at other points, the agric 
hearing opened with the reading of the § ing | 
statements presented there by G. H. sellit 
Dumas, chairman, Western Classification the | 
Committee, who presided, and A. H. § ture! 
Greenly, chairman of the Official Clas- — that 
sification Committee, who is also chair- natic 
man of the Committee on Uniform Clas- part 
sification. R. E. Boyle, Jr., chairman of § indic 
the Southern Classification Committee, § take’ 
the third member of the uniform com- carri 
mittee, was present, as also were W. J. Was | 
Peck, representing the Public Utilities § cultu 
Commission of Oregon, and Bartlett § woul 
Burns, representing the Washington § 8ivin; 
State Department of Transportation. § North 
The hearing was held at the Olympic 
Hotel. - 
Class Rates in the Northwest ge 
In opening the general discussion, G. adjuc 
W. Kelly, assistant traffic manager, Sears ests 
Roebuck & Co., again expressed the oP- & the ‘st 
position to the whole program for uni- justm 
form classification he had outlined at tent t 
the hearing in connection with docket J joca:. 
No. 1. He also submitted a statement § quceg 
showing a total of 48 l.c.l. ratings which J yon;, 
would be increased under the proposals ficult. 
in docket No. 2. These increases, he J 4 rat, 
pointed out, ranged from 2% to 30 per- matte: 
centage points. He further stated that § then. 
the northwest area was being harmed by J woyjg 
failure to receive the benefit of reduced 9 rary 
class rates accorded east of the Rock) § coyjq 
Mountains. On questioning by the com- § probjic 
mittee, Mr. Kelly said his remarks had § sidera 
to do with the traffic of his company i? Jam 
the northwest. He was unfamiliar with § Drain; 
benefits that might accrue in the terti- § &xpres 
tory east of the Rocky Mountains, he § Mg fo: 
said. A general discussion then followed § 40d 1 
with regard to Appendix 10 and the lack bn 






of knowledge by both shippers and cal- 
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riers as to what the Commission would 
ultimately do in revising that scale. 


Ira Newman, acting manager, Seattle 
Traffic Association, representing the 
Seattle Chamber of Commerce, read a 
prepared statement expressing views 
similar to those of Mr. Kelly. He voiced 
concern over the ultimate effect of in- 
creased l.c.l. ratings in the event l.c.l. 
commodity rates now prevalent in the 
territory were withdrawn. He said it 
might be necessary for shippers to ask 
the carriers to readjust the class rates 
so as not to cause an increase in trans- 
portation charges. 


Hardware and Implements 


On behalf of the Pacific Norwest 
Hardware & Implement Association, Spo- 
kane, James B. Channing, managing di- 
rector, filed a formal statement of pro- 
test against proposed increased ratings 
on 147 items. He did not read his state- 
ment, explaining that he had to leave 
to attend a conference in Chicago. 


Frank S. Clay, secretary-manager, 
Portland Freight ‘Traffic Association, 
Portland, presented G. A. Freeborn, 
traffic manager, John Deere Plow Co., 
also representing the Portland Tractor 
& Implement association and numerous 
other shippers and receivers of agricul- 
tural implements. Mr. Freeborn read 
a prepared stafement in which he said 
that docket No. 2 covered proposed rat- 
ings on 106 agricultural implement 
items, other than hand. He said that 
it was proposed to increase 62 l.cl. 
items, reduce one item, and make no 
change in 43 items. These would prevail, 
he said, if the present exception rating 
of third class were cancelled. He also 
emphasized that this would mean an in- 
crease in the less-carload charges on 
agricultural implements from distribut- 
ing centers in the northwest to interior 
selling points, and added that most of 
the goods were received from manufac- 
turers in the east. Mr. Dumas explained 
that the uniform classification would be 
nationwide in scope and referred to that 
part of the Commission’s report which 
indicated there should be “give and 
take” on the part of both industry and 
carriers. So far as the midwest, which 
was the largest consuming area of agri- 
cultural implements, was concerned, it 
would appear the carriers were doing the 
giving, said he, admitting that in the 
northwest it would be the shippers. 


Hard on Montana 


I. N. Early, traffic manager, Billings 
Traffic Bureau, Billings, Mont., discussed 
the effect of the 28300 proposed class rate 
adjustments would have on his inter- 
ests. He said Billings was just beyond 
the scope of the proposed class rate ad- 
justment territory and that, to the ex- 
tent that class rates to competitive points 
located just east of Montana were re- 
duced, the result would be to make the 
Montana competitive situation more dif- 
ficult. Mr. Boyle pointed out that was 
arate problem and not a classification 
matter. Even if no change in the ratings 
themselves were made, the situation 
Would be the same, he contended. Mr. 
Early admitted that to be true. He 
could see that he would have to lay his 
Problem before the carriers for con- 
Sideration, he said. 

James H. Johnson, traffic clerk, Armco 
Drainage and Metal Products, Portland, 
expressed approval of the proposed rat- 

for Item 6990, iron or steel culverts, 
and Item 13605, iron or steel pipe or 
tubing, but suggested the minimum 
Weight be 20,000 pounds (subject to Rule 


LATE NEWS 


34) or 24,000 pounds (not subject to Rule 
34). It was his argument that these 
materials loaded slightly under 20,000 
pounds. Making the minimum 20,000 
pounds subject to Rule 34 would give the 
carriers 24,000-pound minimum on the 
size car he usually loaded, said he. He 
protested against a proposed minimum 
weight of 36,000 pounds for Item 8419, 
iron or steel portable houses or build- 
ings. Mr. Dumas explained that that 
minimum had been set at 36,000 pounds 
because the weight per cubic foot in- 
dicated it could be readily loaded. He 
further stated that other protests had 
been received indicating 24,000 pounds 
as a commercial minimum and added 
that the committee would give further 
consideration to the protests. 

W. J. Walkup, assistant traffic man- 
ager, Washington Co-operative Farmers’ 
Association, Seattle, wanted to know 
why the minimum weight for Items 9445 
and 9465, new and old empty wooden 
egg cases, had been increased from 
12,000 to 16,000 pounds. Mr. Dumas ex- 
plained that this was due to exception 
ratings in Western Territory being sub- 
ject to the 16,000 minimum weight which 
was adopted for uniform classification 
with the reduction in the rating. Mr. 
Walkup said his principal concern was 
with the proposed minimum weight for 
old wooden egg cases. It was, he said, 
difficult to accumulate 16,000 pounds for 
return movement. The committee in- 
formed him his objections would have 
consideration. 





President Declines Comment 
On E.C.A. Shipping Dispute 


President Truman, in his press confer- 
ence December 9, said he had no com- 
ment on the differences that had de- 
veloped between the Economic Coopera- 
tion Administration and Commissioner 
Mellen, of the Maritime Commission. 
over E.C.A. Administrator Hoffman’s an- 
nouncement to the effect that the E.C.A. 
would not employ U. S.-flag ships for 
transportation of E.C.A. bulk cargoes 
overseas, on and after January 1, 1949, 
unless their rates were reduced to the 
level of foreign-flag ships now engaged 
in such transportation. 

After Commissioner Mellen had de- 
scribed the E.C.A. administrator’s action 
as injurious to the American merchant 
marine, the Maritime Commission au- 
thorized him to serve as a liaison officer 
between the commission and the E.C.A. 
and to call on other interested govern- 
ment agencies and on maritime labor 
unions for advice as to the use of 
American-flag ships in connection with 
bulk cargo transport for the E.C.A. 


(See earlier story on page 23) 





Mahaffie Made Chairman 
Of I.C.C. for 1949 


The Commission, late December 8, an- 
nounced its election of Commissioner 
Charles D. Mahaffie as chairman for 
the calendar year 1949, succeeding Chair- 
man William E. Lee. 

“The stated term of William E. Lee as 
chairman of the Commission expires 
with the present calendar year, and he 
then resumes his duties as commissioner,” 
said the announcement. 

“The Commission has elected Charles 
D. Mahaffie, of the District of Columbia, 
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as chairman for the calendar year 1949, 
Commissioner J. Monroe Johnson, who 
is next in line for the chairmanship, 
not being available at this time. 


“Commissioner Mahaffie was originally 
appointed by President Hoover as a mem- 
ber of the Commission on August 1, 1930, 
for the unexpired term of The Honorable 
Thomas F. Woodlock, resigned. He took 
the oath of office on September 2, 1930. 
He was reappointed by President Hoover 
to succeed himself for the term ending 
December 31, 1937. He was reappointed 
by President Roosevelt for the term ex- 
piring December 31, 1944, and again re- 
appointed by President Roosevelt for 
the term ending December 31, 1951. 

“Commissioner Mahaffie served as 
chairman of the Commission during the 
calendar year 1936. 

“Commissioner Mahaffie is a lawyer 
by profession. He was born in Olathe, 
Kan. At the time of his original ap- 
pointment to the Commission he was 
director of the Bureau of Finance of the 
Commission. 





Railroads Loaded 804,183 
Cars of Revenue Freight 
Week Ended Dec. 4 


Loading of revenue freight- the 
week ended December 4, 1948, totaled 
804,183 cars, the Association of Ameri- 
can Railroads announced. This was a 
decrease of 74,405 cars or 8.5 per cent 
below ‘the corresponding week in 1947, 
but an increase of 75,099 cars or 10.3 per 
cent above the corresponding week in 
1946, when loadings were affected by 
work stoppage in the coal fields. 

Loading of revenue freight the 
week ended December 4, increased 81,- 
093 cars or 11.2 per cent above the pre- 
ceding week this year which included 
Thanksgiving Day, said the A.A.R. and 
continued: 


Coal loading amounted to 162,911 cars, a 
decrease of 34,800 cars below the corre- 
sponding week in 1947, but an increase of 
18,456 cars above the preceding week this 


year. 

Miscellaneous freight loading totaled 383,- 
366 cars, a decrease of 26,807 cars below the 
corresponding week last year, but an in- 
crease of 45.368 cars above the preceding 
week this year. 

Loading of merchandise less than carload 
freight totaled 101,821 cars, a decrease of 
15,933 cars below the corresponding week 
last year, but an increase of 11,795 cars 
above the preceding week this year. 

Grain and grain products loading totaled 
54,002 cars, an increase of 4,563 cars above 
the corresponding week in 1947, and an in- 
crease of 8,650 cars above the preceding 
week this year. In the Western Districts, 
grain and grain products loading for the 
week of December 4, totaled 34,632 cars, an 
increase of 2,181 cars above the same 1947 
week nd an increase of 5,538 cars above the 
preceding week this year. 

Livestock loading amounted to 14,174 cars, 
@ decrease of 2,166 cars below the same week 
in 1947, but an increase of 2,538 cars above 
the previous week this year. In the West- 
ern Districts, loading of livestock for the 
week of December 4 totaled 10,945 cars, a 
decrease of 1,053 cars below the same week 
in 1947, but an increase of 1,889 cars above 
the preceding week this year. 

Forest products loading totaled 40,514 
cars, a decrease of 9,319 cars below last 
year but an increase of 7,037 cars above the 
previous week this year. 

Ore loading amounted to 32,472 cars, an 
increase of 9,994 cars above last year, but a 
decrease of 12,328 cars below the previous 
week this year. 

Coke i0adiug amounted to 14,923 cars, an 
increase of 103 cars above the same week 
last year, but a decrease of 423 cars below 
the previous week this year. 

All districts reported decreases compared 
with the corresponding week in 1947, but all 
reported increases compared with the same 
week in 1946. 
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ROCK ISLAND ~-.-X 
for expert information without 
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WAREHOUSING IN WORLD WAR Il... 


by Samuel G. Spear, featuring Public Mer- 
chandise Warehousing—What It Is, Planning 
the War Storage Plant, Building the War 
Storage Plant, Manning the War Storage Plant, 
The Federal Emergency Warehouse Associations, 










Extent and Variety of Wartime Warehousing, 
Warehousing Postwar Surplus Property, Public 
Merchandise Warehousing Looks to the Future. 
Paper bound, $1.50. 


The Traffic Service Corporation 
810 Washington Bldg., Washington 5, D. C. 
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Comment on Jack’s Proposal 


Highland Park, N. J. 


In your issue of November 6, 1948, at 
page 10, there appears a report ‘of a talk 
given by Mr. E. A. Jack, general traffic 
manager, Aluminum Company of Amer- 
ica, before the Institute of Industrial 
Transportation and Traffic Management, 


isponsored by the American University, 


under date of November 3, 1948, and pro- 
posing a procedure which he states he 
as not seen advocated before. 


The article goes on to describe the pro- 

osed procedure and other pertinent por- 
tions of the remarks made by Mr. Jack 
during his talk, stating the development 
of his thesis that the railroad has some- 
how become indispensable to the welfare 
of the nation and that it is also being 
hampered in its proper functions because 
of the existence of other forms of trans- 
portation and lack of sufficient control 
over them in accordance with Mr. Jack’s 
ideas as to what controls should be 
adopted. 

He calls the over-the-road motor truck, 
for example, an economic liability, and 
states that it is one of the reasons for 
the present high level of freight rates, 
presumably those of the rail carriers, 
whom he desires to see protected. In his 
thesis there appears the old chestnut 
that the railroad is the only form of 
transportation which pays its way and 
that all the others are subsidized by the 
taxpayers to a greater or lesser degree, 
and that other forms of transportation 
do not create new movement, but merely 
divert traffic which, according to his 
understanding, rightfully belongs to the 
rail carriers. 


Another interesting statement which 
appeared in his talk concluded that when 
a truck with a probable, legal, maximum 
load of 40,000 lbs., and its necessarily 
higher operating cost per ton-mile, can 
haul freight 600 to 800 miles and even 
more, in competition with the railroads, 
which handles an average 80,000 lb. unit 
for less than 40 cents per mile, there is 
something wrong. There is contained in 
this conclusion, a recognition that the 
something wrong, must be with the rail 
carriers, rather than the motor truck 
lines, although, undoubtedly, Mr. Jack 
presumed that his conclusion would be 
accepted the other way. 


Finally, he suggests the establishment 
and enforcement of rate differential be- 
tween the respective forms of transporta- 
tion, and such differentials to be ar- 
rived at by using the bare cost of opera- 
tions of each facility and the bare cost 
to be determined by using comparable 
factors in each case. An inference is 
made that such differentials would place 
the rail carrier on the lowest basis, com- 
mensurate with its own bare operating 
cost, and that then the motor truck, the 
water line, and air carriers, would be 
placed on a fixed differential higher in 
order to insure that the rail carriers 
would be the low cost form of transporta- 
tion, and maintain his proposed differ- 
ential on that basis. 

In figuring the costs of the rail car- 
riers, he would eliminate the expense 
of rights of way, yards and sidings, since 
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none of its competitors has such an ex- 
pense, although how the rail carriers 
would then pay the cost of such facili- 
ties, he does not say. 

Although his article contemplates that 
in some cases, using the railroad cost as 
a base, the rates of the other forms of 
transportation might be differentials 
lower, such a differential on a lower 
basis, would appear to defeat the pur- 
poses of his plan, which would seem to 
suggest that only differentials on a 
higher basis would give the rail carriers 
the protection he thinks they need from 
such a plan. He then states that the 
shippers would use the services which 
best meeted their needs, and that he is 
then sure, that this would return to the 
railroads, large volumes of freight, thus 
increasing their earnings and so bringing 
about a reduction in rates. 


This last statement is the most fan- 
tastic of all conclusions for it assumes 
first, that the service best suited to the 
shippers’ needs would be that of the rail- 
roads, when it appears from current 
facts available to Mr. Jack and everyone 
else, that the opposite is true. The only 
way that large volumes of traffic would 
be returned to the rails, even if service 
were properly restored to a competitive 
basis would be on a rate differential 
lower than their competitors, and cer- 
tainly not higher. He then concludes 
that this increase in their earnings 
brought about in an artificial manner 
would bring about a reduction of rates 
in the face of a long established fact 
that a monopoly thus created will not 
tend to reduce its own rates, when it 
has the field to itself. 


The whole question of the application 
of rates, by the different forms of trans- 
portation in their respective fields and 
in competition with each other, is a 
matter which must soon have the full 
time serious consideration of the Inter- 
state Commerce Commission in accord- 
ance with the National Transportation 
Policy, a task which has been long de- 
layed and appears to be no nearer to 
solution by that body than it ever was. 
The use of fixed differentials between 
the different forms of transportation, 
using the rail bare operating costs as a 
base, would also seem to produce an 
unlawful result and one which would 
likely have serious repercussions against 
the interests of shippers generally, in- 
cluding the company which Mr. Jack 
represents. Undoubtedly, the Aluminum 
Corporation of America makes use of all 
forms of transportation, including truck 
and rail, and decides for itself, from the 
experience it has gained over a long 
period of years, which form of trans- 
portation will best suit its needs for the 
movement of any particular price of 
traffic, and the routing of such ship- 
ments is decided upon that basis alone, 
under prevailing practices; nor is there 
any reason why that choice of routings 
should be taken from the shipper and 
artificially channelled to the rail lines or 
the truck lines, by any rigid rate struc- 
ture or fixed pattern of differentials. 


I regret as much as Mr. Jack does the 
predicament in which the rail carriers 
find themselves, as a result of conditions 
today which are beyond their contro! and 
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At your 
through 


the three greatest ports on the Atlantic Ocean! 
NEW YORK ¢ PHILADELPHIA ¢ BALTIMORE 


SPEED— DEPENDABILITY—SAFETY. With ship- 
ments being made in increasing numbers, 
these factors are more important to exporters 
—and importers—than ever. That’s why 
shippers prefer the advantages of the special- 
ized facilities at these three great Eastern 
ports—and why they route via the Balti- 
more & Ohio. 


New YorRK is the nation’s largest seaport, 
with the greatest interchange of freight be- 
tween ocean-going steamships and rail carriers. 


PHILADELPHIA, on the Delaware River, is one 
of the greatest industrial sections in the 
country. There are sailings from this port to 
the world’s major markets. 


BALTIMORE is situated at tidewater on Ches- 
apeake Bay. In tonnage handled, it is one 
of the nation’s leading ports. It has a pier 


BALTIMORE & 


THE LINE OF 


capacity to berth and work 89 vessels at the 
same time, the principal piers being served 
direct by railroads. 

By routing B&O, you secure the advan- 
tages of all types of time-saving facilities at 
these Atlantic seaports. Dependable opera- 
tions permit scheduling with efficiency and 
confidence. 


As the volume of foreign trade increases, 
so does our ability to handle all types of cargo. 
This can be anything from a trainload of 
foodstuffs for Great Britain to a steel mill for 
India, or imports of basic materials. 


Our set-up is invaluable to the foreign 
trader who must coordinate his traffic with 
transportation schedules. So, when routing 
your freight—either export or import—re- 
member these three great seaports—and the 
B&O. Ask our man! 


OHIO RAILROAD 


SENTINEL SERVICE 


Constantly doing things — better ! 
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CALIFORNIA'S INLAND 
SEAPORT 


3 TRANSCONTINENTAL RAILROADS 
OVER 80 TRUCK LINES 
INDUSTRIAL SITES AVAILABLE 
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his. These same ills are known to the 
motor industry, which suffers from them, 
in lesser or greater proportion as the case 
may be. They are economic ills affect- 
ing the entire country and all types of 
business, but the transportation com- 
panies having nothing to sell, but service, 
and with very little control over their 
fixed expenses, find themselves in a 
predicament whether traffic volume is 
high or whether it is low. When traffic 
volume is increased, the expansion of 
facilities requires outlay of large sums 
of money, not available from reserves 
that must be paid for out of current 
revenues which are often insufficient to 
pay the cost of such improvements. 
When traffic volume is low, these fixed 
expenses together with the cost of im- 
provements already made, must be met, 
and consequently, higher freight rates 
are offered as the solution. High freight 
rates have never been a solution of the 
transportation problem and rather, they 
create another problem in themselves, 
since they tend to disturb established 
commercial practices, create decentrali- 
zation, and changes in buying habits, 
which, in turn, create additional ex- 
penses for the carriers. 


Mr. Jack’s concern about the sickness 
of the transportation system which he 
proposes to heal, should be expanded to 
include all persons interested in the 
welfare of transportation generally, but 
under no circumstances should the heal- 
ing process offered for solution include 
killing the patient, such as Mr. Jack’s 
proposal would appear to accomplish. 
Motor trucking in the United States is 
an increasingly important factor in the 
economic life of the nation and is a 
major employer of labor, according to a 
comprehensive report, recently released 
by the Department of Commerce. The 
number of truck drivers in this country 
is 3% times as large as the total number 
of persons employed in the railway in- 
dustry, and this figure does not include 
loaders, repairmen, clerical and super- 
visory employes. The motor truck has 
become an essential part of the national 
economy. Manufacturing, mining, and 
agriculture are all increasingly depend- 
ent upon truck transportation. Modern 
wholesaling and retail techniques would 
be impossible without the motor truck. 
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The truck has produced great changes THIS 
in production and distribution patterns 

and in the marketing of commodities OVEK 
It has now virtually replaced all other AIR 
means of transportation for local, short- ) 
haul commodity movements. Likewise, me 


the truck has acquired and is acquiring 
an increasing proportion of the longer 
haul traffic, which moves between cities, 
areas and states, and is having a grow- 
ing impact upon other forms of trans 










practically every type of business. 
Mr. Jack should know that the motor 










truck is here to stay. The older forms repe 
of transportation will have to move over local 
and make room for it. The National ONL 





Transportation Policy will have to b 
recognized and applied by the Interstate 
Commerce Commission in a manner cal- 
culated to preserve the inherent ad- 
vantages of it and its competitive re 
lationship with other forms of trans 
portation. The public at large is just 4 
concerned with the welfare of the moto 
truck as it is with that of the rail cal 
rier, both being indispensable to our 04 
tion’s economy and not just the one # 
Mr. Jack seems to feel. 

Mr. Jack admits that, influences othe 
than rates were at work in contributié 
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FLYING SQUIRRELS SET “FLYING” RECORD 


When AN OVERSEAS FANCIER ORDERED A PAIR OF ELYING 
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ANYBODY WANTS To SHIP ANVWHERE...AND RATES ARE 
LOWEST IN TWA HISTORY. 
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FAST...AND COST IS LOW. 
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international destination airports. For 





report on your shipment, simply phone 






local TWA office. Eliminates guessing. 
ONLY TWA offers this service. 










WHY SHIPPERS SAY... “VIA TWA” 


TWA saves shipping time. Convenient: one phone call... 














tor 
oa one airbill...one carrier. Direct routes. Daily flights. Inter- 
our na- TRANS WORLD A/RLINE national all-cargo, 4-motor planes. Flight agent on board. 
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U.S. A.- EUROPE -AFRICA S44 Reserved space. Collect shipments. Call TWA (see phone 


es othe book) or international freight forwarder. 
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Yes, North American is one of the 
Nation's safest movers of household goods! 


Whether it's the baby's crib, grandfather's clock, or an entire van of 
furniture, you can trust North American to move it safely and quickly 
to any part of the nation . . . On your next move, make it North 
American. You'll discover it is a real pleasure to do business with us. 


See classified section of your phone book for our agent nearest you. 


* Over 500 agents! »* Warehouses in key cities! 


North American 


Van Lines, Inc. 
General Offices FORT WAYNE IND 





Get Your Copy of New Traffic 
Educational Catalogue—FREE 


This latest 24-page catalogue of the College 
of Advanced Traffic will give you complete 
details and course outlines on what the leading 
trafic educational institution offers you. 

We'll gladly send copies to you or to any 
names and addresses you supply. 

This catalogue today is getting more and 
more men and women, now in and out of traffic work, started 
with accelerated tempo in successful well-paying traffic and 
transportation management careers. 





College of Advanced Traffic is the educa- 
tional division of the Traffic Service Corpo- 
ration. It is affiliated with: 


Traffic World (weekly), Traffic World 
Daily, Traffic Bulletin, World Ports, 
Transportation Supply News. 


COLLEGE OF ADVANCED TRAFFIC 


Dept. 121148 14 East Jackson Blvd., Chicago 4, Ill. 
Phone: Harrison 8649 


Minneapolis, Minn., Branch Detroit, Mich., Branch 
1200 Metropolitan Life Bldg. 


Phone: Lincoln 4252 Phone: Cherry 4383 








Ford Bldg., 615 Griswold St. 
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to the increase of shipments by truck 
rather than rail and that one of these 
has been the inferior LCL railroad service 
and the diversion of traffic which he 
claims is due to subsidies is not the sole 
or even the major cause for the illness 
of our transportation system. Why not 
then, stop giving out about subsidies and 
get down to the heart of the maiter 
which includes a general improvemen: in 
service by the rail carriers which will 
attract some of the business to them and 
a rate policy enforced by the Interstate 
Commerce Commission in which it 
recognizes the inherent advantages of 
each form of transportation and makes 
their rates upon fully allocated costs 
arrived at promptly and accurately so 
that they may be available when freight 
rates are established and not some time 
after when conditions may have changed 
and a further revision is required. 

One difficulty has been the slowness 
of the Commission in dealing with rate 
matters generally via all forms of trans- 
portation. 

Finally, the health of our transporta- 
tion system as a whole depends upon 
the health of each separate type of car- 
rier and when one is ill, the others will 
suffer similarly. All are required to be 
healthy in order that our economic life 
may be advanced and our country re- 
main strong and prosperous at all times, 
—A. MarkowliTz, General Traffic Man- 
ager, New York & New Brunswick Auto. 
Express Co., Inc. 


Professionalization 
Williamsport, Pa. 


I have just read the letter by Mr. H. 
D. Morrow published in your November 
20 issue, wherein he inquires just what 
is meant by professionalization as ap- 
plied to those who attain membership 
in the American Society of Traffic and 
Transportation. 


I too have wondered about this and 
have debated the advisability of spend- 
ing $75.00 to determine in my own mind 
whether or not I was as capable at my 
job as others who term themselves traffic 
managers. 


I have followed the progress of this 
society through your issues from the time 
of its inception and nowhere have I 
observed references to any movement to 
legalize the title or to protect those who 
take the necessary examinations to 
qualify for membership. 


I have been in the transportation 
field since 1924 and have had years of 
practical experience, to which I have 
added technical and legal knowledge 
through the medium of two courses in 
Traffic Management and private library 
of Commerce Law and Procedure. I feel 
that if I apply for and am fortunate 
enough to accomplish membership, I 
should be accorded the legal title which 
— be my qualification for a better 
job. 

I agree with Mr. Morrow that some- 
thing better should be offered than 
just being a member of another society. 
—A. R. Buss, Traffic Manager, Spencer 
Heater Division, Avco Manufacturing 
Corporation. 





In.This Issue 


Mechanized 
Packaging Section—starting on page 58. 
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To make the steam which blows a 
locomotive whistle used to cost about 
one-third of a cent per “toot.” Today it 
costs at least twice as much. 

That’s a small thing—but it’s typical 
of the way the cost of running railroads 


has gone up. 

Take, for example, the 3,000 cross- 
ties in the average mile of track. Pre- 
war, they cost less than $2.00 each, in 
place Today, the cost is up to $4.00 
each. And the rail—about 175 tons of 
it in the average mile of track—costs 


$30.00 a ton more than it did in 1989. 

Freights cars that used to cost $2,500 
apiece now cost more than $4,000. And 
the prices that railroads must pay for 
fuel—whether coal or oil—have consid- 
erably more than doubled since 1939. 

But in the same years the rates that 
railroads charge for their essential serv- 
ices have gone up less than half as 
much as the average increases in wage 
rates and the prices railroads must pay 
for materials and supplies. 

What does this mean to you? 

Just this—our nation needs railroads 
which are strong and healthy. That's 
the only kind of railroads that can pro- 


duce adequate, low-cost transportation 
in time of peace—and meet national 
needs in time of war. 

And the only way to have railroads 
that are strong and healthy is to have 
railroads whose revenues keep pace 
with today’s increased costs. 


LISTEN TO THE RAILROAD HOUR presenting the world’s great musical shows. Every Monday 
evening over the ABC network, 8-8:45 Eastern, Mountain, and Pacific Time; 7-7:45 Central Time. 





Protect your Industry and your Nation 


Ship and Travel in American Ships 


NEW YORK 


nd PHILADELPHIA 


PaT ROUTES 


ATLANTIC & PACIFIC INTERCOASTAL 


From Baltimore, Chester, Philadel- 
phia, Norfolk, via Panama Canal to Los 
Angeles, San Francisco, Oakland-Ala- 
meda, Stockton, Portland, Seattle. 


PACIFIC WEST INDIES — PUERTO RICO 


From Pacific Coast Ports to San Juan, 
Ponce and Mayaguez via Canal Zone. 
PACIFIC ARGENTINE BRAZIL LINE 


Between Pacific Coast Ports and East 
Coast Ports of South America. 


Why You Should Ship via Pope & Talbot Lines 


1. PORTS OF CALL—each an impor- 
tant gateway to rich, big sales markets. 


2. VESSELS—modern, fully equipped 
with up-to-the-minute handling and 
gear equipment. 

3. TERMINALS—large, conveniently 
located with ample storage and rail fa- 
cilities—for quick and economical 
movement of shipments. 

4. EQUIPMENT — most modern for 
efficient, fast loading and unloading— 
to speed shipments. 


5. HANDLING — systematic control 
and careful attention to all shipments. 


| Vagabond Leisure Cruises 


PAB Line has first-class accommoda- 
tions for those who wish to travel in a 
leisurely manner. Modern, large, C-3 
vessels sail every 30 days from San 
Francisco and Los Angeles via Canal 
Zone to East Coast ports of South 
America including Rio de Janeiro and 
Buenos Aires. Write P&T Passenger 


Dept., San Francisco 4. 


6. COORDINATION —all offices con- 
nected by telephone or teletype to aid 
shippers with prompt service. 


7. POLICY—careful attention to 
small details is year ’round function. 


8. PERSONNEL—cooperative, com- 
petent, experienced traffic men to assist 
with your shipping problems. 


9. MARKET INFORMATION —and 
channels of contacts to assist shippers 
to investigate new markets. 


10. SERVICE—dependable, saves 
time and money for shippers. 


For sailing dates and helpful information 
please write or phone nearest office. 


POPE & 2 TALBOT LINES 


PAC 


EXECUTIVE OFFICES °¢ 


EE 
a 


NTIC INTERCOASTAL 
° 


E BRAZIL LINE 
>- PUERTO RICO 


320 CALIFORNIA STREET * SAN FRANCISCO 4 


POPE & TALBOT, INC. 


**ESTABLISHED 1849°" 


Offices and Terminals 


SEATTLE 4 
TACOMA 
PORTLAND 9 
SAN FRANCISCO 4 
STOCKTON 
OAKLAND 7 
LOS ANGELES 15 
NEW YORK 6 
PITTSBURGH 22 
DETROIT 2 
PHILADELPHIA 6 
BALTIMORE 2 
WASHINGTON 5 
NORFOLK 
SAN JUAN,.P. R. 18 


Foreign Agency - Offices 
VANCOUVER, B. C. 
CANAL ZONE 
COLOMBIA 
VENEZUELA 
TRINIDAD 
BRAZIL 
URUGUAY 
ARGENTINA 
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E.C.A. Transport Officer 
Sees Survival Problem 
For U.S.-Flag Shipping 


World economic conditions would cre- 
ate a serious problem of survival for the 
American merchant marine, after ex- 
piration of the “short-term advantage” 
it now enjoyed under a provision of the 
foreign assistance act of 1948, said 
Arthur G. Syran, director of the trans- 
portation division of the Economic Co- 
operation Administration, December 3. 


Addressing the California State Cham- 
ber of Commerce, in San Francisco, Mr. 
Syran said that the problem of contin- 
ued US.-flag ship operation after con- 
summation of the E.C.A. program of aid 
to war-ridden countries would arise be- 
cause of an increasing surplus tonnage 
of foreign shipping and because of un- 
willingness of foreign shippers to employ 
American-flag vessels while foreign cen- 
tral banks restricted expenditures of 
dollars by their citizens, “in view of the 
world shortage of dollars.” 

The “short-term advantage” to which 
he referred was that afforded under a 
requirement of the foreign assistance act 
that a minimum of 50 per cent of all 
E.C.A. cargo procured in the United 
States be carried in American-flag ships. 

With surplus ship tonnage now in- 
creasing, it would not be long before 
practically all world shipping programs 
could be carried without the assistance 
of American-flag shipping, he said. He 
stated that the U.S. shipping industry 
was already “feeling the pinch of de- 
creasing exports because of the elimina- 
tion of relief programs.” 

“In 1947, U. S. exports to all countries 
were roughly $15,000,000,000, and it is 
estimated that in 1948 it will be about 
twelve to thirteen billion dollars,. in- 
Clusive of E.C.A.,” he said. 

Mr. Syran said that shipping com- 
panies were finding themselves in the 
Position of a football “in the world game 
of dollars.” He said that scarcity of 
dollars was already a cause of concérn 
to the liner services and that, although 
the “50 per cent statute” afforded some 
Protection to the lines serving the Euro- 
pean area within the group of 16 nations 
participating in the E.C.A. program, such 
protection was not afforded to the lines 
Serving other areas. 

“Although E.C.A. does not attempt to 
control the movement of cargo,” he said, 
“we are interested in whether or not 
Procedures we have established in any 
Way tend to divert export commerce out 
of normal commercial channels. A pre- 
Iminary survey of conditions in New 
England was made recently to determine 
if any such diversion was taking place. 
In addition, an examination was made 
of all available reports of the flow of 
a traffic through all United States 


“The record shows that there have 
fen some fluctuations between the pe- 
tlod 1940-47, these fluctuations occurring 
tween port areas as well as between 


ports within each area. It developed 
that there were so many factors respon- 
sible for the trends that it was next to 
impossible to put a finger on any one. 
However, it was quite evident that there 
had been no material change during the 
life of E.C.A., or, in other words, the 
entrance of E.C.A. finance in the field of 
exports has had no material effect on 
the flow of traffic through normal chan- 
nels. . . The west coast as a whole 
moved 14.2 ver cent of the general cargo 
in 1947, as compared w:th 7.3 per cent 
in 1940... . The total north Atlantic 
ports moved 61.4 per cent in 1940, but 
in 1947 only 52.5. North Atlantic ports 
have declined further in 1948. but the 
total for the west coast for the first eight 


months remained at 14 per cent.” 


Perfect Shipping Campaign 


Officials Announced 


Irving M. Peters, of Chicago, traffic 
manager of the Corn Products Refining 
Co:, has been named general chairman of 
the national management committee for 
the 1949 Perfect Shivping Campaign, it 
is announced by Warner B. Shepherd, of 
Pittsburgh, president of the National As- 
sociation of Shippers Advisory Boards. 

Mr. Peters would direct the annual 
campaign for the third time, Mr. Shep- 
herd said. 

“The purpose of the drive,” he said, 
“is to improve transportation and pack- 
aging practices with a view to reducing 
loss and damage to freight.” 

Mr. Shepherd also announced the se- 
lection of five regional vice-chairmen 
of the committee in charge of the Perfect 
Shipping Campaign, and they are J. J. 
Kornfeld, of New Orleans, La., traffic 
manager of the New Orleans Public 
Service; A. P. Little, of Framingham, 
Mass., general traffic manager of the 
Dennison Manufacturing Co.; A. C. 
Street, of San Francisco, Calif., manager 
of the Barclay Traffic Division of Safe- 
way Stores; H. F. Easterling, of Monroe, 
La., traffic manager of thé Brown Paper 
Mill Co., and H. E. Chapman, of Detroit, 
Mich., traffic manager of the S. S. 
Kresge Co. 

Next year’s Perfect Shipping Cam- 
paign, Mr. Shepherd stated, would be 
conducted during the month of April, 
and would be sponsored by the 13 re- 
gional Shippers Advisory Boards, the 
national association of those boards, the 
Association of American Railroads, the 
Railway Express Agency and _ other 
transportation and shipping interests 





Retirement Tax Increase 


Effective January 1, 1949, ‘he Commis- 
sioner of Internal Revenue points out, 
railroad companies and their employes 
each will pay a tax of 6 per cent, instead 
of 5% per cent, or a total of 12 per cent, 
on the svecified portion of employe pay 
involved, under the railroad retiremen% 
tax act requirements. 


Uniform Classification 
Committee Holds Brief 


Hearing in Denver 


A brief discussion by F. L. Partridge, 
of the Burlington (Iowa) Shippers Asso- 
ciation, on the procedure being followed 
by the Committee on Uniform Classifi- 
cation opened the committee’s hearing, 
December 2, in the State Office Building, 
Denver, Colo. 


G. H. Dumas, of Chicago, chairman, 
Western Classification Committee, pre- 
sided, sitting with the other two com- 
mittee members, R. E. Boyle, Jr., and 
A. H. Greenly. C. G. Jensen, director of 
traffic of the Commission’s Bureau of 
Traffic, was present. State commission 
representatives included Earl R. Burns, 
chairman, and J. C. Church, rate expert, 
Wyoming Public Service Commission, 
Cheyenne, and T. S. Wood, rate expert, 
and Timothy Braden, assistant rate ex- 
pert, Public Utilities Commission of Colo- 
rado, Denver. 


Following Mr. Greenly’s reading of his 
customary prepared statement asking 
shippers present to confine their re- 
marks to the proposed ratings, Mr. Part- 
ridge declared he had come prepared to 
discuss the issues involved in the Com- 
mission’s report in its docket No. 28310. 
He was appearing, he said, not only for 
the Burlington association but also for 
the Keokuk Shippers Association, Uni- 
versal Producing Co., Mid-West Wax 
Paper Co., Dexter Co., and Interstate 
Wholesale, Inc., all of Iowa. 

Chairman Dumas said that the proce- 
dure being followed had been reported 
to the Commission whose members were 
aware of the manner in which the work 
was being conducted, that the matter 
had been fully discussed in the hearings 
on Docket No. 1, and that it appeared 
unnecessary to hold a continual discus- 
sion as to whether the work was being 
properly progressed. Mr. Partridge said 
he had prepared an elaborate exhibit and 
asked for an additional 15 days before 
presenting it. The chairman granted 
the request, and then read his. prepared 
statement on behalf of the western rail- 
roads. 

In response to a request for general 
statements, Mr. Wood of the Colorado 
commission asked. “Is it not the Com- 
mittee’s understanding that it appears 
to be the Commission’s view that more 
traffic should move on classification 
ratings, and the general exceptions to 
the classification be withdrawn?” 

The chairman agreed, and in response 
to a further question stated that the car- 
riers at a later time would publicly 
docket proposals contemplating the with- 
drawal and cancellation of general ex- 
ceptions, as stated on page two of Docket 
No. 2. 

To Mr. Wocd’s observation that uni- 
form classification should be made with- 
out reference to the rate scale, Chair- 
man Dumas said the classification rating 
would be incomplete unless it had a 
rate scale against which the rating would 
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be applied; that the report itself con- 
tained a rate scale which the Commis- 
sion said should be used when uniform 
classification became effective; and that 
as stated in Mr. Greenly’s letter to the 
National Industrial Traffic League, many 
factors, including the exceptions, had 
been considered by the committee in 
_arriving at the proposed ratings. 


Mr. Partridge said he thought the 
committee had exceeded its assigned 
duties when it took exceptions into con- 
sideration. Mr. Boyle replied that the 
committee was prepared to justify not 
only the proposed ratings but even 
higher ratings if such were to be based 
on pure classification characteristics, but 
that since other than pure classification 
characteristics were considered, many 
of the proposed ratings were substan- 
tially less than could be justified. Mr. 
Boyle emphasized the committee’s desire 
for cooperation from shippers and re- 
ceivers. 

“Upon receipt of justified evidence, 
we shall not hesitate to recommend 
ratings lower than those proposed,” he 
said. 


Ratings on Acids 


L. B. Fitzgerald, general traffic man- 
ager, Colorado Milling & Elevator Co., 
Denver, discussing the proposed ratings 
on items 130, 155, and 205, declared the 
committee was not justified in proposing 
higher carload ratings on these acids in 
carboys than the present Class 37%. He 
discussed also the rating on item 3950, 
barrels, on which it was proposed to ad- 
vance the carload rating from third class 
to Class 77%. After a general discussion 
of the effect of the Appendix 10 scale, Mr. 
Fitzgerald said that possibly an increase 
in the rating might result in a reduction 
in charges. 


Brooms 


O. E. Grady, on behalf of the National 
Broom Manufacturing Co., Denver, dis- 
cussed the ratings on brooms with han- 
dles attached, item 6790. At present, his 
company shipped into nearly all states 
between the Rockies and the Mississippi 
on an l.c.l. rating of Class 70 with quan- 
tity ratings of Class 66 at a 5,000-pound 
minimum, and Class 63 at a 10,000-pound 
minimum, he said. He objected to the 
proposed increase in the l.c.l. rating to 
Class 100, asserting that it would drive 
the traffic from the railroads and would 
also divert inbound materials to the 
trucks. 


Building Materials 


George A. McElroy, manager, trans- 
portation department, Ceco Steel Prod- 
ucts Corporation, Chicago, discussed 
numerous items in the building metal 
work group. He gave qualified approval 
to some of the proposed ratings and full 
approval to those proposed for items 7443, 
7640, 7690, 7865, 7875, 8005, 8075, and 8085, 
“but without prejudice to any position we 
may find it necessary to take when other 
railroad committees set down for hearing 
proposals to cancel exception ratings or 
commodity rates that are actually mov- 
ing the traffic.” 


Mr. McElroy urged the committee to 
keep the ratings on steel sash competi- 
tively aligned with those on wood sash. 
He objected to the proposed increase in 
minimum weight from 24,000 to 36,000 
pounds on steel bar sash, item 6910, and 
steel bar mullions, item 7925, and to the 


proposed increase in minimum weight 
from 18,000R to 24,000R on screen doors 
or window screens, other than roller, 
item 7930. Mr. McElroy said he would 
prefer to retain the present classification 
rating at 18,000R than the proposed Class 
45 rating at 24,000R: subject to Rule 34. 

Mr. McElroy’s presentation concluded 
the Denver hearing. 





A.U. Air Transportation 


Institute Announced 


The third Air Transportation Institute 
will be held in Washington, D. C., from 
January 18 through February 11, 1949. It 
will be conducted by The American Uni- 
versity, with the cooperation of the Civil 
Aeronautics Administration and the Air 
Transport Association of America. 


D. W. Rentzel, Civil Aeronautics Ad- 
ministrator, will head a group of speak- 
ers who will address the Institute in a 
series of discussions on air transporta- 
tion problems. Other authorities who 
will speak include the following: 


Brigadier General Alvin Luedecke, 
Senior Air Forces Director, Joint War 
Plans Committee; Harold A. Jones, mem- 
ber, Civil Aeronautics Board; Carlton 
Putnam, chairman, Chicago and South- 
ern Airlines; J. H. Carmichael, president, 
Capital Airlines; M. F. Redfern, vice- 
president, Air Transport Association of 
America; H. F. Law, superintendent of 
airports, Port of New York Authority; 
and C. W. Jacobs, vice-president and 
secretary, American Airlines. 

“The Institute will present an inten- 
sive curriculum on vital issues in the 
field of air transportation for officials and 
future executives,” said the university an- 
nouncement continuing as follows: 


The three-week, full day program includes 
courses, with discussion, on basic principles 
of transportation, development of air trans- 
portation, airports and airways, airline Oper- 
ation and traffic, air transportation and Gov- 
ernment, international air transportation, 
and the community and air transportation. 
Scheduled and non-scheduled airlines and 
fixed base operations, as well as technical 
aviation problems, will be discussed. Field 
trips will be taken to study airport and 
plane repair facilities. 

At a series of evening events, the students 
will meet, and will hear addresses by, na- 
tionally known guests. General Luedecke 
will discuss ‘‘Aviation and AirpOwer;” J. H. 
Carmichael and Harold A. Jones will join 
in a talk on “The Outlook in Air Transpor- 
tation;” and D. W. Rentzel will address the 
group on “The Role of Government in Pro- 
moting Civil Aviation.” 

Most sudents attending the Institute will 
represent their agencies or companies. Others 
may apply for admission by submitting 
information about their educational back- 
ground or their practical experience. No 
specific education is required, and there is 
no age limit. The American University will 
issue a certificate to each student success- 
fully completing the course. . 

The tuition for the three-week Institute 
is $90, and veterans may participate under 
the provisions of Public Law 346. 

Applications for admission and requests 
for information may be sent to Dr. L. 4 
Homberger, The American University, School 
of Social Sciences and Public Affairs, 1901 
F Street, Northwest, Washington 6, D. C. 
nee registration day will be January 


__-—said, “have full powers for carrying the 
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Postage on Relief Packages 


Agreements by the U. S. government 
with Italy and the United Kingdom for 
payment of transportation costs within 
those countries on relief packages have 
resulted in a further reduction of postage 
on such parcels, the Economic Coopera- 
tion Administration has. announced. 

The agreements call for duty free cus- 


’ ference next year, the President said 


, but that “this progress is not universal, 
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toms entry and payment of inland trans- 
portation charges. They are the first in 
a series now being negotiated with most 
participating countries in accordance 
with the provisions of the foreign assist- 
ance act of 1948 with respect to further- 
ing voluntary relief shipments by reduc- 
tions in shipping and postal charges. 

Postage on relief packages had already 
dropped four cents a pound through pay- 
ment of ocean freight costs by E.C.A., it 
said, adding that these agreements 
meant another decrease of four cents 
and brought the international parcel 
post rate to Italy and U. K. down to six 
cents a pound. 

The U. S. Post Office Department, as 
a result of these agreements made jointly 
by the E.C.A. and Department of Staite, 
said the reduction in postage would be 
effective Dec. 15, 1948. 

The E.C.A. said that while most coun- 
tries with which such agreements were 
being negotiated had generally been ad- 
mitting relief items free of duty, the 
effect of the agreements would be to 
formalize this practice and, in some 
cases, to extend its scope. 























Truman Plans Conference 
On Highway Safety in ‘49 


President Truman has announced that 
he will call a Highway Safety Conference 
in 1949 “so that there may be a new 
state-by-state inventory of progress in 
highway safety, and so that procedures 
may be developed to meet our deficien- 
cies through wider application of the 
Action Program,” 


The “action program” to which the 
President referred was one adopted at a 
highway safety conference held in 1946, 
setting forth details of a campaign for 
reduction of motor vehicle deaths and 
accidents throughout the United States. 


In his statement concerning his inten- 
tion to call a 1949 conference, the Presi- 
dent said that results of the highway 
accident-prevention program near the 
close of 1948 were encouraging. 


“It is estimated that the number of 
fatalities per 100 million vehicle miles of 
travel for this year may be as low as 7.8, 
compared with the rate of 12 in 1945 
and 8.6 in 1947,” he said. “Traffic deaths 
may not exceed 31,300, the lowest - death 
toll in the last 16 years, except for the 
war years when highway travel was 
sharply curtailed. This is being accom- 
plished despite steadily increasing traffic 
volumes.” 


Pointing to considerations that moti- 
vated his decision to call a safety con- 


































that many states had outstanding safety 
records and excellent “action programs,” 







even in the 35 states which have made 
a real start in putting the program into 
effect.” 


“Some states and communities,” he 









Action. Program forward, while others 
are hampered by lack of authority, per- 
sonnel and funds. Forty-four state legis- 
latures will be in session in 1949, afford- 
ing opportunity for adoption of sound 
measures to improve safety and efficiency 
of highway transportation. Some of the 
22 new governors, who will assume <iuties 
in the next few weeks, may be ul 
familiar with the Action Program. Thes 
facts point to the need for another full- 
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December 11, 1948 


scale President’s Highway Safety Con- 
ference .. .” 

The President made public a letter to 
Major General Philip B. Fleming, ad- 
ministrator of the Federal Works Agency, 
in which he asked General Fleming to 
“continue to serve as general chairman 
of the conference organization, and a 
letter sent by the President to Alfred 
P. Sloan, Jr., commending “the new ra- 
dio awards initiated by the Alfred P. 
Sloan Foundation to encourage the 
widest possible cooperation of the broad- 
casting industry in the nationwide pro- 
gram for highway safety.” 


U.S. Ships Moving E.C.A. 
Cargoes Must Cut Rates or 


Lose Traffic on January 1 


Administrator Hoffman, of the Eco- 
nomic Cooperation Administration, has 
made public a letter sent by him to 
Senator Bridges, of New Hampshire, 
chairman of the Senate appropriations 
committee in the 80th Congress, an- 
nouncing that, “in view of the fact that 
in the near future U.S.-flag ships may 
no longer be required to transport bulk 
cargoes” financed by the E.C.A. for re- 
lief of the cooperating countries of 
Europe, it is the E.C.A. administrator’s 
intention, “not later than January 1, 
1949, no longer to require that 50 per 
cent of the E.C.A. bulk cargoes be car- 
ried in U.S.-flag ships unless such ships 
are available at competitive rates.” 

Mr. Hoffman wrote that there had 
been “a marked change in the situation 
with respect to the need for United 
States-flag ships to carry bulk cargo 
since the passage of the foreign assist- 
ance act of 1948.” 

“The November 15 report of the US. 
Maritime Commission,” he said, “in- 
dicated that there were 226 Liberty ships 
on bareboat charter, and we have esti- 
mated that about 90 are in service for 
the movement of bulk cargoes. The May 
1 report indicated that there were 532 
Liberty ships on bareboat charter, ap- 
proximately 250 of which were available 
for the movement of bulk cargoes. 

“In view of the necessity for moving 
E.C.A.-financed bulk cargoes, together 
with the shortage of available ships in 
the early months of E.C.A., it was ab- 
solutely necessary for U. S.-flag ships to 
remain in operation. Therefore, as ad- 
ministrator I took the position that 
some differential in the rates charged 
by U.S.-flag ships, as compared to for- 
eign-flag ships, was justified. With the 
passage of time, however, this need has 
become less and less pressing and.a sub- 
stantial differential in rates has de- 
veloped. This differential has been as 
much as $4.50 per ton in the case of coal 
shipments to France in U.S.-flag vessels, 
aS compared to those carried in foreign- 
flag vessels. 

Administrator Hoffman said the pros- 
pect at present was that in the near fu- 
ture there would be sufficient ships avail- 
able “at world rates” to transport E.C.A. 
bulk cargoes. He said he had written to 
Chairman Smith, of the Maritime Com- 
mission, on Octboer 13, urging a review 
of the additional charter-hiring provision 
and ‘he contract form of the Maritime 
Comr:ission then in use. 

Mr. Hoffman said that the E.C.A. gen- 
eral counsel had advised him that the so- 
calle: “50 per cent” provision of the 
foreicn assistance act of 1948—section 


111(a)(2)—providing that at least 50 
per cent of the gross tonnage of E.C.A. 
commodities procured in the United 
States should be transported on US.-flag 
vessels “to the extent such vessels are 
available at market rates,” did not re- 
quire him as E.C.A. administrator to in- 
sist that 50 per cent of the E.C.A. bulk 
cargoes be carried on U.S.-flag ships “un- 
less such ships are available at world- 
wide competitive tramp rates.” 


“In conclusion,” he wrote, “I wish to 
point out that, so long as American ships 
are not required to transport E.C.A. car- 
goes, any ruling by me that the 50-50 
provision should be observed even though 
rates are higher for American ships 
would result in a subsidy to American 
shipping out of dollar appropriations for 
European recovery and would corre- 
spondingly reduce the amount of dollars 
available for assistance to Europe. I 
do not believe this was intended by the 
act.” 





Increased Rate Proceeding 
Action Available In 
Daily Traffic World 


The Daily Traffic World, which has 
been publishing complete reports of the 
hearings before the Commission in Wash- 
ington in Ex Parte 168, Increased Freight 
Rates, 1948, will similarly report the re- 
gional hearings to be announced short- 
ly by the Commission. 


The Commission’s decisions in this 
proceeding, both as to the 8 per cent 
interim increase and the final decision 
on the 13 per cent increase. asked by 
the railroads, also will be fully reported 
in the Daily Traffic World. 


Short term subscriptions to the Daily 
Traffic World from the present until the 
Commission’s final decision may be en- 
tered by those who wish to obtain the 
information about this proceeding as soon 
as possible. Inquiries with respect to 
such subscriptions should be addressed 
to Carlisle Norwood, Circulation Direc- 
tor, Traffic World, 815 Washington 
Building, Washington 5, D. C. 





Allegheny Board Committees 
To Meet at Pittsburgh 


The executive committee of the Al- 
legheny Regional Advisory Board will 
meet with the board’s railroad contact 
committee at the Roosevelt Hotel, Pitts- 
burgh, Pa., at noon December 15, to 
consider board matters. W. E. Fowler, 
general traffic manager, Youngstown 
Sheet & Tube, Co., Youngstown, O., 
chairman, will preside. W. E. Callahan, 
manager, open top section, car service 
division, Association of American Rail- 
roads, will report on national transpor- 
tation conditions. W. W. Patchell, gen- 
eral manager, central region, Pennsyl- 
vania Railroad, Pittsburgh, will report 
as chairman of the railroad contact 
committee. 


Reports of commodity carloading com- 
mittees, forecasting loadings in the board 
area for the first quarter of 1949, will be 
considered, approved and released for 
publication. 

There will be meetings of other com- 
mittees of the board in the morning and 
the chairman of each will make his 
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report at the executive committee ses- 
sion. Those chairmen are: 

Car efficiency, G. W. Brundage, traffic man- 
ager, Bessemer Limestone and Cement Co., 
Youngstown; freight claim prevention, A. C. 
Roy, traffic manager, Eastern Gas & Fuel 
Associates, Inc., Pittsburgh; less-carload, D. 
O. Moore, manager, freight traffic depart- 
ment, Pittsburgh Chamber of Commerce; coal 
and coke, W. F. Shulten, assistant to the 
first vice-president, Pittsburgh Consolidated 
Coal Co.; iron and steel, M. F. Dougherty, 
special traffic representative, Sharon Steel 
Corporation, Sharon, Pa. 


Norfolk-Washington Ship 
Line Dissolution After 


Half-Century Service Seen 


Liquidation of the 58-year-old Norfolk 
& Washington Steamboat Co., the only 
regular steamer line operating on the 
Potomac between Washington, D. C., 
and Norfolk, Va., is expected to be au- 
thorized at a meeting of stockholders in 
Norfolk, on December 28, according to 
officials of the line. With its passing the 
commercial port of Washington will be 
reduced, at least for the time being, to 
traffic handled by the sight-seeing and 
seafood trades and the oil, sand, and 
gravel vessels and barges. 


Clarence F. Norment, Jr., president, 
said high operating costs were the lead- 
ing factor in a decision of the board 
of directors to recommend to stock- 
holders a dissolution of the corporation. 


Such costs, he said, included replace- 
ment costs and under that heading 
would come the almost complete re- 
building of the company’s sole surviving 
steamer, the District of Columbia, badly 
damaged in a collision with a tanker 
near Norfolk, October 31. 


He said the first two steamers built 
for the company in the early days cost 
$200,000 each, as compared with the 
District of Columbia, constructed in 1925 
at a cost of $800,000. He added that re- 
placement of two ships taken over from 
the company by the government in 
wartime would require as much as $3,- 
500,000 each and this was too much in- 
vestment for the company, considering 
depreciation, present labor and fuel 
costs, and a reasonable operating profit. 


Mr. Norment said the accident at Nor- 
folk was not the determining factor in 
the recommendation for dissolution, the 
board of directors having come to its 
conclusion prior to the accident. In fact, 
he continued, the collision occurred be- 
tween the notice of and the actual meet- 
ing of the board and was merely an 
“unfortunate coincidence.” 

Another important factor leading to 
the proposed dissolution, he said, was 
competition of the private automobile 
and the truck which cut into the lucra- 
tive passenger traffic and a considerable 
freight business, particularly in produce 
and seafood. At times in the past, he 
said, the freight business had represented 
about 30 per cent of the total traffic. 
There had been practically no rail com- 
petition, he said, adding that passengers 
by rail moved south to Richmond and 
then east to Norfolk, so that the boat 
line had the “hypotenuse of the triangle.” 
Airplanes make the Washington-Norfolk 
trip in one hour. 

The boat line provided over-night 
service including transportation of pas- 


















































































































































































































































































































































































































































































































































































































































24 


| TRANSPORTATION WEEK 


senger’s automobiles, and was well pa- 
tronized up until the last trip of the Dis- 
trict of Columbia. 

Mr. Norment said the steamer line had 
had no opportunity to try a three-ship 
regular daily service in the postwar pe- 
riod of Washington’s population growth, 
and he could not say whether such an 
operation would be a success. 

He said the company would not go 
out of business in the red. One asset, 
for example, he said, was a considerable 
holding in government short-term notes 
that included $338,275 paid the company 
for two of its ships that saw service 
abroad in wartime. 

Steamer passenger service is still 
maintained between Baltimore and Nor- 
folk. 





Truman Press Conference 
Topics Include Tidelands 


Asked in his first press conference 
since the November election whether he 
planned to renew his request to Congress 
for federal control of off-shore tidelands, 
President Truman said that certainly he 
would. 

His replies to questions by reporters as 
to plans he might have with respect to 
a congressional investigation of lobbies— 
an investigation which a labor union had 
proposed and which he had endorsed (see 
Traffic World, December 4)—were that 
he was discussing the matter with the 
Attorney General and that the investiga- 
tion should be aimed at paid lobbyists. 
One of the organizations the labor union 
named in a list it proposed for investi- 
gation was the Association of American 
Railroads. 


When a reporter made inquiry as to 
what was to be done about persons who 
were lobbying for the federal government, 
President Truman said that in his opin- 
ion they were not lobbyists, but citizens 
who were working for the public interest. 
The program of the federal government 
was in the interest of the public generally, 
he added. 

Answering a question as to whether he 
still felt that construction of hydro- 
electric power installations on the St. 
Lawrence, as proposed by the state of 
New York, should not be divorced from 
the St. Lawrence seaway and power proj- 
ect as a whole, Presidnt Truman took 
the position that‘the United States and 
Canada should work together on the en- 
tire St. Lawrence project. 


The President answered a reporter’s 
request for comment on a statement by 
Representative Rayburn, of Texas, to the 
effect that business had nothing to fear 
from the Truman administration, by 
asking the question whether business had 
had anything to fear in the last three 
and one-half years. 





Strike Embargoes Canceled 


The embargoes that had been placed 
against virtually all freight intended for 
export out of west coast ports and in- 
tercoastal shipping through east coast 
ports were canceled December 6, Arthur 
H. Gass, chairman of the car service di- 


vision of the Association of American 
Railroads, announced. 

“The embargoes were removed because 
of the settlement of the maritime work- 
ers’ strike on the West Coast, and their 
cancellations will become effective im- 
mediately,” Mr. Gass said. 


“Issued on September 1, the embargoes 
were to prevent a tie-up of needed freight 
cars at ports during the period of the 
strike.” 


Air Transportation Cannot 
Continue with Present 


Regulations—Patterson 


A few hours after the Civil Aeronautics 
Board had issued an order that he said 
meant that his airline had needlessly 
spent $300,000, W. A. Patterson, presi- 
dent of United Air Lines, appeared as a 
luncheon speaker before the Chicago 
Association of Commerce and Industry, 
December 1, in the Hotel Sherman, Chi- 
cago, and asserted that the Interstate 
Commerce Commission had done a bet- 
ter job of regulating the railroads than 
the C.A.B. had done with respect to air 
transportation. He said that no member 
of the C.A.B., from its inception to the 
present, had had a background adequate 
to help build a sound and economic air 
industry. 

“Six months ago the C.A.B. ruled that 
DC-6’s, effective December 1, should 
have a third crew member,” said Mr. 
Patterson. “I didn’t agree, because of 
the lack of evidence presented. They 
said it was for safety. I would stand on 
my head for safety, because I know what 
it means to our industry. The order 
meant that United would have to spend 
$300,000 to train 100 men and another 
$1,000,000 annually for their payroll. I 
told the C.A.B. that they should make 
it clear that they meant what they said. 
They replied to me that there would be 
no change in the order. 


“United, alone of the air lines, went 
ahead and trained the men. At 12:01 
a.m. this morning, United put a third 
crew member in its DC-6’s, the only air 
line to comply with the order. This morn- 
ing we were told that the order had been 
temporarily suspended. Who will pay 
for this expense to which we have been 
put?” 

Speaking on the subject, “Can Air 
Transportation Continue with Present 
Regulations?” Mr. Patterson reported 
that on November 15, 1948, his airline 
had completed flying its first 500,000,000 
miles. 

Twenty years ago, he said, the average 
mail plane could fly only three hours 
before major mechanical adjustments 


‘became necessary. Today, planes could 


fly 3,000 hours before such adjustments 
were required, said he, adding: 


Then there was no flying technique de- 
veloped. Pilots couldn’t lose sight of the 
ground, and had to follow railroad tracks 
and highways. Four of our men lost their 
lives monthly in those days. Today, with 
instruments, we can fly under any condi- 
tions, and we are now in the early stage of 
landing instruments. 

The first mail planes cost $14,000, and flew 
80 miles an hour. Today our latest planes 
— $1,700,000 each and fly at 300 miles an 

our. 

In 1928 we received $6 a ton mile to carry 
the mail. Today we carry the mail for 63 
cents a ton mile. 

In 1928,.98 per cent of our revenue came 
from air mail. Today, only 7 per cent of our 
revenue comes from this source. 

In 1928 there were 47,800 people carried by 
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In 1947, there were 13,180,000 
In 1928, the air Iines flew 
In 1948 we shall fly 330,000,- 


the air lines. 
people carried. 
10,000,000 miles. 
000 miles. 

Recalling the wartime services of the 
nation’s air lines, Mr. Patterson said that, 
when the Burma Road was closed, the 
Army called on the commercial air lines, 
and took half their fleets to get supplies 
into China. 

“The Army Air Force had only 10 
planes of its own that were capable of 
crossing the ocean,” he said. “At that 
time, our DC-4’s were in production. The 
DC-4’s were taken from us, and rightly, 
by the Army.” 

Among the tasks accomplished by the 
air lines, he said, were the establishment 
of air service to Alaska 48 hours after 
the Japanese attack, and the establish- 
ment within five weeks of a daily service 
between San Francisco and Australia. 

“The Army air transport service was 
developed around commercial air line 
personnel,” said Mr. Patterson. 

The speaker was applauded when he 
said that “the air transport industry feels 
. doesn’t have to bow its head to anyone 
else.” 

The 30-year deficit from the sale of 
air mail stamps was $49,000,000, said Mr. 
Patterson, indicating that that was the 
amount paid out by the government to 
develop the nation’s air line system. 

“The government paid out $23,000,000 to 
develop a flying boat that hasn’t yet left 
the water,” he said. 

Discussing the affairs of his own com- 
pany, Mr. Patterson said that United’s 
stockholders had $35,000,000 invested in 
the company, and that the average net 
over a period of 20 years had been 
$170,000 annually. 

“I don’t think the stockholders have 
been too well paid,” he said. 

He said that the answer to the ques- 
tion, What is wrong with the airlines? 
was “finances,” adding: 

Our business is just like yours. Our costs 
have increased 86 per cent over 1939. Our 
Passenger fares are up 4 per cent over 1939. 
psd mail rate is 56 per cent less than in 

Compares Air and Rail Lines 


Have the airlines gone wild in costs? Well, 
the railroads have shown an increase in costs 
since 1939 of 77 per cent. Our costs have 
increased 86 per cent, but we have changed 
over to a 40-hour week with 48 hours, pay. 
Add that to the railroad costs, and they 
would be up 86 per cent too. 

We have increased passenger fares 4 per 
cent, the railroads have increased their fares 
40 per cent. Railroad mail rates are up 25 
per cent, ours are down 56 per cent. 

How did the railroads get their rate in- 
creases? From the Interstate Commerce Com- 
mission, which apparently recognized the 
rise in Operating costs. Some people said 
that the Commission was composed of old 
moss-backs. But the Commission has done 
a better job than the C.A.B. 


Mr. Patterson said it was unfortunate 
that the air lines couldn’t go to the 
Commission. 


Declaring that he was now going to 
talk about the C.A.B., the speaker said 
he was not a chronic complainer of all 
government agencies. Continuing, he 
said: 

We do business with three agencies. Thé 
Civil Aeronautics Administration regulates 
ton safety. It is doing a most admirable 
Ob. 

The Post Office Department is as fair in 
distributing the mail to the carriers as any- 
one can be. That department is extremely 
efficient. 

As for the military, our industry had one 
of the smoothest, finest relationships i2 
time of war, with the military. 

The civil: aeronautics act was passed iD 
1938, when we recognized that the air indus- 
try had to be regulated. That law is a good 
one, and there is little one could do to im- 
prove it. That law says that, the C.A.. ‘shall 
be responsible for developing a sound and 
economic aviation business,’ 
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The law is good. But there is no member 
of the C.A.B., from then to now, who you 
could say had the background to build 
something economically sound. The staff is 
equally poor. 

The C.A.B. made a mistake the first day 
it was created—it had no plan. It should 
have laid out a map of the United States, 
called in some real transport economists, 
made a plan, submitted it for criticism and 
suggestions to the military. Then we would 
have had a pattern to follow. 

The air transport map of the United States 
today is built on the emotional enthusiasms 
of people. The C.A.B. has just heard cases. 
If a proposition sounded good, if enough 
pressure was brought to bear (including that 
from some of the cities). it was adopted. 

The airplane has its place. But if you want 
to go a distance of less than 100 miles, don’t 
take an airplane. It is the s'owest form of 
transportation for that distance. The C.A.B. 
didn’t recognize this. Since the war it has 
established 23 air lines; it has set up runs 
where you could drive a car and beat the 
plane. It has created unnecessary compeéti- 
tion. 

In normal times there are approximately 
40 billion passenger-miles of traffic annually. 
The C.A.B. figured on 100 billion passenger- 
miles after the war. Now we have about 59 
billion. 

Since July 1, 1947, we have had a rate 
application on file. Today, I read where the 
ILc.c. is currently discussing the level of 
railroad rates for 1949. What a pleasure it 
would be to talk of 1949 air rates. I’m talking 
about 1947 air rates. 

These new air lines established by the 
C.A.B. are receiving $30 a ton-mile for car- 
rying the mail. They are buying second- 
hand planes for $50,000. 

Are we asking for a subsidy? If we carry 
a ton of mail from New York to San Fran- 
cisco, we will receive $1,040. The Post Office 
will receive revenue from that mail of $7,- 
510. Even if they doubled our mail rates, 
we would not be in the subsidy class. 

I first criticized the C.A.B. to its face. I 
have tried to bring about an orderly eval- 
uation of the problem. 

The C.A.B., continued the speaker, 
was established to prevent over-expan- 


sion. 

“How could over-expansion have oc- 
curred, if they have approved it?” he 
asked. “They want us to pool our 
equipment, they talk of mergers, yet 
they criticize monopolies. I would have 
confidence in the correctness of their 
views if they would observe their initial 
mistake and now establish a nationwide 
plan. As it is, they are trying to make 
corrections with empty hands. . The 
people who have ruined this industry 
shouldn’t be the ones to correct it.” 

Mr. Patterson recommended that suf- 
ficient funds be appropriated for the 
CAB. so that it could engage outstand- 
ing transportation economists who would 
look at the air map, and make the nec- 
essary corrections. 

“The air transport industry is bigger 
and stronger than the C. A. B., and will 
survive that. board.” he said. 


Asserting that airline credit today 
was ruined, Mr. Patterson referred to 
a recent letter he had received from O. 
E. Hewitt, commissioner of public works 
of the City of Chicago, proposing an 
ordinance providing for increased land- 
ing fees at the city’s airport for freight- 
carrying planes. 


“Nothing could please us more than 
to try to help, to pay more rental,” he 
said. “But we cannot.” 


He said that the new Douglas airport 
at Chicago would have to depend on the 
Sale of revenue bonds for its develop- 
Ment, and that such bonds couldn’t be 
marketed because the credit of the air- 
lines was ruined. 

“The answer to the question, Can air 
ttansportation continue with present 
Tegulations? is, ‘No,’” he declared. 

The speaker closed with a recitation 
of the facts surrounding the recent 
CAB. order requiring a third crew mem- 
ber in DC-6 planes. 
Immediately after 



















































Mr. Patterson’s 


talk, Alderman Merryman of Chicago, 
head of the city council’s aviation com- 
mittee, came to the press table and told 
reporters -that the city did not contem- 
plate the sale of revenue bonds to de- 
velop the Douglas airport. 

“We now have on hand sufficient 
funds—$10,675,000—to complete the first 
stage of construction at Douglas,” he 
said. “This first stage will give us 
facilities at that airport to handle 50 
per cent of the passenger traffic now 
being handled at the municipal airport.” 

At present, none of the major pas- 
senger lines is using the war-built 
Douglas airport, but one air freight line, 
Slick’s, is using it. 


S. C. State Ports Authority 


Announces Appointments 


The South Carolina State Ports Au- 
thority has appointed David S. Gendell, 
as managing director, John P. Qualey as 
assistant director in charge of operations 
at Charleston, and Alan G. Bralower as 
assistant director in charge of the Au- 
thority’s Department of Maritime Com- 
merce office in New York City. 


Mr. Gendell, former general foreign 
freight agent at New York for the Cen- 
tral Railroad of New Jersey, joined the 
Authority several months ago to direct 
solicitation and now takes over a new 
position as managing director of all 
Authority activities. 


Mr. Qualey, associated for the last 
nine years with the Hoboken Manufac- 
turers Railroad which serves shipping 
terminals at Hoboken, will have charge 
of the operation of all state-controlled 
terminals and the 13-mile waterfront 
switching railroad at Charleston. 


Mr. Bralower, formerly connected with 
the foreign shipping and freight forward- 
ing business in New York, takes charge 
of solicitation and other activities of the 
Authority’s New York office at 250 Park 
Avenue, which was established October 1. 





Swenson Appointed to 


Represent New Orleans 


Appointment of Richard B. Swenson, 
former public relations counsel for the 
port of New Orleans, as representative of 
the Board of Commissioners of the Port 
of New Orleans in Washington, D.C., has 
been announced by E. H. Lockenberg, 
acting general manager of the port. 


Mr. Swenson, a native of Orange, NWJ., 
and resident of New Orleans for a num- 
ber of years, will fill the vacancy occa- 
sioned by the recent resignation of L. L. 
Harvey. He assumed his new duties 
December 1. Mr. Harvey resigned to 
accept appointment as manager of a 
newly opened trade promotion office of 
the Port of New York Authority in the 
Capital City (see Traffic World, Sept. 4, 
p. 54). The post has been temporarily 
filled by Lewis I. Bourgeois, director of 
commerce for the port of New Orleans. 
James H. Crumbley, head of the statisti- 
cal department of the Port Commission, 
replaces Mr. Swenson as public relations 
counsel. 


In World War II, Mr. Swenson was 
commissioned in the infantry school at 
Fort Benning, Ga., and transferred to 
the command of the New Orleans Port 
of Embarkation shortly thereafter. After 
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serving in the Philippines with the U.S. 
Army Service Command, he entered 
Japan with the first occupation troops 
and was with the Yokahama Port Com- 
mand. He attained the rank of Major 
and was in command of the twenty-first 
Transportation Corns amphibian truck 
battalion. 





P.O. Dept. to Ask New 


Mail Rate Increases 


Postmaster General Donaldson, as he 
left the offices of President Truman after 
a conference with the President on De- 
cember 6, told reporters that the Post 
Office Department would ask the 8lst 
Congress, convening in January, for in- 
creases in postal rates on second class 
mail (newspapers and magazines) and 
for rates on third and fourth class mail 
higher than those to be made effective 
January 1, under provisions of law en- 
acted by the 80th Congress. 


No increase would be sought in first 
class mail postage rates, he said. 


The Postmaster General said the in- 
creases to be proposed would be designed 
to help to offset pay increases averaging 
$450 a year an employe for about 500,000 
employes of the Post Office Department 
and to deal as effectively as possible with 
present operation of the department “in 
the red.” He said an expected deficit of 
$550 million for the fiscal year ending 
June 30, 1949, would set an all-time rec- 
ord for Post Office Department deficits. 
He noted that the mail rate legislation 
that would become effective January 1, 
would not affect first or seeond class mail 
rates. 





Kennelly Puts an Old 
Traffic Friend to Work 


Martin Kennelly, mayor of Chicago, a 
past-president of the Traffic Club of 
Chicago, reached back among his trans- 
portation associates to find a civil service 
commissioner whose appointment was 
confirmed by the city council December 1. 


The new commissioner is Charles A. 
Lahey, who retired as vice-president in 
charge of transportation for the Quaker 
Oats Company early in 1947. Since that 
time he has held the position of chair- 
man of the Litchfield & Madison, a rail- 
road operating 54 miles, in freight serv- 
ice only, between East St. Louis, on the 
south, and Madison and Litchfield, IIl., 
on the north. After twelve years with 
the Milwaukee Road, Mr. Lahey quit his 
job as general freight agent in 1920 to 
join the Quaker Oats Company. He was 
active in transportation organizational 
affairs, in the Traffic Club of Chicago, 
the National Industrial Traffic Leazue, 
and other similar associations for many 
years. 


The Chicago civil service commission, 
a three-man body, is responsible for all 
city jobs not elective. It has been beset 
with troubles and accusations of im- 
proper use of its powers for a number 
of years. Mr. Lahey has never before 
held public office. 













































South Motor Minimum on 
Small Shipments Found 


Not Shown Reasonable 


A proposed motor common Carrier 
minimum rate of 35 cents a 100 pounds 
on less-than-truckload or any-quantity 
shipments weighing less than 5,000 
pounds, between points in Southern Ter- 
ritory, has been found not shown just 
and reasonable by the Commission, di- 
vision 3, by a report and order in I. and S. 
M-2826, Minimum Rates—South. The 
suspended schedules are ordered can- 
celed on or before January 15, 1949, on 
one day’s notice, and the proceeding dis- 
continued. 

The schedules were filed by nine South 
Carolina carriers to become effective 
February 18, 1948, it said, and their 
operation suspended until September 17 
on protest of associations of cotton and 
textile manufacturers, the respondent 
carriers voluntarily postponing the ef- 
fective date indefinitely. 

The Commission said that in the re- 
spondents’ opinion, rates lower than 35 
cents on shipments of less than 5,000 
pounds did not provide adequate revenue 
for the services performed, which in- 
cluded, among other things, pick-up and 
delivery. It said numerous rates lower 
than that amount were presently main- 
tained by them, including certain class 
rates for distances up to 90 miles, and 
certain commodity rates for distances up 
to approximately 130 miles. 

In support of the proposed minimum 
rate, it said, the respondents offered in 
evidence certain motor-carrier cost data 
which were presented by others in an- 
other pending Commission proceeding. 
Those data, it said, related to operations 
of carriers other than the respondents 
in the instant proceeding. 

It said protestants, representing owners 
of 481 textile mills, most of which were 
in North Carolina and South Carolina, 
assailed the proposed minimum rate 
principally on the ground that it would 
eliminate normal spreads in rates based 
on differences in distance. A further 
contention of the protestants, it said, 
was that no provision was made for dif- 
ferences in the respondents’ costs when 
more than one shipment was picked up 
in the same truck. 

The Commission said the respondents 
had the burden of establishing the law- 
fulness of the proposed schedules but 
that their evidence was “extremely 
meager.” 

“It probably is true,” said the Com- 
mission, “that a rate as low as 11 cents 
would hardly be compensatory to a motor 
carrier if only a few hundred pounds 
were picked up at one time. On such 
small shipments, however, respondents 
are protected by a minimum charge per 
shipment of $1.25. Although respondents 
believe that the proposed minimum rate 
is needed on shipments larger than those 
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on which the minimum charge per ship- 
ment applies, the evidence fails to es- 
tablish that, from a cost standpoint, the 
proposed minimum rate would be just 
and reasonable.” 





Severance of Interstate 
Motor Rights Disapproved 


An application of Associated Trans- 
port, Inc., New York City, for authority 
to purchase interstate motor-carrier op- 
erating rights of W. Floyd Russell, doing 
business as Russell Freight Line, Mary- 
ville, Tenn., has been denied by the 
Commission, division 4, by a report and 
order in MC-F-3718, Associated Trans- 
port, Inc.—Purchase—W. Floyd Russell. 

It said Russell operated in both inter- 
state and intrastate commerce over 
routes wholly within Tennessee. He 
would retain his Tennessee intrastate 
certificates, it said, adding’ that if the 
purchase were approved and consum- 
mated, he proposed to continue to trans- 
port interstate freight in the same man- 
ner and over the same routes as at 
present under the exemption from the 
certificate requirements of the inter- 
state commerce act contained in the sec- 
ond proviso of section 206(a), and by 
virtue of his possession of Tennessee in- 
trastate certificates. 

“He would not be willing to consum- 
mate the transaction, under the terms 
agreed upon, unless he is permitted to 
continue the interstate service,” it said. 

Interveners in the case contended that 
the result of approval would be the 
transfer of bare operating rights without 
a “going concern” value, and that two 
carriers in place of one would operate 
in interstate commerce over Russell’s 
routes, without having established that 
the public convenience and necessity re- 
quired the additional carrier or service, 
said the Commission. 

It said the applicants took the posi- 
tion that the transaction involved mere- 
ly a transfer of interstate operating 
rights from one carrier to another, and 
that the question of Russell’s perform- 
ance of the interstate operations under 
the proviso, by virtue of his retained in- 
trastate rights, was not involved, be- 
cause his right so to utilize any intra- 
state authority held by him was a right 
derived from the provisions of the act. 

The Commission said it was unable 
to agree with the applicants’ position and 
denial of authority for purchase by Asso- 
ciated of the certificate operating rights 
of Russell did not take away from Rus- 
sell any statutory right he might have 
to operate under the proviso. It said 
that in numerous proceedings the Com- 
mission had refused to approve pro- 
posals under which severance of the in- 
terstate rights from the generally cor- 
responding intrastate rights might re- 
sult in creation of two operations in 
interstate or foreign commerce between 
the same points. 















































1.C.C. Rules on Demurrage 
On Cars of Export Coal in 
Period Including Strikes 


Questions relating to applicability of 
demurrage charges collected for deten- 
tion of cars containing coal for export 
in the Portland, Ore., area in a period 
in which two strikes of maritime workers 
affected movement of the port traffic 
have been resolved by the Commission, 
division 2, by a report in No. 29787, W. J. 
Jones & Son, Inc., v. Spokane, Portland 
& Seattle Railroad Co., embracing Sub. 
1, Same v. Union Pacific Railroad Co. 

With respect to demurrage charges on 
cars of coal for export held at Barnes 
Spur, East St. Johns and Kenton, Ore., 
located within the Portiand switching 
limits, between September 5, 1946, and 
May 13, 1947, the Commission ruled that 
the assailed charges were applicable and 
not unreasonable. It found the charges 
assailed were not applicable on the cars 
held at The Dalles, Troutdale, and 
Oneonta, Ore., and at Wishram and Van- 
couver, Wash., and said no demurrage 
charges were applicable on the export 
coal cars held at those points. Repara- 
tion was awarded. 

The Commission said the shipments 
were billed from origins in Utah and 
Wyoming to the complainant consignee 
at Portland, care of terminal No. 4, owned 
and operated by the Portland Commission 
of Public Docks. As a result of two 
strikes, one by the Sailors’ Union of the 
Pacific from September 5 to September 
22, 1946, and the other by the Interna- 
tional Longshoremen’s and Warehouse- 
men’s Union and certain other unions 
from October 1 until November 18, 1946, 
there was a complete tieup of waterborne 
traffic along the entire Pacific coast from 
British Columbia to Mexico in those 
stated periods, it said. 

It said that because of strikes and the 
requirements of service order No. 645 re- 
stricting the movement of bituminous 
coal, an accumulation of cars developed 
on the defendants’ lines in the period 
beginning September 5, only slightly re- 
lieved in an eight-day interim between 
the strikes. It said that in the interim 
the complainant was able to load 17,031 
gross tons of coal on ocean-going vessels, 
but that the congestion at Portland con- 
tinued during the succeeding months and 
apparently until May 13, 1947. 

During the strike periods, it said, the 
defendants assessed demurrage charges 
pursuant to note 6(a) of Agent Bohons 
tariff I.C.C. No. 747, which provided in 
substance that when detention of cars 
was caused by a strike (other than by 
employes of a carrier party to the tariff) 
the charge would be $1.20 a car a day, 
without allowance for free time or for 
Sundays or holidays. 

No demurrage was assessed in the pe 
riod the service orders were in effect, 
said the Commission, adding that from 
December 9, 1946, until May 13, 1947, de 
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murrage was collected at the normal rate 
on export traffic of $3.50 a car a day, 
after authorized free time. It said the 
complainant did not attack the unit 
charges, its contention having been that 
the charges as a whole were either in- 
applicable or unreasonable. 


It said the assailed charge of $1.20 was 
the same as or less than charges that 
had been found reasonable in various 
cited decisions in which the shipper was 
able to establish that the car detention 
was attributable to causes beyond his 
control. This charge did not embody a 
penalty element and was designed merely 
to recompense the carrier for the use of 
its cars, it said. 

“The record in instant proceeding 
does not warrant a departure from the 
numerous precedents supporting the 
reasonableness of this charge,” said the 
Commission. The decisions cited in... 
Commerce and Industry Association of 
New York v. Baltimore & O. R. Co., 272 
1.C.C. 7, have established the principle 
that the compensatory demurrage 
charges are proper even when the de- 
tention is beyond the control of the 
shipper and when he has exercised due 
diligence. 

“The asSailed normal charge of $3.30 
includes a penalty element and the ques- 
tion is whether in the circumstances 
here shown complainant should be 
granted remittal of that portion of the 
charge. We think not. Complainant has 
presented no satisfactory explanation of 
its action in continuing to order ship- 
ments of coal far in excess of its capa- 
city to unload and in spite of the dis- 
turbed conditions and the severe con- 
gestion which of course were well known 
to it. The evidence shows that defend- 
ants moved complainant’s shipments 
from hold points to terminal No. 4 
whenever space at the latter became 
available. None of the demurrage that 
accrued can be attributed to defendants’ 
failure to perform their functions prop- 
erly. Complainant has not met the due 
diligence test approved in the cited de- 
cisions.” 

The Commission said no finding or 
order for the future was warranted. 

























































Idaho Shipper Petition to 
End Reefer Control Denied 


The Commission has informed the 
Idaho Potato & Onion Shippers Associa- 
tion, Inc., Idaho Falls, Ida., that it has 
voted to deny a petition of the association 
proposing “dissolution of the refrigerator 
car distribution system” under supervi- 
sion of the Office of Defense Transporta- 
tion (see Traffic World, Sept. 25, p. 27). 

The notification was in the form of a 
letter from Secretary Bartel to M. O. 
Stratford, association manager, saying 
that the vote to deny the petition was 
made in conference on November 24, “it 
having been concluded that the reasons 
set forth in the petition do not furnish 


sufficient ground for rescinding service 
order No. 95.” 


The letter observed that the refrigera- 
tor car distribution system had been es- 
tablished on November 9, 1942, by divi- 
Sion 3, in service order No. 95, which 
delegated authority to Robert B. Hoff- 
man, of the Association of American 
Railroads, as Commission agent, to con- 
trol the movement of refrigerator cars 
and to carry out the Commission’s direc- 
tions with respect to refrigerator car 





























service. It noted that Charles W. Taylor 
of the A.A.R. succeeded Mr. Hoffman. 

The association, in its petition, said it 
had no complaint with the distribution 
arrangement in the war period when a 
national critical emergency existed, but 
added, “it was far from satisfactory from 
a distribution and marketing standpoint.” 
It noted that the emergency period had 
long since passed. 


Denies Section 4 Relief On 


Iron, Steel to Louisiana 


Authority has been denied by the Com- 
mission, division 2, as sought by rail- 
roads parties to Agent B. T. Jones’ tariff 
I.C.C. No. 4055, for establishment and 
maintenance of proportional rates on 
iron and steel articles in straight or 
mixed carloads, over their circuituous 
routes from Indianapolis, Ind., to Baton 
Rouge and New Orleans, La., on ship- 
ments destined to points in Louisiana 
west of the Mississippi River, and Texas, 
without observing the long-and-short- 
haul provision. 

“We find that sufficient justification 
for the relief prayed has not been pre- 
sented,” said the Commission in its re- 
port in Fourth Section Application No. 
23096, Iron and Steel Articles from In- 
dianapolis, Ind. By Fourth Section Or- 
der No. 16199 it denied the application. 

It said present proportional rates on 
iron and steel articles, in carloads, over 
the direct and competing routes from 
Indianapolis to Baton Rouge and New 
Orleans were 33 cents a 100 pounds and 
the same rates also applied over the ap- 
plicants’ routes from Cincinnati, O., and 
Louisville, Ky., over which they con- 
formed to the provisions of section 4 of 
the interstate commerce act. 

“Relief is sought to enable applicants 
to meet the rates of the direct routes 
from Indianapolis, while maintaining 
higher proportional rates from inter- 
mediate points on their lines in Indiana 
and Ohio between Indianapolis, and Cin- 
cinnati and Louisville,” said the Com- 
mission. 

Examples illustrative of the proposed 
adjustment and resulting departures 
were given as follows: 


“From Indianapolis to Baton Rouge 
and New Orleans over the direct routes, 
composed.of the lines of the Pennsylvania 
Railroad Co. to Vincennes, Ind., the New 
York Central Railroad Co. to Cairo, IIl., 
and the Illinois Central Railroad Co. 
beyond, the respective distances are 812 
and 838 miles and . . . the proportional 
rates are 33 cents. These rates would 
be applied over applicants’ routes com- 
posed of the lines of the Baltimore & 
Ohio Railroad Co. to Cincinnati, the 
Southern Railway System to New Or- 
leans, 957 miles and over the same route 
to New Orleans, thence the Louisiana & 
Arkansas Railway Co. beyond, to Baton 
Rouge, 1036 miles, which routes, respec- 
tively, are 14 and 28 per cent circuitous. 
Over the latter routes from Glendale, O., 
and New Palestine, Ind., intermediate 
origins between Indianapolis and Cin- 
cinnati, 838 and 942 miles, respectively, 
to New Orleans, and 917 and 1021 miles, 
respectively, to Baton Rouge, propor- 
tional rates of 40 cents from Glendale 
to New Orleans and Baton Rouge, and 
52 cents from New Palestine to the same 
points, would be applied.” 

The Commission said that apart from 
the aforementioned data with respect 
to departures and additional information 
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on earnings, the applicants presented no 
evidence at the hearing to establish a 
real need for the relief sought. 


“There is no production of iron and 
steel articles at intermediate points in 
Indiana and Ohio on applicants’ routes 
from which higher rates would be main- 
tained and therefore no likelihood of 
any movement from those points,” it 
said. ‘In these circumstances it appears 
that the proposed rates should be ob- 
served as maxima from such intermedi- 
ate points.” 


It cited Standard Paint Co. v. Director 
General, 201 I.C.C. 792, and Wallboard 
Between Points in the South 238 I.C.C. 
232. 





Section 4 Relief on Coke 
Ky.-O., to lowa, Modified 


On further hearing in Fourth Section 
Application No. 18935, Coke from Ohio 
River Points to Keokuk, Ia., by a report 
in that proceeding and by Fourth Sec- 
tion Order No. 16200, the Commission, 
division 2, has modified in part its 
prior report, 246 I.C.C. 609. 


In that report the applicants, it said, 
were authorized, subject to conditions, 
to establish and maintain over specified 
routes, for the transportation of coke 
(the direct, product of coal) 1% inch 
and smaller size, in carloads, from Ash- 
land, Ky., and Ironton, O., to Keokuk, 
Ia., rates a ton of 2,000 pounds not lower 
than $3, without observing the long- 
and-short-haul provision. 


The instant report authorized the ap- 
plicants to establish and maintain for 
the same traffic rates not lower than 40 
cents in excess of rates concurrently in 
effect on like traffic when transported 
by barge from and to the same points, 
but not less than $3.85 a net ton, and to 
maintain higher rates from and to in- 
termediate points; provided that the 
rates from and to such higher-rated 
intermediate points would not be in- 
creased except as authorized by the Com- 
mission, and would in no instance exceed 
the lowest combination of rates subject 
to the interstate commerce act. 


The order vacated Fourth Section 
Order No. 14384 (corrected), entered 
September 12, 1941, in application No. 
18935, effective February 20, 1949. 


The Commission said that at the time 
of the original hearing the American 
Barge Line was handling all of the con- 
sidered traffic at a rate of $2.75, includ- 
ing insurance, which reflected a dif- 
ferential of $1.30 under the then appli- 
cable all-rail rate of $4.05. It said the 
all-rail rate of $3 authorized in the prior 
— was established November 15, 


“In that year, when the differential 
for the most part was still $1.30, the 
Barge Line handled 10,400 tons and the 
rail carriers 78 carloads, equivalent to 
2,566 tons,” it said. “Evidence adduced 
at the further hearing reveals that dur- 
ing the succeeding five years, 1942 to 
1946, inclusive, when the barge rates 
reflected a differential of either 25 or 33 
cents, under the all-rail rates, the Barge 
Line did not handle any of this traffic, 
while rail movements for those years re- 
spectively, were 704, 1,042, 594, 726, and 
700 carloads, equivalent to 23,161.6, 34,- 
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281.8, 19,542.6, 23,885.4, and 23,030 tons, 
respectively.” 

It said that in 1947, with rail rates 
reflecting differentials of 25 to 35 cents 
over the barge rates the railroads trans- 
ported 633 carloads, equivalent to 20,825.7 
tons, while the Barge Line, 9n October 
30 of that year, handled only one cargo 
of 578 tons. 

In March, April, and May, 1948, it con- 
tinued, with a differential of 25 cents, the 
rail carriers moved 233 carloads equiva- 
lent to 7,666.7 tons. 

“The Barge Line handled, in July 1948, 
a cargo of 564 tons, and was requested to 
furnish vessels on August 15, September 
15, and October 15, for a total of three 
cargoes of about 600 tons each,” it said. 
“The present rail and barge rates, $3.70 
and $3.45, respectively, as subjected to 
authorized general increases, became ef- 
fective August 21, 1948.” 

The Commission said that in the light 
of circumstances that had attended the 
movement of this traffic since establish- 


ment of the rate authorized in the prior, 


report, including the differences that had 
prevailed in charges for rail and barge 
transportation, the advantages of rail 
service as compared with barge service, 
and the manner in which the traffic had 
moved, and, for the most part, was now 
moving, “we are of the opinion, and ac- 
cordingly find, that an all-rail rate re- 
flecting a differential of 25 cents over the 
barge rate is not shown to be necessary 
to enable applicants to meet the barge 
competition relied upon for continuing 
relief herein, and that the rate author- 
ized for that purpose should now be not 
less than 40 cents higher than the barge 
rate concurrently in effect on like traf- 
fic between the points here considered.” 





1.C.C. Division Rules in 


Motor Sale, Control Cases 


The Commission, division 4, by reports 
and orders, has acted on motor-carrier 
purchase and control applications as fol- 
lows: 

Approved the purchase by Rainbow 
Coaches, Oklahoma City, Okla., of the 
operating rights and property of Robert 
Grozier, M. E. Moore, and Mid-Continent 
Coaches, Inc., partners doing business 
as Rainbow Coaches, also of Oklahoma 
City, and the acquisition of control of 
Rainbow Coaches by Mid-Continent, and, 
in turn, by Moss Patterson, Nell C. Pat- 
terson, Kenneth T. Wilson, and Mary 
Nell Wilson, all of Oklahoma City, 
through ownership of a majority of its 
capital stock, and of the operating 
rights through the purchase (MC-F-3911, 
Moss Patterson et al—Control; Rainbow 
Coaches—Purchase—Rainbow Coaches). 

Denied an application of Nestor Bros., 
Inc., Endicott, N. Y., for purchase of 
certain operating rights of Westchester 
Motor Lines, Inc., Yonkers, N. Y., and 
of Thomas L., James A., and John W. 
Nestor, all of Endicott, controlling stock- 
owners of Nestor Bros., Inc., for acquisi- 
tion of control of the rights through the 
purchase. The Commission said it had 
generally disapproved a division of op- 
erating authority in a manner that 
would permit two carriers, instead of 
one, to operate over the same highways 
(MC-F-3809, Thomas L. Nestor, et al.— 
Control; Nestor Bros., Inc.—Purchase 








(Portion) — Westchester Motor Lines, 
Inc.). 

Approved the purchase by Pinson 
Transfer Co., Inc., Pikeville, Ky., of cer- 
tain operating rights of Germann Bros. 
Motor Transportation, Inc., of Ripley, O., 
and acquisition of control by Hargis 
Ison, of Pikeville, G. E. Pack, and E. L. 
Pack, both of Paintsville, Ky., of the op- 
erating rights through the purchase (MC- 
F-3926, Hargis Ison, et al.—Control; 
Pinson Transfer Co., Inc.—Purchase 
(Portion)—Germann Bros. Motor Trans- 
portation, Inc.). 

Approved the purchase by Dundee 
Truck Line, Inc., Toledo, O., of certain 
operating rights and property of M. E. 
and W. C. Millhouse, partners doing 
business as Evans Motor Freight, of Van 
Wert, O., and acquisition of control of 
the rights and properties by Harold E. 
Klopfenstein, also of Toledo, through the 
purchase (MC-F-3899, Harold E. Klop- 
fenstein—Control; Dundee Truck Line, 
Inc.—Purchase (Portion)—M. E. and W. 
C. Millhouse. 





1.C.C. Rules on Rights of 
Burns Steamship Co. in 
‘Daisy Gray’ Operation 


The Commission, division 4, by a report 
and order in Finance No. 16298, Burns 
Steamship Co. Operation of Properties, 
Etc., has denied an application of Burns, 
a California corporation, for approval and 
authorization to act in the capac.ty 
of managing owner of the wooden steam 
schooner S.S. Daisy Gray, under author- 
ity granted the late S. Dayre Freeman 
(in W-199, S. S. Freeman & Co. Contract 
Carrier Application) in his capacity as 
managing owner, pursuant to a request 
signed by Mr. Freeman. 

It also denied a request for authority 
by Burns to charter the vessel for 18 
months under its common-carrier oper- 
ating rights. 

The Commission said that on Septem- 
ber 23, 1947, Burns, by a letter (assigned 
Finance No. 15865, Burns Steamship Co. 
Operating Contract, and handled as an 
application for authority to operate the 
vessel aS managing owner under the 
perm:t in W-199) applied for authority 
to operate the vessel under contract, as 
managing owner, under the contract- 
carrier rights of S. Dayre Freeman, man- 
aging owner. It said that by order of 
September 25, 1947, it granted temporary 
approval of such operation for a period 
not exceeding 180 days, expiring March 
23, 1948. 

“It became apparent after subsequent 
correspondence and in matters presented 
in a collateral proceeding [Finance No. 
15987, Burns Steamship Co., et al. Pur- 
chase, Etc., decided March 12, 19481,” 
said the Commission, “that the appli- 
cant did not intend to operate the vessel 
beyond the 180 days temporarily ap- 
proved and did not contemplate proceed- 
ing further with the application in Fi- 
nance 15865. By order of May 7, 1948, 
we dismissed that application for want 
of prosecution. The applicant states 
that since expiration of the temporary 
approval it has operated the vessel under 
a charter for six months between the 
applicant as a common carrier and itself 
in the capacity as managing owner of 
the vessel. Interested bureaus of the 
Commission were apprised of such activi- 
ties but neither that charter nor any 
other charter mentioned by the appli- 





‘mination of the application for approval 
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cant is made part of the record herein. 

“The attempt of S. Dayre Freeman, by 
the letter of September 15, 1947, to ap- 
point Burns Steamship Co., as managing 
owner of the vessel and to assign all the 
contract-carrier operating rights in w- 
199 could not of itself clothe the appli- 
cant with authority to conduct such 
operations. Inasmuch as the appoint- 
ment of an authorized water carrier to 
operate the properties of another carrier 
was involved our approval was required 
in accordance with section 5(2). Having 
issued temporary approval in the order 
of September 25, 1947, pending deter- 








and authorization of that transaction, 
and that application having been aban- 
doned, the applicant’s power to operate 
the contract-carrier rights as managing 
owner lapsed after March 23, 1948. There- 
after the claimed status of the applicant 
as managing owner operating under the 
permit was not founded upon approval by 
us and continuation of such arrangement 
became unlawful.” 


Dual Operation Question 

The Commission said that if Burns 
were granted authority to operate as 
managing owner of the vessel under the 
contract-carrier authority in W-199, it 
would hold a certificate and a permit, the 
“territorial scopes of which are obviously 
competitive.” 

“By combination of such common- 
and contract-carrier services,” it contin- 
ued, “there would be danger of undue 
preferences or advantages between ship- 
pers and unfair or destructive practices 
among carriers, the opportunities for 
which we should remove if we are to 
comply with the letter and spirit of sec- 
tion 310 and the national transportation 
policy. Shamrock Towing Co., Inc., Con- 
tract Carrier Application, 250 I.C.C. 788, 
790. We conclude that the applicant 
should not be granted authority to hold 
simultaneously its certificate and the 
permit of S. Dayre Freeman in his 
capacity as managing owner.. .” 

The Commission said Burns’ request 
for approval of a charter between itself 
and the co-owners of the vessel whereby 
it would be operated under the appli- 
cants’ common-carrier authority for 18 
months from March 23, was a transac- 
tion which, if approved, would sanction 
the leasing to Burns for a specified pe- 
riod of the one remaining unit of floating 
equipment that comprised all operating 
property of S. Dayre Freeman as man- 
aging owner. 

“Thus would arise a form of control 
or management of the two water carriers 
in a common interest by the controlling 
owner of Burns Steamship Co.,” it said. 
“A situation so attained is unlawful 
within the provisions of section 5(4) of 
the act unless the proposal is authorized 
and approved under section 5(2).” 


The Commission said its view was that 
the proposed 18-month charter was such 
that should not be construed as a “long 
term lease” that would operate to divest 
the contract carrier of its ability to con 
tinue its operation and service. 


“Rather than looking toward perpetua- 
tion of the operation under common- 
carrier authority,” said the Commission, 
“it appears that operations as previously 
conducted will be resumed as soon as 4! 
opportunity arises for satisfactory sale 
of the vessel together with the contract 
carrier rights. All matters in the pre 
sent record considered, we will not a 
prove a complete severance of the vesse 
from its related permit. Therefore, with 
out consideration of the merits or th 
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alrange their affairs, our order herein 
will provide that, effective 90 days from 
the date thereof, the first ordering para- 
graph of the order dated March 17, 
1948, authorizing the lease and acquisi- 
tion of control until further order, shall 


those provisions at this time. Should 
the necessity therefor arise in the future, 
the extent to which he should be sub- 
jected may be determined by supple- 
mental order herein as provided in sec- 
tion 5(9).” 












RAILROAD ABANDONMENTS 


M. & A. 


The Commission, by an order, has over- 


be of no further force and effect,” said 


the Conmuinaion. ruled motions of the state of Arkansas 


















yerpetua- for dismissal of the proceedings in Fi- 
>ommon- Without I.C.C, Approval 1.C.C. Accid R nance No. 15470, Missouri & Arkansas 
mission, In MC-F-3800 the Commission said C.C. Accident Keports Railway Co. Receivers Abandonment; for 
reviousl § that Wills, in acquiring control first of A head-end collision between a Great ®nulment of the report and certificate 
on as #1 Blue & Grey and then of Anchorage, Northern’ Railway track motor car and ° division 4 dated August 9; and for 
tory sae and in continuing in control of Water- trailers and a freight train near Sieben, ‘He reopening of the record for admission 
contract fF ways after it became a water carrier [in Mont., September 8, that resulted in the °f additional evidence. It has also post- 


the pref} the seasonal transportation of passen- death of four employes, and the injury Poned until and including April 6, 1949, 


_not a? 8ers on non-stop excursion cruises along of 30 employes, was caused by failure the effective date of the August 9 certifi- 
he = the Potomac River from Washington to to provide adequate protection for the cate. 
ore, Wi Liverpool Point, Md., and return], did movement of a track motor car, accord- It said that by its report and certificate 


‘s or thf so without the Commission’s approval. ing to a report of the Commission, by of August 9, and effective 60 days from its 
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date, division 4 permitted the applicants 
(1) to abandon the entire line of railroad 
extending between (a) Neosho, Mo., and 
Wayne, Mo., and (b) Seligman, Mo., and 
Helena, Ark., and (2) to abandon opera- 
tion over the lines of railroad of (a) the 
Joplin Union Depot Co. at Joplin, Mo.; 
(b) the Kansas City Southern Railway 
Co. between Joplin, Mo., and Neosho, Mo.; 
(c) the St. Louis-San Francisco Railway 
Co. between Wayne, Mo., and Seligman, 
Mo., and (d) the Illinois Central Railroad 
Co. at Helena, Ark., all in Jasper, Newton, 
and Barry counties, Mo., and Carroll, 
Boone, Searcy, Van Buren, Stone, Cle- 
burne, , White, Woodruff, Monroe, St. 
Francis, Lee and Phillips counties, Ark., 
subject to a condition that the receivers 
sell the railroad or any portion of it to 
any responsible person, firm or corpora- 
tion offering, within 60 days from the 
date of the certificate, to purchase the 
line for continued operation and willing 
to pay not less than net salvage value 
of the property sought to be acquired for 
such purpose. 


It said that on the request of the Gov- 
ernor of Arkansas and others in behalf 
of the protestants, these proceedings 
were reopened, by order of October 8, 
for reconsideration and reargument; 
that the reargument had been held, and 
the effective date of the certificate ex- 
tended until and including December 7. 


The Commission said it had considered 
the record and evidence, the arguments 
of counsel, questions raised by the pro- 
testants and petitioners, and the reports 
of the receivers and orders of the federal 
district court, western Arkansas district, 
Harrison division, in which the receiver- 
ship was pending, and had reached the 
conclusion that there had been presented 
“no evidence of error of fact or law” in 
the report and certificate of August 9. 


It said some prospective purchasers 
were interested in acquiring certain por- 
tions of the line for continued opera- 
tion, and that further postponement of 
the effective date would enable all par- 
ties to make the necessary arrangements 
whereby operation might be resumed 
Over a greater portion or all of the line, 
pursuant to the conditions outlined in 
the report and certificate. 


Clarion River 


Abandonment by the Clarion River 
Railway Co., of its entire 11.09-mile line 
in Elk county, Pa., has been approved 
by the Commission, division 4, by a 
report and certificate in Finance No. 
16287, Clarion River Railway Co. Aban- 
donment. In its application for per- 
mission to abandon the railroad said 
there was no further public or private 
use for the line, extending between Hall- 


ton and Carman, as the one plant it 
served had been sold for salvage and was 
being dismantled. 


E.&M.R. &N. 


By a report and certificate in Finance 
No. 16320, Erie & Michigan Railway & 
Navigation Co., et al. Abandonment, the 
Commission, division 4, has (1) permitted 
abandonment of operations by the E. & 
M. R. & N. Co., over 4.27 miles of track- 
age and 4.09 miles of leased line of the 





/ 


Detroit & Mackinac in Iosco county, 
Mich.; (2) dismissed an application of 
the E. & M. R. & N. Co. for permission 
to abandon one mile of yard track, for 
want of jurisdiction; and (3) dismissed 
the application with respect to the De- 
troit & Mackinac. 


W. M. 


The Western Maryland Railway Co., 
by an application in Finance No. 16370, 
has asked the Commission for authority 
to abandon a portion of a branch line 
consisting of 0.627 mile of main track 
and 0.372 mile of side track, including 
two cross-overs, on the Detmold branch, 
all in Allegany county, Md. It said the 
line was constructed in 1881 to serve the 
Detmold Coal Co.’s Detmold mine and 
that the coal in that mine had been 
gradually exhausted, the mine not hav- 
ing been operated for at least 20 years. 
It said abandonment would relieve the 
applicant of taxes and enable it to sell 
track materials for scrap. 


N.L. &G. 


The North Louisiana & Gulf Railroad 
Co., by an application in Finance No. 
16371, has asked the Commission for au- 
thority to acquire and operate a part of 
the line of the Louisiana & North West 
Railroad Co., from near Gibsland, La., 
to near Bienville, La., in Bienville 
parish, La.,.extending approximately 15 
miles, which the applicant had con- 
tracted to purchase subject to issuance 
by the Commission to the L. & N. W._of 
a certificate authorizing that railroad to 
abandon the line and its operation from 
near Gibsland, La., to Chestnut, La., 
pursuant to pending application in 
Finance No. 16253. The applicant said 
95 per cent of its common stock was 
owned by Southern Advance Bag & 
Paper Co., Inc., which operated a large 
pulp mill, paper mill and bag manufac- 
turing plant near Hodge, on the ap- 
plicant’s line. It said the bag and paper 
company owned about 125,000 acres of 
timber lands in Louisiana devoted to 
production of pulpwood for its consump- 
tion, and its future operations depended 
on economical availability of wood. It 
said it was in the public interest for ex- 
isting rail facilities to be maintained for 
— between Gibsland and Bien- 
ville. 


Maine Central 


By. a report, certificate and order in 
Finance No. 16310, Maine Central Rail- 
road Co. Abandonment, etc., and Finance 
No. 16311, Maine Central Railroad Co. 
Trackage Rights, the Commission, divi- 
sion 4, has (1) permitted abandonment 
by the Maine Central of a railroad line 
in Coos county, N.H., and Essex county, 
Vt., and. (2) approved and authorized ac- 
quisition of trackage rights by the M.C. 
over a line of the Atlantic & St. Law- 
rence Railroad Co., Canadian National 
Railway Co., lessee, in Coos county, N.H. 
It prescribed conditions for employe pro- 
tection. 


UNCONTESTED FINANCE CASES 


Report and order in F.D. No. 16335, Bangor 
& Aroostook Railroad Co. Equipment Trust 
Certificates, granting authority to assume 
obligation and liability in respect of not 
exceeding $2,100,000 of Bangor & Aroostook 
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Railroad equipment trust, series N, 1943 
214-percent serial equipment-trust cer+ifi- 
cates, to be issued by the Guaranty Trust Co, 
of New York, as trustee, and sold at 98.3199 
per cent of par and accrued dividend: in 
connection with the procurement of cer‘ain 
equipment. Approved. 


Report and order in F.D. No. 16345, Penn. 
sylvania Railroad Co. Equipment Trust er. 
tificates, granting authority to assume obli- 
gation and liability, as guarantor, in respect 
of not exceeding $7,935,000 of Pennsylvania 
Railroad Equipment-trust certificates, series 
V, to be issued by the Girard Trust Co., as 
trustee, and sold at 99.0399 per cent of par 
and accrued dividends in connection with 
the procurement of certain equipment. Ap. 
proved. 


Report and order in F.D. No. 16350, Chesa- 
peake & Ohio Railway Co. Bonds, granting 
authority to issue not exceeding $40,000,000 
of refunding and improvement mortgage 37. 
per cent bonds, series H, to be sold at 98.65 
per cent of par and accrued interest and 
the proceeds used for working capital. Ap- 
proved. 


COMMISSION MOTOR REPORTS 


(An asterisk before the docket number 
means that the report will not be printed 


in full in the permanent series of motor 
carrier reports of the Commission. Mime- 
Ographed copies of such reports in full 
may be obtained by prompt application 
to the Commission.) 





* MC-16682, Sub. 37, Murray Shapiro 
and Alexander Shapiro, dba Mural Truck- 
ing Service, New York, N. Y. Certificate 
granted on reconsideration. Over irregu- 
lar routes, store fixtures, hotel equip- 
ment, and kitchen equipment, uncrated, 
(1) between points in Conn., Mass., NJ., 
N.Y., and Pa., and (2) between points in 
the aforementioned states, on the one 
hand, and, on the other, all U.S. points, 


conditioned on coincidental cancelation 
of presently held certificates in -MC- 
16682, Subs. 23 and 32 and on elimination 
from presently held certificate in MC- 
16682 of authority to transport afore- 
mentioned commodities, including right 
to transport these commodities in the 
authorized general commodity operation 
between New York, N. Y. and N. J. points. 


MOTOR FINANCE CASES 


MC-F-3864, John B. O’Connor, et al.—Con- 
trol; Rogers Cartage Co.—Control and Merger 
—Major Transport, Inc. 


1. Acquisition by Rogers Cartage Co., of 
Chicago, Ill., of control of Major Transport, 
Inc., of St. Louis, Mo., through purchase of 
its capital stock, merger of the operating 
rights and property of the latter into the 
former for ownership, Management and Op- 
eration, and acquisition by John B. O’Conndr, 
Walter Mullady, and H. C. Griffin, of con- 
trol of the operating rights and _ property 
of Major Transports, Inc., through the acqui- 
sition of control by, and merger into, Rogers 
Cartage Co., approved and authorized, sub- 
ject to conditions. 


2. Issuance of a certificate to Rogers Cart- 
age Co. authorized on compliance with cer- 
tain conditions. 


MC-F-3984, E. J. Buhner, et al.—Control; 
Silver Fleet Motor Express, Inc.—Purchasé 
(Portion)—J. W. Huckabee: No. MC-F-3989 
Alfred G. B. Steel, et al—Control; ET&WNC 
Transportation Co.—Purchase (Portion)—J. 
W Huckabee; and No. MC-F-4020, C._P 
Brown—Control; Augusta-Atlanta Motor Ex- 
press, Inc.—Lease (Portion)— J. W. Hucka- 
bee. Applications for authority under sec- 
tion 210a(b) of Silver Fleet Motor Express, 
Inc., of Louisville, Ky., ET&WNC Transporta, 
tion. Co., ~of Johnson City, Tenn., an 
Augusta-Atlanta Motor Express, Inc.. of At- 
lanta, Ga., respectively, for temporary Oper 
ation of separate portions of the motor-cal- 
rier rights of J. W. Huckabee Transport C0. 
of West Columbia, S. C., denied. 
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December 11, 1948 


ORDERS 


Water Carrier Petition 
For Reconsideration in 
Ex Parte 166 Accepted 


By an order in Ex Parte 166, Increased 
Freight Rates, 1947, the Commission, 
division 2, has accepted and filed of record 
a petition of the National Water Carriers 
Association, Inc., for reconsideration of 
the Commission’s report on further con- 
sideration of July 27, and modification of 
the orders, and has directed that replies 
may be filed on or before January 3, 1949. 

The water carriers association, refer- 
ring to rate increases on coal moving to 
tidewater, when for movement beyond 
by water in coastwise service, asked that 
the railroads be required to amend their 
tariffs so as to provide that (1) increases 
in rates to north Atlantic ports, Hamp- 
ton Roads and north, when for movement 
beyond by water in coastwise service, 
should not exceed 20 cents a net ton, and 
(2) the increase in rates from New Eng- 
land ports to the interior on coal reach- 
ing such ports by water should not exceed 
20 cents a net ton. 

“In the event the Commission does not 
see fit to modify its findings as prayed 
for herein, we respectfully request that 
it enter into a general investigation into 
the lawfulness of rail rate increases on 
coal to north Atlantic tidewater ports,” 
said the association. 

The association asserted that if the 
country were to have a “real, useful 
American Merchant Marine and an ade- 
quate national transportation system con- 
sisting of all modes of transportation, 
there must be a rate structure which 
will permit a fair return to all.” 

The entire Commission, by three or- 
ders in Ex Parte 166, denied (1) a peti- 
tion of the Federal Cement Tile Co. 
and five other manufacturers and 
shippers of concrete slabs, in carloads, 
and of asphaltum or cement, shims or 
wedges, and metal roofing clips, when 
shipped with and subject to the rates on 
concrete slabs, requesting an order au- 
thorizing and directing the railroads to 
make reparation payments on _ those 
commodities; (2) a petition of the Fed- 
eral Cement Tile Co. and five other 
manufacturers and shippers of precast 
concrete building or roofing slabs, asking 
reconsideration and also modification of 
the finding and order of Juy 27, insofar 
as the maximum increase in the rates 
on concrete slabs, carloads, for the 
future, was concerned; and (3) a peti- 
tion of the Federal Cement Tile Co., 
asking reconsideration and modification 
of finding 1 (relating to basic increases 
of the carriers) of the report and order 
of July 27, insofar as it concerned 
Cinders, clay or shale (haydite). 

The Commission, by an order, also 
denied a petition of the Agricultural 
Limestone Institute for modification of 
finding 1 insofar as it related to agricul- 
tural limestone, in closed cars, or in 
open cars with the lading protected by 
tarpaulins or similar coverings. 





































































Protective Services 


Secretary Bartel, of the Commission, 

issued a correction of a notice dated 
Novers:ser 22, which announced that cer- 
crders dated September 29, and 











October 14, modifying the “Uniform 
System of Accounts for Persons Fur- 
nishing Cars- or Protective Services 
Against Heat or Cold, Issue of 1947” 
would become effective January 1, 1949. 

“The said notice stated that objections 
to such modifications could be filed by 
any interested party on or before ‘No- 
vember 18, 1949,’ which was in error 
since both orders specified that written 
statements of reasons why the modifica- 
tions should not become effective must 
be filed on or before November 18, 1948,” 
said the notice. “All persons receiving 
the original notice of November 22, 1948, 
should substitute the attached corrected 
copy for it.” 





Riss ‘Provider Plan’ Date 
Of Compliance Extended 


The Commission has further extended 
from December 6, until January 17, 1949, 
the date on or before which Riss & Co., 
Inc., of Kansas City, Mo., shall comply 
with the requirements of the Commis- 
sion’s report and order in the Riss “pro- 
vider” case, concerning the institution of 
a “reasonably continuous and adequate 
service” by motor vehicle pursuant to 
various certificates issued it (see Traffic 
World, July 3, p. 15, and Oct. 16, p. 17). 

The Commission’s order, by Chairman 
Lee, in MC-C-482, Performance of Motor 
Carrier Service by Riss & Co., Inc., and 
other proceedings, also further extended 
from December 1, until January 12, 1949, 
the time within which petitions for re- 
consideration, rehearing, or reargument 
might be filed and directed that replies 
to petitions might be filed by any party 
of record on or before January 24. 

Besides MC-C-482, the other proceed- 
ings involved were MC-C-484, Riss & Co., 
Inc., Revocation of Certificate, and MC- 
200, Sub. 46 (formerly MC-30077), Riss 
& Co., Inc., Common Carrier Application 
(North Kansas City, Mo.). 

In the provider case the Commission 
ordered Riss to institute service under 
the certificates held by it, failing which 
the certificates would be revoked, and 
directed that Riss would receive a certifi- 
cate covering certain “grandfather” 
rights when it instituted service under 
the conditions prescribed. 

Under the provider plan Riss disposed 
of its equipment to former employes who 
agreed to transport shipments under 
motor-carrier rights claimed by Riss. 





Electric Railway Accounts 


The Commission, division 1, has issued 
an order pertaining to modifications of 
the “Uniform System of Accounts for 
Electric Railways, Issue of 1947,” which, 
it says, will become effective January 1, 
1949, unless otherwise ordered after con- 
sideration of any objections which may 
be filed by interested parties on or before 
December 31. The order said the modi- 
fications related to “IV. Conducting 
transportation. Account 75. Operation of 
steam locomotives.” 





C. of N. J. Reorganization 


By an order in Finance No. 12620, Cen- 
tral Railroad Co. of New Jersey Reor- 
ganization, the Commission, by Commis- 
sioner Mahaffie, has reopened the pro- 
ceeding solely for the purpose of receiv- 
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ing further evidence in support of a 
joint application of counsel for the Wat- 
ters bondholders committee, the hearing 
to be held at a time and place to be des- 
ignated. 

The order said Edwin M. Slote, of 
counsel for the Watters committee, was 
necessarily absent from the country on 
October 27, the date previously assigned 
for a hearing in the proceeding in New 
York, and that he had requested a fur- 
ther hearing to “amplify the record” 
made at the October hearing. It said 
the October hearing was for the purpose 
of receiving evidence relating to several 
applications for allowances of compen- 
per and expenses out of the debtor’s 
estate. 





Investigation Order In 


Divisions Case Amended 


The Commission, by an order is No. 
29886, Official-Southwestern Divisions, 
In the Matter of Divisions of Joint 
Rates Between Official and Southwest- 
ern Territories, has amended the first 
ordering paragraph of its order of in- 
vestigation (see Traffic World, Dec. 27, 
1947, p. 1899). 

The original order instituted an in- 
vestigation to determine whether the 
“present divisions of joint rates on 
classes and: all commodities between 
points in Official Territory” and points 
in Southwestern Territory were unjust, 
unreasonable, inequitable, or unduly pref- 
erential. 

The order as amended refers to the 
“present primary divisions of interterri- 
torial joint rates” on class and all com- 
modities between points in Official Ter- 
ritory, with listed exceptions, and points 
in Southwestern Territory. 

The first ordering paragraph was 
amended to read as follows: 


“It is ordered, That a proceeding of 
inquiry and investigation be, and it is 
hereby, instituted for the purpose of 
determining whether the present pri- 
mary divisions of interterritorial joint 
rates on class and all commodities be- 
tween points in Official Territory (as de- 
fined in Class Rate Investigation, 1939, 
262 I.C.C. 447, 457, but not including 
points in Wisconsin, the upper peninsula 
of Michigan, the Chicago, Ill., switching 
district or other points in Illinois, ex- 
cept those served by the Pennsylvania 
Railroad Co., the New York, Chicago‘ é& 
St. Louis Railroad Co., or the Baltimore 
and Ohio Railroad Co.) and points in 
Southwestern Territory (as defined in 
Southwestern - Official Divisions, 216 
I.C.C. 687, 735, note 5) are unjust, un- 
reasonable, inequitable or unduly pref- 
erential or prejudicial as between the 
carriers parties thereto hereinafter made 
respondents in this proceeding, and if 
so, what will be the just, reasonable, 
and equitable divisions of the aforesaid 
carriers as provided in section 15(6) of 
the interstate commerce act.” 

The order made the Saratoga & 
Schuylerville Railroad Corporation and 
the Kelley’s Creek & Northwestern Rail- 
road Co., additional respondents in the 
proceeding. : 

By an order in the companion investi-. 
gation proceeding, No. 29885, Official- 
Southern Divisions, In the Matter of Di- 
visions of Joint Rates Between Official 
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and Southern Territories, the Commis- 
sion made close to 260 additional rail- 
roads, mostly roads other than Class I, 
additional respondents in the proceeding. 

It denied a petition of the Norfolk 
Southern Railway Co., which asked for 
a modification of the order in No. 29885, 
that would eliminate the divisions of 
joint rates on class and all commodities 
between points in Official Territory and 
points: on its lines (except rates on 
peaches, in carloads). The order said 
it appeared that “appropriate considera- 
tion may be given during the course of 
this proceeding to any alleged special 
needs of petitioner.” 





Household Carriers’ Pleas 


In Leasing Case Denied 


The Commission, division 5, by an 
order in Ex Parte MC-43, Lease and 
Interchange of Vehicles by Motor Car- 
riers, has denied a petition of the House- 
hold Goods Carriers’ Conference of the 
American Trucking Association, Inc., for 
postponement of hearings scheduled to 
be held in that proceeding December 6, 
in St. Louis, and December 13, in Wash- 
ington (see Traffic World, Dec. 4, p. 36). 

By an order in the same proceeding 
and in Ex Parte MC-19, Practices of 
Motor Common Carriers of Household 
Goods, the division also denied a petition 
of the conference (1) that the issues in 
Ex Parte MC-43 be narrowed so as to 
exclude from consideration the leasing 
practices of motor carriers of household 
goods, and (2) that the question of the 
leasing practices of household goods car- 
riers be made the subject of further 
hearings in Ex Parte MC-19. 


SUSPENDED TARIFFS 


(Designation of a tariff below does not 
mean that all schedules in it have been 
suspended by the Commission. Sus- 


pension orders contain many schedules 


not reproduced here. Details of such 
orders are published in The Daily Traffic 
World and Bulletin and The Traffic Bul- 
letin.) 





M-2950, Soap — Southwest Freight 
Lines, Inc., from December 6, to and 
incuding July 5, 1949, certain schedules 
published in supplement No. 3 to tariff 
MF-I.C.C. No. 150 of Southwest Freight 
Lines, Inc., Kansas City, Mo. The sus- 
pended schedules propose charges and 
provisions governing truckload ship- 
ments of soap and other articles from 
Kansas City, Kan., for delivery to more 
than one consignee at one or more des- 
tinations. 

M-2951, Stopping - in - Transit - Yeast, 
Chicago to Ohio & Mich., from Decem- 
ber 6, to and including July 5, 1949, cer- 
tain schedules published in supplement 
No. 24 to tariff MF-I.C.C. No. A-64 of 
Transamerican Freight Lines, Inc., Chi- 
cago, Ill. The suspended schedules pro- 
pose to establish revised stopping-in- 
transit provisions in connection with 
new and reduced 16,000-pound motor 
common carrier commodity rates on 
yeast from Chicago to Detroit, Mich., 
and various points in Ohio. 

I. and S. M-2952, Order Notify Ship- 
ments — South — East—New England, 


from December 8, and later, to and in- 
cluding July 7, 1949, certain schedules 
published in supplements 46 and 9 to 
joint tariffs MF-I.C.C. Nos. 411 and 431, 
respectively, issued by the Southern Mo- 
tor Carriers Rate Conference, agent, 
Atlanta, Ga. The suspended schedules 
propose a new charge of ten cents per 
100 pounds, subject to a minimum charge 
of $2.50 per shipment, applicable on 
shipments moving under order notify 
bills of lading between points in the 
South and points in Trunk-Line and New 
England territories. 


I. and S. M-2953, Roofing—N.C., Va., 
W.Va.—Trunk Line, from December 8, to 
and including July 7, 1949, certain sched- 
ules published in supplement No. 32 to 
MF-I.C.C. No. 85 of R. S. Cooper, agent, 
Greensboro, N.C. The suspended sched- 
ules propose to cancel commodity rates 
on roofing, paving and building mate- 
rials, minimum 20,000 pounds, between 
points in North Carolina (only West 
Jefferson and points grouped therewith), 
Virginia and West Virginia and points 
generally in Middle Atlantic Territory, 
permitting higher class rates to apply. 





Motor Record Preservation 


Authorization to preserve currently by 
the microfilm process certain specified 
records, provided the records are re- 
tained in their original form for one 
year, after which they may be destroyed, 
has been granted by the Commission to 
Atlantic Greyhound Corporation, Charles- 
ton, W.Va., Terminal Transport Co., Inc., 
Indianapolis, Ind., American Buslines, 
Inc., Lincoln, Neb., and Virginia Stage 
Lines, Inc., Charlottesville, Va. The 
actions are by four orders of the Com- 
mission, by Commission Mahaffie, in 
Regulations to Govern the Preservation 
of Records of Class I Motor Carriers. 





Steam Railroad Accounts 


Secretary Bartel, by a notice to all 
steam railroads, has announced that no 
objections having been received to modi- 
fications of the “Uniform System of Ac- 
counts for Steam Railroads, Issue of 
1943,” as contained in an order of the 
Commission dated October 27, the modi- 
fications would become effective Janu- 
ary 1, 1949. The notice said the modifi- 
cations were to clarify requirements for 
recording the cost and maintenance of 
earthen dikes for protection of road- 
way, tracks, and embankments. 


COMMISSION ORDERS 


No. 29493, Freight forwarders, motor com- 
mon carriers, agreements. Time for filing 
petitions fof reconsideration extended to De- 
cember 15. 


Finance 12620, C. of N.J. reorganization. 
Request for further hearing granted and 
proceeding reopened solely to receive further 
evidence in support of joint application of 
counsel for Watters Bondholders Committee, 
such hearing to be held at a time and place 
to be fixed. 

MC 75527, Sub. 5, Milton L. Lahn exten- 
sion, Mass. Proceeding reopened for further 
hearing at a time and place to be fixed. 


MC 76572, Asbury Transportation Co., com- 
mon carrier application. Order of April 21 
further modified to become’ effective January 
31, 1949 instead of November 30, 1948, insofar 
as it denied authority to transport oil field 
equipment, including stringing and picking 
up of pipe, bet. Orange, Los Angeles, Ventura, 
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Santa Barbara, San Luis Obispo, Kern, and 
Kings Counties, Calif., and that portion of 
Fresno Cty., within 40 miles of Coalings, 
Calif. 

No. 29488, California Milling Corp. et al. y, 
A. T. & S. F. et al. 29498, Same v. A. & §. 
et al. Proceedings reopened for reconsidera- 
tion concerning establishment of joint rates 
over U. P. via Ogden, Utah, and Barstow, 
Calif., to Los Angeles, then connecting lines 
beyond with transit at Los Angeles. 


No. 29786, Patterson Foundry & Machine 
Co. v. Pennsylvania. Complainant’s petition 
for further hearing and _ reconsideration 
denied. 

I. & S. 5484, Paperboard in Official Terri- 
tory. Protestants’ petition for reconsidera- 
tion denied. 

I. & S. M-2861, Household goods from 
large industrial areas. Date on which recom- 
mended order shall become order of Com- 
mission and effective postponed to Decem- 
ber 6, unless prior to date order is stayed or 
further postponed. 

W 75, G. B. Zigler Co., contract carrier 
application. Protestants’ petition for recon- 
sideration and argument denied. 

No. 13535, et al., Consolidated Southwestern 
Cases. Ordering paragraph of order of No- 
vember 1 corrected to read as follows: 

“It is ordered, That the aforesaid order 
of February 16, 1948, by division 3, vacated 
and set aside, effective March 1, 1949, and 
that aforesaid petitions of defendant carriers 
be denied.” 

No. 29399, Double Protection Awning Co, 
et al. v. F. E. C. et al. Complainants’ peti- 
tion for reconsideration denied. 


No. 29771, National Trucking & Storage 
Co., Inc. v. Pennsylvania. Proceeding re- 
opened for further hearing on January 4, 
1949, at Washington, D. C., before Examiner 
Hanson. 


No. 29878, Phillips Petroleum Co. v. L. & A. 
et al. Complainant’s petition for reconsid- 
eration denied. 


No. 29902, Salyer Refining Co. v. A. & §. 
et al. Order of September 28 modified to be- 
come effective February 25, 1949, on not less 
— 30 days’ notice instead of January 7, 


Ex Parte 160, Pacific Coast Wholesalers’ 
Ass’n. investigation of status. Effective dates 
of requirements of Division 4 in order of 
October 27 further postponed from December 
1 and 15 to December 31 and January 15, 
1949, respectively. 

Ex Parte 104, Part II, Terminal expenses, 
practices of carriers affecting operating reve- 
nues or expenses. Proceeding discontinued 
as to American Bridge Co. at Toledo, Ohio. 


Ex Parte 104, Part II, Terminal services, 
Practices of carriers affecting operating reve- 
nues or expenses. Proceeding discontinued 
- to American Steel & Wire Co. at De Kalb, 


Ex Parte 104. Part II. Terminal services 
Practices of carriers affecting operating rev- 
enues or expenses. Proceeding discontinued 
as to Lavino Furnace Co., Sheridan, Pa. 


MC-F 3065, David H. Ratner, control; Mid: 
west Transfer Co. of Ill., purchase, Har 
Ratner and Sadie Ratner. Authority granted 
by order of September 30, 1947, for lease 0! 
operating rights and property of Truck 
Transport, Inc. shall be of no further forte 
and effect from and after November 1! 
Order shall become effective 60 days from 
November 19 Or on such earlier date as opel: 
ating rights and property of Truck Trals 
port. Inc. may be merged into Midwest Trans 
fer Co. of Ill. under authority in MC-F 3452. 


MC-F 3452, David H. Ratner, control; Mid- 































































effect, except amended so that time fo 
exercising authority shall expire 60 days from 
November 19. 


W-383, Christenson Steamship Co., Com: 
mon carrier application, W-384, Sudden & 
Christenson (Arrow Line) Common 
application and W-388, Waterman Steamshi? 
Corp. Common carrier application. Amended 
certificate and order be changed to reflec 
correct name of Mrs. Enda _ Christens0l 
Hitchcock, formerly Edna  Christensd! 
Herlofson and proceedings reopened { 
reconsideration. 


Finance No. 13115, (Amendatory Orde!) 
Wisconsin Central Reorganization Rep" 
and order of March 4, 1941, and amendator! 
orders of December 15, 1943, December 19.1% 
and December 8, 1947, further modified © 
that unless sooner terminated by committe 
date of termination- of agreement shal 
extended from December 19, 1948. to tee 
cember 19, 1949, so as to authorize commit “ 
to continue to act for and represent ou 
bondholders pursuant to terms of dep 
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agreement so extended, provide, that provi- 
sions of this order shall be without preju- 
dice to extension of deposit agreement for 
such further periods as may be consistent 
with provisions of agreement. 

MC 3602, Sub 11, Bridgeways, Inc., Common 


carrier application—Great Central. Order of 
May 20, 1946, further modified to become ef- 
fective February 28, 1949, instead of Novem- 
ber 30, 1948, only insofar as it denied appli- 
cant authority to continue operations from 
and to Rochester and Syracuse, N. Y 


APPLICATIONS 
AND PETITIONS 


N.I.T.L. Suggests Western 
Rate Procedure Agreement 


As Bulwinkle Test Case ; 


The National] Industrial Traffic 
League has filed with the Commission 
a notice and petition of intervention in 
connection with the “section 5a appli- 
cation No. 2, Western Traffic Associa- 
tion—Agreement,” which has been sub- 
mitted to the Commission for approval. 

The Western Traffic Association pro- 
posal was for approval of an agreement 
entered into by 114 western carriers un- 
der the Bulwinkle act which, as section 
5a of the interstate commerce act, pro- 
vided transportation agencies with im- 
munity from antitrust action if they 
made rates by the conference method 
under agreements approved by the 
Commission (see Traffic World, Nov. 20, 
p. 44). 


The N.I.T.L. said it desired to support 
the application of the Western Traffic 
Association “suggesting certain changes 
of detail in the articles and procedures 
which do not go to the integrity and 
soundness of the plan as a whole.” 

“The support of the league reflects 
the satisfaction and approval of its 
members and shippers generally under 
the long established rate procedures in 
Western Classification Territory, which 
as a whole are proposed to be preserved 
and continued under this application,” 
said the N.I.T.L. “Particularly the pro- 
cedure outlined fulfills the broad ob- 
jectives and purposes for which the 
Congress passed the Reed-Bulwinkle act 
and is in consonance with the national 
transportation policy.” 

The N.1.T.L. asked for early hearings 
and requested to participate “for the 
further reason that it desires to present 
to the Commission such facts and argu- 
ment as may be appropriate to the con- 
sideration by the Commission of the 
general requirements, safeguards and 
formalities which should be observed in 
agreements among carriers, submitted 
for Commission approval, providing for 
orderly rate procedures and other mat- 
ters within the Reed-Bulwinkle act. 
The league suggests that this proceeding 
may be regarded as a test case for first 
consideration of such matters.” 


More Time for D. of J. 


The Commission issued a notice late 
December 7 giving the Department of 
Justice until January 5, 1949, to file 
detailed specification of its objections to 
the western railroads’ agreement. 

The Department asked for 30 days’ 
additional time in a “Protest by the 
Department of Justice Against Approval 
of the Application” filed with the Com- 
mission December 6, saying it had not 
been served with a copy of the agree- 
ment when the agreement was filed. 

“Because of the complexity and scope 
of the organizations and procedures pro- 
Vided for by the agreement,” it said, 
“the time available to the Department 


of Justice for examination of the agree- 
ment has been insufficient to permit the 
detailed study necessary to apprise the 
Commission more specifically at the pres- 
ent time of the Department’s objections 
to the approval of the agreement.” 

The Department said that “on behalf 
of the public interest intended to be pro- 
tected by the antitrust laws,” it opposed 
the granting of the approval sought in 
the western agreement. It added: 

“The Department of Justice..protests 
that the agreement provides for rate or- 
ganizations and procedures which (a) ex- 
ceed those authorized by the Reed-Bul- 
winkle Bill, (b) violate rather than fur- 
ther the national transportation policy, 
and (c) derogate unnecessarily from the 
national antitrust policy by continuing 
a restraint and a monopolization of trade 
and commerce not required by a proper 
accommodation of the national trans- 
portation policy to the national anti- 
trust policy.” 

It observed that the rate organizations 
and procedures that would be legalized 
by the approval sought by the western 
roads were alleged in a pending antitrust 
action brought by the United States 
against most of the carriers that were 
parties to the agreement, “to be employed 
as part of an unlawful combination and 
conspiracy among such carriers and 
other persons to fix and control freight 
rates and passenger fares, to coerce in- 
dividual railroads and to discriminate 
against the Western, District of the 
United States.” 


Gulf Canal Lines Purchase 
Of Certificates Proposed 


Gulf-Canal Lines, Inc., Houston, Tex., 
and Terrebonne Towing Co., Inc., and 
Intercoastal Shipyards, Inc., of Morgan 
City, La., by a joint application in Fi- 
nance No. 16368, have asked the Com- 
mission for authority for purchase by 
Gulf-Canal of a joint certificate issued 
to Terrebonne in W-174 and Intercoastal 
in W-177. 

The applicants also filed a petition for 
temporary authority on behalf of Gulf- 
Canal to conduct operations authorized 
by the certificates for 180 days. 


They said the transaction would elimi- 
nate Terrebonne and Intercoastal as a 
carrier along the lower Mississippi River 
and the Gulf Intercoastal Waterways 
from New Orleans, La., to Freeport, 
Tex., and added that there would re- 
main “along all such waters various 
other carriers who are authorized to 
perform the same, or similar service as 
performed by these transferors.” They 
said ample competition would remain in 
the water carrier field on and over all of 
the routes involved. 


The applicants said Gulf-Canal, under 
its present operations, as authorized in 
W-923, had “certain hampering and re- 
straining restrictions” preventing a com- 
plete all-around service particularly in 
connection with transporting freight in 
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any quantity, or in bargeload quantity, 
except when loaded on trailers used in 
line-haul service. They said acquisi- 
tion of the rights proposed to be trans- 
ferred would eliminate all such restric- 
tions on the operations of Gulf-Canal 
on the intercoastal waterways and con- 
necting waters between New Orleans and 
Freeport and would enable Gulf-Canal 
to render a complete service to all its 
shippers and the public. They said the 
purchase would also permit Gulf-Canal 
to greatly increase its total tonnage and 
substantially increase its revenues and 
decrease its per-ton-mile cost of opera- 
tion. 

Interest of the carriers’ employes would 
be unaffected by the purchase, said the 
applicants. 


Terrebonne and Intercoastal said they 
had common officers and directors. They 
were engaged, they said, in business ac- 
tivities other than the operations con- 
ducted under the two certificates “re- 
quiring the continuous time and atten- 
tion of their president and general man- 
ager, Robert J. Terrebonne.” 


Middle Atlantic Protests 
Reductions Which It Says 
Will Cause ‘A Rate War’ =} 


The Middle Atlantic States Motor Car- 
rier Conference, Inc., has filed a protest 
with the Commission concerning a tariff 
of Fleetway Motor Freight, Inc., contain- 
ing reductions which, it says, “indicate 
that the purpose of respondent is to ob- 
tain traffic now moving by members of 
the conference on rates published by 
respondent.” 


“This move is a destructive competitive 
practice condemned by the transporta- 
tion policy of Congress,” continued the 
conference. “It also will cause a rate 
war not only between points here in- 
volved but this low level of rates will be 
forced in from and to other points so 
that competing shippers will not be in- 
jured. All of this will result in a. need- 
less loss in revenue to respondents and 
competing motor carriers.” 


The protested tariff was identified as 
MF-I.C.C. No. 2, in full, published by 
Fleetway to take effect December 18. 

Steps leading to the publication of the 
protested tariff were important, said the 
conference, observing that Sisser Bros. 
Express, Inc., of Sommerville, N. J., oper- 
ated under certificate MC-84647, was a 
member of the conference participating 
in its tariffs on the same rate level as 
other members, and sold these rights to 
Fleetway. On November 15, it said, the 
rates of Sisser in the conference tariffs 
were adopted by Fleetway. 


Effective December 18, said the confer- 
ence, Fleetway was being canceled from 
the conference tariffs and was transfer- 
ring all its rates to the protested tariff. 
It said a suspension of the protested 
tariff would require a suspension of the 
cancelation from the conference tariffs. 

“The result of this contemplated move 
is a reduction in all of respondent’s 
rates,” said the conference. 

It said the fact that only certain com- 
modity rates had been selected for re- 
duction indicated that Fleetway was in- 
tending to take only certain traffic and 
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give certain shippers an unreasonable 
advantage over other shippers.. 

“The motor carrier~industry at this 
time can ill afford any decreases in its 
revenue,” said the conference. “They 
have known for some time that increas- 
ing costs make increased rates necessary 
and they filed tariffs carrying a general 
10 per cent increase effective November 
29 which are under suspension. This 
carrier is attempting to reduce present 
rates which are already too low. This is 
particularly true as to some commodity 
rates such as electric cable, synthetic 
resins, tile; wax, electric batteries, tin 
plate and flavoring syrup.” 

The conference said it had found that 
the fates proposed in the protested tariff 
were, with few exceptions, the same as 
published by Monarch Motor Freight 
Lines, Inc., in its MF-I.C.C. No. 7. 


Carriers Protest Reductions 


At the Commission on December 8, 
it was said that in addition to the pro- 
test of Middle Atlantic States Motor 
Carrier Conference, Inc., 16 protests had 
been filed by motor carriers asking sus- 
pension of MF-I.C.C. No. 2, containing 
rate reductions, published by Fleetway 
Motor Freight, Inc., to become effective 
December 18. It was said one of the 16 
protests represented six carriers so there 
was a total of 21 carrier protests. 





1.C.C. Bureau Files Brief 
In Champlin Refining Case 


The Commission’s Bureau of Law has 
asked the Commission to find that 
Champlin Refining Co. is subject to cer- 
tain accounting and tariff requirements 
made on it and to issue’ appropriate or- 
ders directing compliance with the re- 
quirements. 

The request appeared in a brief of the 
Bureau in No. 29912, Champlin Refining 
Co. Accounts and Reports, and Same, 
Sub. 1, Champlin Refining Co. Tariffs. It 
said both cases were investigation pro- 
ceedings instituted by the Commission. 

In No. 29912, it said, the requirements 
made for compliance by Champlin with 
the provisions of section 20 of the inter- 
state commerce act were an “Annual 
Report, Form P (Carriers by Pipe Line)”; 
a “Quarterly Report of Pipe Line Com- 
panies Having Annual Operating Reve- 
nues of More than $500,000”; an instruc- 
tion that the accounts of the Champlin’s 
Pipe Line Department should be brought 
into harmony with the classifications 
prescribed in the “Uniform System of 
Accounts for Pipe Lines”; and compli- 
ance with the Commission’s “Regula- 
tions Governing the Destruction of Rec- 
ords.” 


In the Sub. 1, proceeding, said the Bu- 
reau, the requirement was contained in 
a letter dated January 28, 1948, of the 
Commission’s Bureau of Traffic, by 
which Champlin was notified that it 
“should arrange to promptly publish and 
file with this Commission a tariff nam- 
ing rates between the various points on 
your line.” 

The Bureau said except for the testi- 
mony of Champlin’s witness, and ex- 
hibits described by him, “both in rela- 
tion to a change made effective May 10, 
1948, in Champlin’s method of pricing 
its products, plus the fact that the com- 


pany’s total investment in its products 
line and appurtenant facilities has been 
slightly increased and is now $3;230;050.26, 
the situation of thte company’s corpo- 
rate: status, its operation of the pipe 
line, its sales of the products and all 
other matters has not changed since the 
Commission held Champlin to be a 
common carrier... .” 

The brief said Champlin delivered 
more than 99 per cent of its products 
held in storage at its terminals at Hut- 
chison, Kan., Superior, Wis., and Rock 
Rapids, Ia., to independent jobber cus- 
tomers, who provided their own means 
of transportation from the terminal to 
their bulk depots. 





Rate-Procedure Agreement 
Filed by Eastern Roads 


The Commission, division 2, on De- 
cember 8, announced the filing for ap- 
proval of “Section 5a Application No. 3, 
Eastern Railroads—Agreements” (see 
Traffic World, Nov. 27, p. 15). 

The Bulwinkle act, now section 5a of 
the interstate commerce act, provides 
immunity from antitrust action for trans- 
portation agencies employing the con- 
ference method of rate making, when 
agreements under which they act have 
the Commission’s approval. 

The Commission’s notice said the 
agreement, filed by, John J. Fitzpatrick, 
attorney-in-fact for the eastern roads, 
involved the following: 

“An agreement between and among 
common carriers by railroad, all, or the 
major part, of whose lines of railroads 
are east of the Indiana-Illinois state line 
in Official Territory as_ described in Class 
Rate Investigation, 1939, 262 I.C.C. 447, 
457, and supplemental agreement between 
the said carriers by railroad in above 
described territory, on the one hand, and, 
on the other, carriers by railroad in 
Western, Southern, and Illinois terri- 
tories, relating to rates, fares, classi- 
fications, divisions, allowances, charges, 
rules and regulations, and procedures for 
the joint consideration, initiation or 
establishment thereof.” 

It said the complete application might 
be inspected at the Commission’s offices 
in Washington and that any person de- 
siring the Commission to hold a hearing 
on the application should request it in 
writing within 20 days from December 8. 

“As provided by the general rules of 
practice of the Commission,” it continued, 
“persons other than applicants should 
fairly disclose their interest, and the 
position they intend to take at the hear- 
ing with respect -to the application. 
Otherwise the Commission, in its dis- 
cretion, may proceed to investigate and 
determine the matters involved in such 
application without further or formal 
hearing.” 





Rails Ask Investigation 


Of Fla. Intrastate Rates 


Railroads operating in Florida have 
petitioned the Commission for an inves- 
tigation of refusal by the state of Florida 
to increase intrastate rates and charges 
to correspond with interstate rates ap- 
proved by the Commission and, after 
hearing, to prescribe rates and charges 
for transportation of freight moving in- 
trastate within Florida which shall carry 
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increases in the same-measure and to the 
samre’degree as authorized by the Com- 
mission in Ex Parte 162, Increased Rai}- 
way Rates, Fares and Charges, 1946, and 
Ex Parte 166, Increased Freight Rates, 
1947. 


They alleged the intrastate rates re- 
sulting from the Florida Railroad and 
Public Utilities Commission’s refusal vio- 
lated the interstate commerce act, par- 
ticularly section 13. 


FINANCE APPLICATIONS 


MC-F-4038, Oklahoma Trailer Convoy, Inc. 
Tulsa, Okla., asks authority to purchase and 
temporarily operate certain rights of Illinois 
Trailer Convoy. Inc., Chicago, Ill. 

MC-F-4039, Harris Express, Inc., Charlotte, 
N. C., asks authority to purchase certain 
operating rights of Frank Calvin Moon, 
Greenville, S. C. 

Finance No. 16335 (supplemental). 
& Aroostook Railroad Co., in connection with 
requested authority to issue $2,100,000 equip- 
ment trust certificates to meet part of cost 
of 14 diesel-electric locomotives (see Traffic 
World, Nov. 6, . 35), asks authority to 
accept bid of Halsey, Stuart & Co., Inc., Chi- 
cago, Ill., to purchase entire issue at 98.3199 
per cent of aggregate par value plus accrued 
dividends, from December 1, 1948 to date of 
delivery, provided certificates bear dividends 
at rate of 214 per cent a year. 

Finance No. 16369, Tennessee Central Rail- 
way Co. asks authority to assume obligation 
and liability in respect of $918,000 of 3 per 
cent equipment trust certificates, Series F, 
authority to sell the certificates to the Re- 
construction Finance Corporation having 
been asked previously in Finance No. 16357 
(see Traffic World, Nov. 27, p. 61). The cer- 
tificates are to be dated March 1, 1949, and 
to mature in 20 semi-annual installments. 
They will cover part of the cost of 5 diesel 
road freight locomotives. 


MC-F-4040, Commercial Carriers, Inc., De- 
troit, Mich., asks authority to purchase cer- 
tain operating rights of Automobile Trans- 
rort, Inc., of Delaware, Dearborn, Mich., and 
Walter F. Carey and B. B. Beveridge, con- 
trolling stockowners of Commercial Carriers, 
Inc., by a supplemental application, ask au- 
thority to control the operations purchased. 


PETITIONS FOR REHEARING 


Finance 14500, Seaboard Air Line RR 
S. A. L. asks for modification of Commis- 
sion’s order of June 28, 1946, to provide ex- 
tension to January 1, 1950 of time within 
which petitioner may sell its securities of 
bonds and notes exchangeable under Plan of 
Reorganization of S. A. L. and which are 
not deposited for exchange under Plan. 


28881, Bituminous Coal Rates in Ill. Re- 
spondents ask for modification of order of 
November 13, 1945, to require establishment 
and maintenance of intrastate rates on 
bituminous coal equal to those in Appendix 
A of report of July 9, 1945, with increases 
on bases authorized in Ex Parte 162, 266 ICC 
537 and Ex Parte 166, 270 ICC 403. 


I. & S. 5392, Paper to and within South- 
western Territory. Southwestern and Official 
rail lines and Southern rail lines ask for 
postponement for a period of six minths, of 
effective date of order of Division 2 dated 
October 12. 


No. 29028, Lakeville Creamery Co. v. Rail- 
way Express Agency, Inc. et al. Railway 
Express Agency Inc. G.N. N.P. and Minne- 
apolis St. Paul & Sault Ste. Marie ask for 
leave a amend outstanding petition of 

ay 12. 


No. 29814, Empire Steel Corp. v. B. & O. 
et al. Defendants ask reconsideration and 
postponement of effective date of report and 
order of October 8, by Division 3. 

No. 29850. The Youghiogheny & Ohio 
Coal Co. v. B. & O. Defendant asks reopeD- 
ing, rehearing, and reconsideration by entire 
Commission of report and order of Division 
3 dated September 24, and served on de- 
fendant October 6. 


MC-C-870, Coastal Tank Lines, Inc., York. 
Pa., and M. I. O’Boyle & Son, Inc., Wash- 
ington. D. C. v. Charlton Bros. Transvorta- 
tion Co., Inc., Hagerstown, Md. National 
Automobile Transporters Assoc. ask recon- 
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sideration to interpret defendants operating 
authority.- 

No. 29510, Subs 1 to 6, Armour & Co. v. A. 
& W. et al. and F.S. Appls. 21583, 21802 and 
22179, Fresh meats and packing house prod- 
ucts to Pacific Coast Territory. Defendants 
and applicants ask extension of time for 
filing petition for reconsideration and modi- 
fication of report and orders of October 12 
and for postponement of effective date of 
orders. 

No. 29993, Whiterock Quarries, Inc. v. P. & 
L. E. et al. and No. C-14392, Whiterock Quar- 
ries, Inc. v. Western Maryland et al. White- 
rock Quarries, Inc., ask order requiring fur- 
nishing of certain statistical data on operat- 
ing conditions on main lines of defendants 
from Martinsburg District and Bellefonte 
District to Pittsburgh. 


NEW COMPLAINTS 


MC-C-1001, Approved Marine Devices Co., 
New York, N.Y. v. Cooper Motor Lines, 
Inc., Greenville, S.C. 

Alleges rates on six consignments of raft 
releasing equipment shipped in July and 
August, 1945, from New York, N. Y., and As- 
toria, N. Y., to Mobile, sAla., and Savannah, 
Ga., inapplicable in violation of section 
217(b). Asks refund of overcharges. (Samuel 
~~ 245 Fifth Avenue, New York 16, 
N.Y.) 


No. 30113, Indianapolis Machinery & Supply 
Co., Inc., Indianapolis, Ind., v. New York 
Central. 

Alleges rates on . fabricated machinery 
from Indianapolis to New York, N.Y., for 
export, shipped December 2 and 23, 1946, in 
violation of sections 1, 2, and 3. Asks cease 
and desist order, rates, and reparation. 
(Earle H. Bogardus, P.O. Box No. 1166, 
Scotia, N.Y.) 

No. 30114, Charak Furniture Co., Boston, 
Mass., v. Boston & Maine, et al. 

Alleges rates on automobile floor, toe, 
running and rack boards, fillers, filler blocks 
and sills, made wholly of hardwood, shipped 
in period March 1, 1945, to July 1, 1945, from 
Jackson, Miss., to Boston, in violation of sec- 
tions 1, 3, and 6. Asks cease and desist order, 
rates, and reparation. (R. F. Bohman, 32 
Pleasant St., Gardner, Mass.) 

No. 30115, Purex Corporation, Ltd., South- 
gate, Calif., v. Pennsylvania Railroad Co., 
et al. 

Alleges rates on glass containers, three 
carloads, shipped November 5, 6, and 7, from 


Olean, N.Y., diverted at St. Louis, Mo., to 
complainant at Los Angeles, Calif.; again 
diverted to complainant at Tacoma, Wash., 
second diversion of two cars having been 
accomplished at Green River, Wyo., and sec- 
ond diversion of third car at Salt Lake City, 
Utah; in violation of sections 1, 4, and 6. 
Asks cease and desist order, rates, and 
reparation. (John E. Hennessy, 453 South 
Spring St., Los Angeles 13, Calif.) 
No. 30116, California Fruit Growers Ex- 
change, Los Angeles, Calif., v. Baltimore 
& Ohio Railroad et al. 

Alleges demurrage charges on 13 refrigera- 
tor cars containing lemons and oranges, 
shipped from California origins to Philadel- 
phia, Pa., in December, 1946, and January, 
1947, arising during teamster strikes, in vio- 
lation of section 1. Asks cease and desist 
order, rates, and damages. (John F. Done- 
lan, Munsey Building, Washington, D. C.) 


No. 30117, California Cotton Oil Corpora- 
tion, Los Angeles, Calif., v. Santa Fe 
Railway, et al. 

Alleges rates on cottonseed hulls, in bulk 
form, carloads, in two years prior to Novem- 
ber 18, 1948, from Tovrea, Ariz., to Los 
Angeles, Calif., in violation of section 1. 
Asks cease and desist order, rates, and repa- 
ration. (L. H. Stewart, 354 South Spring St., 
Los Angeles 13, Calif.) 


No. 30118, New Orleans Traffic & Transporta- 
tion Bureau, New Orleans, La., v. Missis- 
sippi Valley Barge Line Co. 

Alleges defendant by embargoes effective 
July 15, 1947, and later, discontinued han- 
dling carload and less-than-carload freight, 
in violation of sections 302, 305, and 306. 
Asks cease and desist order, or revocation 
of certificate. 


No. F aa Towage Charges—Moran T. & T. 
'o 


Investigation instituted by the Commis- 
sion, division 2, on its motion, into lawful- 
ness under section 306, of lump sum rates 
or charges for towage service between ports 
and points along the Atlantic coast and 
inland tributary waterways, including the 
New York State Canal System; between 
ports and points along the Gulf of Mexico 
coast; between ports and points along the 
Atlantic coast and inland tributary water- 
Ways, on the one hand, and on the other, 
ports and points along the Gulf of Mexico 
coast; and between ports and points along 
the Atlantic coast and inland tributary 
waterways and the Gulf of Mexico coast, on 
the one hand, and, on the other, ports and 
points on the Great Lakes, as published 
under caption “Quotation of Lump Sum 
Rates” on page 2 of Moran Towing & Trans- 
portation Co., Inc. tariff I.C.C. No. 2. 


PROPOSED REPORTS 


Rate and Dock Charge 
Adjustment on Minnesota 


lron Ore Recommended 


Examiners A. J. Banks and E. L. Bois- 
seree, in a proposed report in No. 29502, 
Butler Brothers v. Great Northern Rail- 
way Co., et al., have recommended Com- 
mission action on the question of inter- 
State rates, in addition to dockage 
charges, on beneficiated iron ore, in car- 
loads, from Keewatin, Nashwauk, and 
Hibbing, Minn., in the Mesabi or Missabe 
range in the Lake Superior iron ore dis- 
trict, to docks at Allouez, Wis., and Du- 
luth, Minn., for shipment beyond by 
water carriers. 


In a 33-page report they proposed the 
Commission find that an assailed dock- 
age charge of 11 cents a long ton of 2,240 
pounds, as increased temporarily from 
July 1, through December 31, 1946, to 11.5 
cents, and as increased on May 6, 1948, to 
13 cents (the dockage charge uniformly 
made by all carriers in the Lake Superior 
Tegion), had not been and was not un- 
reasonable, but that the assailed rate, in 
addition to the applicable dockage charge 
had been, was, and for the future would 
be, unreasonable to the extent that it 
had exceeded, exceeded, or might exceed 
72 cents, subject to the temporary gen- 
eral increase of 3 cents which became 


effective July 1, 1946, the temporary in- 
crease to avply for reparation purposes 
from July 1, 1946, until May 5, 1948, after 
which the 72-cent rate, in addition to the 
dockage charge of 13 cents, would be 
subject tc the general increase of 11 cents 
effective on May 6, 1948. An award of 
reparation was recommended. 


The examiners said the assailed rate 
from the Mesabi Range to the docks 
when for points beyond “via lake” was 81 
cents, minimum visible capacity of the 
car, this rate including switching at ori- 
gin and destination, also weighing. The 
provision of docks was the principal ex- 
pense, they said, adding that the charge 
also covered the dumping of ore from 
car to dock pocket and from pocket to 
vessel, also 10 days’ storage in docks or 
in cars at dock yards. 


“Tf the ore is not loaded into the vessel 
within 10 days after arrival at dock 
yards, an additional charge of % cent 
per ton is made for each day or frac- 
tion thereof after the first 10 days, except 
that no charge accrues after close of the 
season of navigation,” continued the ex- 
aminers. “No charge is made for di- 
version. Complainant seeks a rate of 72 
cents plus a dockage charge of 11 cents, 
or 83 cents in the aggregate. Complain- 
ant seeks this same rate and dockage 
charge for the period after the general 
increases of 1948.” 

They observed that iron ore was the 
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second largest commodity from the 
standpoint of volume handled by the 
railroads and that the movement to the 
upper lake ports was concentrated into 
the season of lake navigation, the Great 
Northern, at the height of the season, 
handling as high as 1,800 carloads or 
more a day. They said the concentra- 
tion of ore on the G.N. per mile of road, 
per train, and per car was extremely 
heavy as compared with nonore fréight 
generally and as compared with the iron 
ore movement over eastern lines from 
the lower Lake Erie ports. They said 
the concentration was heavier than on 
the Duluth, Missabe & Iron Range rail- 
way. 

“The costs of producing beneficiated 
iron ore and the royalty payments there- 
‘on are substantially higher than those 
for direct shipping ore,” said the ex- 
aminers. “Therefore, the state of Min- 
nesota has made tax concessions in favor 
of beneficiated ore in order to stimulate 
the production thereof and thus pre- 
serve the supply of direct shipping ore. 
Nevertheless, the record affords no issue 
for the prescription of a freight rate 
differential in favor of low grade ores 
as compared with high grade ore. 


“Although this proceeding is the result 
of a complaint by one producer only, the 
assailed rates have been tested by con- 
sideration of the group rate from the 
Mesabi Range as a whole. Moreover, a 
different rate for the two carriers serv- 
ing this range seemingly is undesirable. 
The record raises no issue and contains 
no evidence upon which we can con- 
sider the revenue needs of less pros- 
perous carriers serving other ranges in 
the Lake Superior district.” 


They said the record contained various 
comparisons of rates and ton-mile rev- 
enues, but it disclosed no services, rates, 
and revenues on any commodity, includ- 
ing iron ore, “so closely comparable, to 
those of the Great Northern, on iron 
ore, as are the services, rates, and rev- 
enues of the Duluth Missabe [D. M. & 
I. R.J.” They added that the Great 
Northern iron ore service was less ex- 
pensive than that of the Duluth Missabe 
in many respects. The Commission had 
indicated, they said, that the Duluth 
Missabe was an outstanding example of 
railroad prosperity and that the Great 
Northern was one of the strongest rail 
carriers in the Western District. 


Violent Fluctuation 


“With no change in rates, the iron ore 
tonnage has fluctuated violently from 
year to year,” said the examiners. “This 
indicates that the rate reduction sought 
by complainant might not result in an 
increase in tonnage sufficient to main- 
tain the .. . contribution of iron ore to 
the system earnings. Regardless of this 
fact, the Commission may require a rate 
reduction if the assailed rate is unrea- 
sonable or exorbitant. While the as- 
sailed rate, in addition to increased boat 
charges and increased ex-lake rail rates, 
has not, as yet, seriously affected the 
total movement of ore from the Mesabi 
Range, it does seriously affect the ship- 
ment of low grade ores, as compared with 
high grade ore. Moreover, it has largely 
prohibited the movement of underground 
ores. Since 1943, when it paid the Great 
Northern freight charges of $350,000 on 
underground ore and incurred a loss of 
$212,000, complainant has been compelled 
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to cease underground operations. As the 
Great Northern reserves of high grade 
ore are very limited and are being ex- 
hausted rapidly, rates which will main- 
tain or increase the movement of low 
grade ores, and make it possible to ship 
underground ores, are in the interest of 
that carrier, as well as in the interest 
of the general public. When questions 
of public interest become involved, they 
transcend, subject to constitutional limit- 
ations, private rights of the adversary 
parties to a rate proceeding.” 

The proceeding was heard jointly with 
the Minnesota Railroad and Warehouse 
Commission. 





Would Deny Pleas to Lease . 


Strickland Motor Rights 


Examiners Irving J. Raley and Mar- 
jorie I. Clark have proposed denial by the 
Commission of applications seeking au- 
thority for the Chief Freight Lines Co., 
Kansas City, Mo., Burks Motor Freight 
Line, Inc., North Little Rock, Ark., and 
Navajo Freight Lines, Inc., Los Angeles, 
Calif., to lease certain portions of the 
motor-carrier operating rights of Strick- 
land Transportation Co., Inc., Dallas, 
Tex., and, in the case of Navajo Freight 
Lines, Inc., certain operating rights of the 
Dallas & Fort Worth Motor Freight 
Lines, Inc., and of J. P. Tarry, doing bus- 
iness as the J. P. Tarry Co., of which 
Strickland is the lessee. 

They also recommended denial of ap- 
plications for acquisition of control of 
the operating rights involved in the Chief 
Freight Lines transaction by J. E. Stith, 
William M. Keller, and Lester Jenkins; 
in the Burks Motor Freight Line trans- 
action by Paul J. Burks, Frances Louise 
Burks, and Evelyn Elizabeth Burks; and 
in the Navajo Freight Lines transaction 
by M. B. Howe, Peter Davis, and Lucile 
Howe, through the leases. The proposed 
report was in MC-F-3883, J. E. Stith, et 
al.—Control; ‘Chief Freight Lines Co.— 
Lease (Portion)—Strickland Transporta- 
tion Co., Inc., embracing MC-F-3884, L. 
B. Burks, et al—Control; Burks Motor 
Freight Line, Inc.—Lease (Portion)— 
Strickland Transportation Co., Inc., and 
MC-F-3885, M. B. Howe et al.—Control; 
Navajo Freight Lines, Inc—Lease §(Por- 
tion) — Strickland Transportation Co., 
Inc. 

“Each of the transactions proposed, if 
approved and consummated,” said the 
examiners, “would result in two opera- 
tions between important terminals, grow- 
ing out of the single service of Strick- 
land. The evidence of record does not 
establish that the additional service 
should be permitted. To insure against 
such duplications of service, substantial 
revision of the respective transactions 
and of the division of operating rights 
would be required.” 

The examiners said that in general the 
extension of operations of motor carriers, 
through leases of operating rights ex- 
tending over long periods at substantial 
rentals, as proposed in the instant pro- 
ceedings, were “not only hazardous to 
the carriers because of the fixed charges 
involved, should operations under the 
leases prove to be unprofitable, but they 
also do not promote economical service.” 

“In general,” they said, “the enlarge- 
ment of a motor carrier’s operations 





should be limited to that which its own- 
ers are able and willing to finance on a 
permanent basis. From the standpoint 
of the lessor, a lease permits retention of 
ownership and a reversionary right to 
possession of the operating authority. For 
a short-term temporary arrangement, 
this appears unobjectionable. Where, as 
here, however, the leases are entered into 
for 10 years, with renewal rights, it seems 
clear that the owner of the rights has no 
intention of ever resuming the opera- 
tions. In general, operations under cer- 
tificates issued by this Commission 
should be conducted by the carrier to 
which they are issued, or they should be 
permanently disposed of by it. 

“The parties may see fit to revise the 
terms and conditions of the respective 
transactions to eliminate the objections 
set forth, including, if desired, perma- 
nent unifications, but it does not appear 
practicable, on the present record, to 
propose conditions under which approval 
might be warranted.” 





No Need to Change I.C.C. 
Motor Safety Rule, Says 


Examiner in Amputee Case 


The question of the fitness of amputees 
to operate motor vehicles in interstate 
or foreign commerce is discussed by Ex- 
aminer Warder Rannells in a proposed 
report in Ex Parte MC-40, Qualifications 
and Maximum Hours of Service of Em- 
ployes of Motor Carriers and Safety of 
Operations and Equipment. 

He recommended the Commission 
should find there is no need to revise 
paragraph 1.21(a) rule 1.2 of Part I, 
Motor Carrier Safety Regulations, Re- 
vised, which now provided as follows: 

“1.2. Minimum Requirements.—No Mo- 
tor carrier shall drive, or require or per- 
mit any person to drive, any motor ve- 
hicle operated in interstate or foreign 
commerce, unless the person so driving 
possesses the following minimum qualifi- 
cations: 1.21 Mental and Physical Condi- 
tions: (a) No loss of foot, leg, hand, or 
arm.” 


The examiner said he had no doubt, 
from the record, that certain amputees, 
few in number, could safely drive pas- 
senger cars or light trucks in interstate 
commerce or otherwise. He said he was 
also convinced that operation of intercity 
buses and heavy or specialized and dif- 
ficult-to-handle equipment should not be 
entrusted to any of them. 

“Tt is also true,” he continued, “that 
tests can be devised which will show for 
each individual amputee just how com- 
petent he is on any certain piece of 
equipment he may be hired to drive. Such 
tests would necessarily, for the sake of 
uniformity and fairness, have to be set 
up and closely supervised by this Com- 
mission. The question at issue, however, 
is whether there is a need for revision of 
the rule. This must be a substantial 
need, affecting a substantial section of 
the public. Such need has not been 
shown.” 


Revision of the present rule, he said, 
was advocated by the American Federa- 
tion of the Physically Handicapped, Inc., 
American Foundation for the Physically 
Handicapped, Ihc., Veterans of Foreign 
Wars of the United States, Orthopedic 
Appliance & Limb Manufacturers As- 
sociation, Disabled American Veterans 
Association, the Office of Vocational 
Rehabilitation of the Federal Security 
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Agency, various artificial limb manu- 
facturers, and individual amputees. 

The Specialized Motor Carrier As- 
sociation and its carrier Members, and 
the National Association of Bus Oper- 
ators, he said, appeared at a hearing in 
opposition to any change in the present 
rule. 

Advocates of a revision, he said, agreed 
substantially with a statement made by 
the president of the American Federa- 
tion of the Physically Handicapped, as 
follows: 


“Our stand in the matter under con- 
sideration is that with proper safeguards 
to public safety by means of proper ex- 
amination of the individual, we contend 
that many amputees are _ perfectly 
capable, willing and able to drive cars 
or trucks in interstate commerce or 
otherwise without danger to the public 
or themselves. ... We are for careful 
selection of the drivers of trucks but it 
is our opinion that this matter should 
be determined on examination by quali- 
fied physicians and others in the public 
interest, and second, that no blanket re- 
striction on the part of Interstate Com- 
merce Commission directed to amputees 
or other types of qualified people should 
govern this.” 


The examiner said it was not con- 
tended that all amputees should be per- 
mitted to drive in interstate commerce, 
but only those who, after some kind of 
examination, would be found, on an in- 
dividual basis, to be qualified. He said 
the Office of Vocational Rehabilitation 
advanced a suggestion to add to the 
rule, after the words, “No loss of foot, 
leg, hand, or arm,” the words “likely to 
interfere with safe driving.” 


He said the chief of the section of 
safety of the Commission’s Bureau of 
Motor Carriers stated that he had no 
statistics on amputee driver accidents. 
The examiner added that was because 
of the present rule prohibiting interstate 
driving for hire by amputees. It was 
this official’s opinion, he said, that if 
the rule were revised it would necessi- 
tate the setting up of examination 
standards by the Commission, to be uni- 
formly applied under Commission super- 
vision. The examiner observed the Com- 
mission now had no facilities for such 
supervision. 











































Split Petroleum Rights 


In a proposed report in MC-F-3841, H. 
E. Beard and J. T. Laney—Control; 
Beard-Laney, Inc.—Purchase (Portion) 
—J. C. Hagler, Jr., and T. M. Hagler, 
Examiner Joseph M. Zurlo has suggested 
that the Commission deny an applica- 
tion of Beard-Laney, Inc., of Camden, 
S. C., to purchase certain operating 
rights of J. C. Hagler, Jr., and T. W. 
Hagler, partners, doing business as Hag- 
ler Truck Co., of Augusta, Ga., and H. 
E. Beard and J. T. Laney, of Camden, 
S. C., to acquire control of the operating 
rights through the purchase. 


The examiner said it was the inten- 
tion of the Hagler Truck Co., not to con- 
summate the transaction unless permit- 
ted to retain its operating authority # 
transport petroleum products, in coD- 
tainers, from and to the identical points 
which Beard-Laney, Inc., would servé 
under the acquired rights in transport- 
ing petroleum products in bulk. The 
proposal here, said the examiner, “rut 
counter” to the conclusions reached bY 
the Commission, in division 4, in MC-F- 
2738, Petroleum Tank Lines, Inc.-Pur- 
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chase-Rensselaer D. Filkins, 40 M.C.C. 
822, decided July 30, 1945, and should not 
be authorized. In that proceeding, di- 
vision 4, ruled against segregation of the 
petroleum services and authorized pur- 
chase by Tank Lines of all rights of Filk- 
ins to transport petroleum products. 


Lower Motor Meat Rates, 
Denver-Chicago, Found Not 


Reasonable by Examiner 


Examiner J. J. Williams, by a recom- 
mended report in I. and S. M.-2879, Meats 
and Packing-House Products—Denver to 
Chicago, has recommended that the 
Commission find not shown just and 
reasonable, schedules filed by members 
of the Rocky Mountain Motor Tariff 
Bureau, Inc., Denver, Colo., proposing to 
establish a reduced commodity rate of 
$1 a 100 pounds, minimum 18,000 pounds, 
on fresh meats, from Denver and certain 
points grouped with it, to Chicago and 
certain points grouped with that point. 

His recommended finding, however, 
said the examiner, was without preju- 
dice to establishment of a rate not less 
than $1.14, minimum 20,000 pounds, on 
fresh meats, in straight or mixed truck- 
loads, from Denver and points grouped 
therewith to Chicago and points grouped 
therewith. 

He recommended a Commission order 
requiring cancelation of the suspended 
schedules and discontinuing the proceed- 
ing. 

The schedules, he said, were filed to 
have become effective May 22, and, on 
protests of Zurcher Truck Line, Inc., H. 
D. Filson, doing business as Denver Fast 
Freight, the Great American Dispatch, 
and the Buckingham Transportation Co., 
operation of the schedules was suspend- 
ed until December 22. 

He said the record showed that prac- 
tically all of the considered traffic trans- 
ported by contract carriers moved under 
minimum rates of not less than $1.14, 
minimum 18,000 pounds. 

“Respondents cannot successfully com- 
pete with these carriers under their 
present rates, but no reason has been 
advanced for approving a rate lower 
than that which now moves the traffic,” 
he continued. “Nor is there any reason 
for the establishment of a minimum less 
than 20,000 pounds. The record shows 
that in the past this traffic moved by 
common carriers at a minimum of 20,- 
000 pounds, and that the average loading 
of the traffic transported by Zurcher 
ls about 27,000 pounds. A rate of $1.14 
based on a minimum of 20,000 pounds 
would yield earnings of about 21 cents 
per truck mile.” 

Prior to September 25, he said, the 
respondents maintained a rate on fresh 
meats from Denver to Chicago of $1.25, 
minimum 20,000 pounds, and on that 
date the minimum was reduced to 18,000 
pounds. 


He said the respondents stated that 
the proposed rate was published to meet 
a competitive rate of $1, minimum 18,000 
Pounds, maintained on this traffic by 
J. P. Montgomery, Inc., of Denver, a 
motor contract carrier, but that there 
was no showing that Montgomery moved 
any traffic under the rate. 


“The evidence indicates that traffic 
transported by this carrier in the past 
moved at higher rates which are com- 
petitive with those of another contract 
Carrier,” said the examiner. “Subsequent 






to the hearing and effective October 6, 
1948, Montgomery increased its minimum 
rates on fresh meats from $1.00 to $1.14 
minimum 18,000 pounds.” 

Based on approximately the short-line 
mileage of 1,044 between Denver and 
Chicago, he said, the present and pro- 
posed rates would yield average truck- 
mile revenues of 23.9 cents and 17.2 
cents, respectively. 

“Karnings of 17.2 cents per truck mile 
are not compensatory,” said the ex- 
aminer. “The only justification for the 
proposed rate lies in the fact that it will 
yield revenue in excess of the ‘out-of- 
pocket’ cost incurred in carrying added 
traffic, which will move only at the 
lower rate. The situation here is some- 
what similar to that considered in Re- 
frigerator Material, Memphis, Tenn., to 
Dayton, O., 4 M.C.C. 187, wherein the 
Commission mindful of the dangers in- 
herent in permitting carriers to estab- 
lish less-than-compensatory rates to 
meet competition, authorized certain 
motor carriers to establish rates to meet 
rail competition which would be less 
than compensatory but in excess of the 
‘out-of-pocket’ expense incurred for 
handling the traffic.” 


Milwaukee Rail-Truck 


Service Recommended 


Granting of a Commission certificate 
to the Milwaukee railroad to operate as 
a motor carrier of general commodities 
between certain Illinois and Wisconsin 
points over regular routes, has been 
recommended by Examiner Alfred B. 
Hurley, who says that considering the 
railroad’s existing facilities and equip- 
ment, he believes it could perform a 
more economical service than that now 
being conducted by two motor carriers 
authorized to perform rail-and-truck 
service with the railroad under a war- 
time order. 

By a recommended report in MC-19778, 

Sub. 23, Chicago, Milwaukee, St. Paul 
& Pacific Railroad Co. Extension— 
Milwaukee Division, the examiner pro- 
the aforementioned authority for 
the /railroad, subject to conditions. 
e conditions were: (1) That the 
sefvice by motor vehicle be limited to 
sférvice auxiliary to, or supplemental of, 
e Milwaukee’s rail service; (2) that 
he railroad not serve any point not a 
station on its rail lines; (3) that no ship- 
ments be transported by it as a motor 
carrier between Chicago and Racine, 
Wis., Chicago and Milwaukee, Chicago 
and Janesville, Wis., Chicago and Beloit, 
Wis., and Milwaukee and Janesville; (4) 
that no shipments be transported by the 
railroad through, or to, or from more 
than one of the following points: Chi- 
cago and Milwaukee; and (5) other con- 
ditions that the Commission might find 
it necessary to impose. 

The examiner said that in conformity 
with general order No. 1 of the Office of 
Defense Transportation, the Milwaukee, 
in 1942, established rail-and-truck serv- 
ice between Milwaukee, Racine, Beloit, 
and Janesville with the Motor Trans- 
port Co., and between Chicago and 
Lake, Wis., with the F. Landon Cartage. 

“Considering the existing facilities and 
equipment of applicant,” he said, “the 
examiner believes that applicant could 
perform a more economical service than 
that now being performed by Landon 
or Motor Transport. This factor, alone, 
however, is not controlling. No one prot- 
estant motor carrier can serve all of the 
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points involved. In order for applicant 
to provide the service proposed herein 
it would have to enter into contract with 
several individual carriers. During the 
war it was expedient to enter into con- 
tracts with other carriers. This, how- 
ever, is not desirable now. What ap- 
plicant needs is a motor carrier service 
on shipments.that are in its custody and 
control. As stated in the New York 
Central Railroad application in MC- 
67916, Sub. 3 [dated March 15, 1948]... 
the use of the services of a large number 
of independent motor carriers, each with 
its individual interest in its own traffic, 
would militate against the satisfactory 
performance of a single integrated 
service supplementary to applicant’s rail 
service. The diversion of box cars from 
local l.c.l. service will be of benefit to 
the public in carload service.” 





St. Johnsbury Motor Sale 


By a proposed report after reopening 
in MC-F-3568, Harry D. Zabarsky, et al. 
—Control; St. Johnsbury Trucking Co., 
Inc.—Purchase (Portion)—Norman H. 
Aliber, Examiner Vernon V. Baker, on 
reconsideration, has recommended that 
the Commission should approve the pur- 
chase by St. Johnsbury Trucking Co., 
Inc., St. Johnsbury, Vt., of portions of 
the operating rights of Norman H. 
“parity” for agricultural commodities, 
said it was a price at present 247 per 
Aliber, doing business as Norman’s 
Motor Transportation Co., Keene, N.H., 
and acquisition of control of the 
operating rights by Harry D. Zabarsky, 
Milton J. Zabarsky, Maurice Zabarsky, 
and Mollie F. Zabarsky, through the 
purchase, on modified terms and con- 
ditions to eliminate duplication of ser- 
vices. 


Gordy Motor Purchase Case 


Denial of an application of John F. 
La Mere and M. J. Conroy, partners, 
doing business as Gordy Freight Lines, 
of Chicago, Ill., for authority to pur- 
chase certain operating rights of Ziffrin 
Truck Lines, Inc., of Indianapolis, Ind., 
has been recommended by Examiner 
Irving J. Raley, of the Commission, in 
a report in MC F-3846, John F. La Mere 
and M. J. Conroy—Purchase (Portion)— 
Ziffrin Truck Lines, Inc. The purchase 
involved rights between Chicago and 
Milwaukee. Considering the territory 
affected and the existing available serv- 
ice, said the examiner, the record did not 
show the need for the proposed service. 





Protective Covers 


No. 30036, S. Schapiro & Sons, Inc., et 
al. v. Union Pacific, et al. By Examiner 
S. R. Diamondson. Recommended that 
Commission find inapplicable, commodity 
rate of $3.06 a 100 pounds, minimum 
weight 30,000 pounds, charged on 19 car- 
loads of protective covers shipped from 
Ordnance, Ore., to Baltimore, Md., and 
reconsigned to Jersey City, N.J., between 
October 3 and 15, 1946. Further recom- 
mended Commission find applicable rate 
was Class A rate of $3.13, minimum 
weight 30,000 pounds, from Ordnance to 
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Jersey City, and that shipments were 
undercharged. The examiner said the 
Commission should further find the ap- 
plicable rate was unreasonable to the 
extent it exceeded a rate of $1.52, mini- 
mum weight 40,000 pounds. An award 
of reparation was recommended. 


Lumber 


No. 29997, W. H. Mason Lumber Co. v. 
Baltimore & Ohio et al. By Examiner 
L. E. Bartoo.. Recommended that Com- 
mission find not shown to have been or 
to be unreasonable or unduly prejudicial 
and preferential, assailed rate charged 
on numerous carloads of hardwood 


lumber moving from Elkins, W.Va., over 
the B. & O. and the Pennsylvania to 
Brooklyn, N.Y., in two-year period prior 
to June 9, 1948; that complainant’s ship- 
ments were not misrouted; and that com- 
plaint should be dismissed. The ex- 
aminer said the complainants con- 
tended a combination 32.5-cent rate 
charged was unreasonable to the extent 
it exceeded 26 cents a 100 pounds. He 
said the 26-cent rate applied over routes 
specified in the class-rate tariff and 
those routes were open to the complain- 
ants as well as to other shippers. The 
route selected by the complainants, he 
said, was not applicable under the class 
rates, and the “higher combination of 
rates was charged on the shipments. 
Other shippers using the same route 
doubtless would have been charged the 
same combination of rates, he said. 


Rail Witnesses in Ex Parte 168 Complete 


Testimony to Justify 


Emergency Increase 


Shipper Cross-Examination Directed to Developing Factors That Led 
Traffic Officers To Ask for an 8 Per Cent Interim Increase in 


Freight Rates. 


The hearing before division 2 of the 
Commission in Ex Parte 168, Increased 
Freight Rates, 1948, which began Novem- 
ber 30 was divided into the main hearing 
and a “side hearing” at the request of 
shippers. 

After the railroads indicated that sev- 
eral officials, who had previously put into 
the record verified statements, would be 
called to the stand to supplement those 
statements, it was announced that the 
hearing would be held through Satur- 
day, December 4. 

The proceeding involved a petition 
originally filed on October 1 in which 
the railroads asked for an 8 per cent in- 
crease in freight rates and charges, with 
some hold-downs. On October 12, a sup- 
plemental petition was filed in which 
the railroads, in view of a 10-cents-an- 
hour increase granted certain employes, 
and believed to represent a pattern that 
would apply to all employes, asked for a 
13 per cent increase. At the same time 
the railroads filed a motion in which 
they asked an immediate grant of an 8 
per cent interim increase. 


The interim increase was made the 
first order of business of the hearing be- 
fore augmented division 2, consisting of 
Commissioners Aitchison, Mahaffie, 
Splawn and Allidredge. Commissioner 
Aitchison announced that the division, 
with cooperating state commissioners, 
would hear the evidence, but that the 
decision on the interim increase would 
be made by the entire Commission which, 
he said, would hear argument on the 
motion as soon as possible after the 
completion of evidence (see Traffic 
World, Dec. 4). 

Sitting in cooperation with the Com- 
mission were: N. J. Holmberg, of the 
Minnesota Railroad and Warehouse Com- 
mission; Kenneth C. Potter, of the Rail- 
road Commission of California; Nat B. 
Knight, of the Louisiana Public Service 
Commission; and T. A. Flaherty, of the 
Massachusetts Department of Utilities. 

At the opening of the hearing it was 
announced that the Commission felt the 
issues presented by the amended petition 


Entire Commission Hears Argument on Interim Increase. 


would require hearings elsewhere than 
in Washington. Such hearings, it was 
said, would be arranged, the time and 
place to be announced later. The hear- 
ings, to be held in each of the four major 
rate groups, will be with respect to the 
amended petition and the interventions. 


It was also announced that, while 
cross-examination at the Washington 
hearing would be confined to the emer- 
gency phase, that was with the under- 
standing that witnesses might be re- 
called later on the continuing aspects of 
the case. 


Less Improvements if Denied Increases 


At the commission’s hearing, Decem- 
ber 2, in Ex Parte 168, in Washington, 
W. W. Hale, vice-president, system 
freight traffic, Southern Pacific Lines, 
completed his prepared statement and 
was cross-examined on various matters 
by shipper counsel. 


He reviewed the steps leading to the 
grant of a 10-cent-an-hour increase to 
the conductors and trainmen and said 
it was recognized this wage increase 
would set the pattern for all other classes 
of railroad employes with an increase 
in operating expenses and payroll taxes 
of $371,000,000 a year. This, he said, led 
to the conclusion of the railroads at a 
meeting in Chicago to amend the origi- 
nal petition to ask for the interim 8 
per cent increase and a continuing in- 
crease of 13 per cent. He said it was 
the problem of the chief traffic officers 
to arrive at the most practical way of 
obtaining required additional income 
with minimum disturbance to shippers 
and receivers of freight, and the public 
in general. 

As rail carriers’ principal sources of 


income was freight traffic, he said, “we 
must look primarily to that traffic to 


’ produce the money” to meet increased 


costs. In establishing hold-downs on 
lumber, fresh fruits and vegetables, and 
on sugar, he said, the railroads had 
principally in mind the long transcon- 
tinental hauls of those products from 
Pacific Coast origins to midwest and 
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eastern destinations where a substantial 
part of the Pacific Coast products he 
named must find a market, as compared 
with movement of some products from 
other well-defined sources of supply 
much closer to large consuming centers 
of the midwest and east. 

“While various and sundry manufac- 
tured products also move long distances 
throughout the United States,” he con- 
tinued, “it is the considered judgment 
of chief traffic officers that they will 
continue to move freely under existing 
economic conditions at the proposed 
general percentage increase. If any se- 
rious impediments to free movement are 
shown to result from the percentage in- 
crease these situations will be individu- 
ally considered subsequently by the car- 
riers. On grain and grain products we 
realize a percentage increase in such 
rates will disturb many relationships as 
prescribed by the Commission. It is 
petitioners’ intention to restore such re- 
lationships as soon as practicable after 
the Commission’s decision herein, pro- 
viding, of course, that the proposed in- 
crease is granted.” 

Later he said the results the railroads 
obtained from increases authorized in 
Ex Parte 148, 162 and 166, “all of which 
produced substantial additional freight 
revenue,” gave support to the traffic of- 
ficers’ judgment that “we can properly 
anticipate the result, if increases pro- 
posed in this proceeding are authorized, 
will be a substantial increase in gross 
freight revenue, notwithstanding pos- 
sible diversions which may occur.” 

Commissioner Aitchison asked whether, 
if the Commission permitted the in- 
creases, “you would put them into effect 
north and south along the Pacific 
Coast.” Mr. Hale said his railroad would. 


Judgment of Traffic Officers 


F. G. Hamley, general solicitor for the 
National Association of Railroad and 
Public Utilities Commissioners, endeav- 
ored to develop the circumstances that 
had led to the amendment of the rail- 
road petition, and Commissioner Aitchi- 
son said the question at issue was not 
whether the traffic officers used the best 
judgment on the facts before them. Mr. 
Hamley said he was trying to find out 
why an interim increase of more than 
$600 million was asked whereas “the ac- 
tual change in the cost situation so far 
as wages were concerned was $371 mil- 
lion.” Commissioner Aitchison replied: 
“We are not trying the traffic officers to 
see if we give them excellent or good on 
their efficiency rating, but we are trying 
to find out what the facts are that would 
motivate our action.” 

Howard Freas, for the Public Utilities 

Commission of California, developed the 
fact that rates on fruits and vegetables 
published as a result of the Ex Parte 166 
proceeding had been reduced, and Mr. 
Hale told him they were first published 
as permitted by the Commission and 
later reduced. He said he could not re- 
call any other similar adjustments. 
‘In connection with multiple carload 
rates on petroleum now under suspension, 
Commissioner Aitchison made the point 
that they could not be increased. Asked 
by counsel if that applied to other rates 
under suspension, the commissioner said 
it was the past practice of the Commis- 
sion to permit increases on the _ basic 
rates even though an adjustment was 
under suspension. 

When Lyle L. Iversen, assistant attor- 
ney general of the state of Washington, 
asked questions to establish the circul- 
stances that led the chief traffic officers 
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to decide to ask for an 8 per cent in- 
crease, Commissioner Aitchison repeated 
his former statement that the question 
was what conclusion the Commission 
should arrive at, and referred to the pro- 
posal as a “judgment figure.” 


Effect on Improvement Plans 


Asked by Mr. Iversen if any improve- 
ments on his railroad would await the 
outcome of the interim motion, Mr. Hale 
said the railroad had a large program on 
which it had made certain commitments. 
He added if it was going to develop “we 
are going to have less money than we 
thought we were going to have, we are 
going to have to change our program.” 
He also indicated that the down pay- 
ment on equipment would be made out 
of cash in the railroad treasury. He 
said any one knowing the president of 
the road as he did would know the for- 
mer would be very careful about buying 
several million dollars worth of equip- 
ment unless he knew where the money 
was coming from. 

John S. Burchmore, for the National 
Industrial Traffic League, asked if ship- 
pers were to understand “you are pledg- 
ing to increase every rate you have, even 
if it is your conviction it will dry up the 
traffic.” Mr. Hale said that “we have 
in mind” putting into effect every in- 
crease allowed by this Commission,” and 
in answer to another question said the 
railroad would go to the state commis- 
sions and ask them to adopt the same 
increases. Mr. Burchmore asked if the 


railroad would go before the state com- 
missions and take the position the ship- 
pers could not resist the increases there 
on the ground that rail revenues would 
be decreased, and added the question: 
“Are you pledging to increase every state 


rate?” Mr. Hale replied he thought “we 
will advance state rates to the extent 
the states allow us to do so. It is my 
intention to publish exactly what we are 
asking for.” 

He continued by saying it might be 
that individual cases would have to be 
handled on their merits where it was 
found there was a serious diversion or 
“upset to business generally.” 

Mr. Burchmore asked whether the 
traffic managers who, he said, were not 
“top management,” had before them at 
their meetings any instructions “from 
your higher bosses—how much money 
the roads were going to need.” Mr. Hale 
said he did not, adding that “they left 
it to our judgment.” Asked if Dr. 
Parmelee had given the traffic officers 
the benefit of some estimates of what 
the deficiencies might be, Mr. Hale said, 
as he recalled it, “we did have some idea 
of what the increased costs were going 
to be and we did the best we could to 
produce the revenue to cover them.” 


Franklin Takes Stand 


Walter S. Franklin, executive vice- 
president, Pennsylvania Railroad, was 
called to the stand. He had previously 
filed a verified statement, and the presid- 
ing commissioner ruled that it should 
be copied into the record as a prepared 
Statement. Mr. Franklin said he ap- 
peared to bring part of the data in his 
statement and exhibit up to date. 

He said, among other things, that the 
Pennsylvania’s rate of return on its de- 
Preciated investment in 1947 was only 
145 per cent, with the return in 1948 
estimated at 2.96 per cent, and said those 
Were years of that railroad’s largest 
peacetime business. On the basis of 
present rates and charges, and with the 
wage increases now in effect and con- 
templated, he said, the road’s rate of 


return on its depreciated investment in 
1949 would be 2.04 per cent, or 4.67 per 
cent if the increases requested were 
granted. He said railroad expenses would 
have increased beyond the results shown 
in his statement were it not for drastic 
economies and increasing efficiency in 
operation, which he said were reflected 
in the Pennsylvania’s operation ratio. He 
said it had been improving continuously 
in 1948, October standing at 77.3 per cent, 
as compared with 77.8 per cent in Sep- 
tember, 78.3 per cent in August, and 
80.7 per cent in July. 

Mr. McCollester, before Mr. Franklin 
began his testimony, objected to receiving 
in the record evidence concerning in- 
creases in rail costs beyond the date when 
the record in Ex Parte 166 was closed. 
Commission Aitchison said his objection 
would be noted, adding the principle of 
res judicata had never bothered the Com- 
mission very much. He said that “we 
are a quasi-legislative body and the con- 
stitution guarantees the right of peti- 
tion.” 

On the basis of what officials of the 
Pennsylvania observed in June and July, 
said Mr. Franklin, there had been a cut- 
back in that road’s maintenance of way 
and of equipment program, with a reduc- 
tion of 1,981 employees in maintenance 
of way work and of 1,506 in maintenance 
of equipment work in October. 


Frisco President Testifies 

Clark Hungerford, president, St. Louis- 
San Francisco Railway Co., who had sub- 
mitted a verified statement, took the 
stand, as had Mr. Franklin, and offered 
certain additions to his verified state- 
ment. 

“My general knowledge of railroading 
and exverience have convinced me that 
further rate increases are absolutely nec- 
essary to enable the roads in the South- 
western Region to render adequate and 
efficient railway transportation service to 
the vublic,” Mr. Hungerford said in the 
earlier passages of his statement. 


As bearing varticularly on the need for 
an immediate emergency increase, Mr. 
Hungerford said he would deal with in- 
creased expenses on the Fricso since No- 
vember 1, 1947, which he said was the 
date the Commission seemed to have 
used in estimating future earnings under 
the rates authorized in Ex Parte 166. 


Increased Prices Cited 


He said fuel oil had increased from 
$1.99 to $2.20 a barrel, or 10.6 per cent; 


, diesel oil, from 8.35 cents a gallon to 10 


cents a gallon, or 19.8 per cent; coal from 
$4.13 to $4.21 a ton, an increase of 2.2 per 
cent. Ties, he said, had increased about 14 
per cent and the price of rail from $2.75 
to $3.20 a hundred, or from $55 a net ton 
to $64, an increase of 16.4 per cent; tie 
plates, from $3.05 to $4.05 a hundred 
pounds, or 32.8 per cent. Increases in 
the prices of other track materials, such 
as frogs, track bolts, track spikes, etc., 
had varied from 8 per cent to 17.2 per 
cent, Mr. Hungerford said. 

The increases in unit prices would add 
substantially to the cost of fuel used, he 
said, “and a million and a half to the 
cost of other material and supplies.” He 
added new equipment also cost much 
more than formerly, and that additional 
costs of fuel would be about $840,000, 
with some offset because of the substitu- 
tion of diesel for steam power. 


As to wages, Mr. Hungerford said, as- 
suming the 10-cent-an-hour increase set 
a pattern for all operating and non- 
operating employes, the total increase on 
the Frisco, including payroll taxes, would 
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amount to about $4,800,000 a year, based 
on September, 1948, employment, while 
the estimated increase in expenses, in- 
cluding the wage increase, when placed 
on an annual basis would approximate 
six and one-half million dollars. 

He estimated Frisco net railway op- 
erating income for 1948 would be about 
$12,100,000, not allowing for wage in- 
crease in November and December, or 
$11,600,000 making full allowance for a 
wage increase of 10 cents an hour after 
October 15. 

Allowing for no further increases in 
fuel, materials, and supply prices over 
those of October, 1948, for no wage in- 
crease above the level of 10 cents an 
hour, and for a decline of 12 per cent 
in freight ton miles and 9 per cent in 
passenger miles under 1947, Mr. Hunger- 
ford said it was estimated the net rail- 
way operating income of the Frisco in 
1949 would amount to $9,500,000. Ap- 
proximate annual fixed interest charges 
would be $3,500,000, and annual con- 
tingent interest charges, $2,000,000, he 
said, leaving estimated net income for 
1949 of $4,000,000. An increase of $4,800,- 
000 in operating expenses due to the 
10-cent-an-hour increase, after credit for 
income taxes, would reduce net railway 
operating income to about $6,600,000 and 
net income to about $1,100,000, he said. 

After reviewing the capitalization of ° 
the reorganized Frisco, which he said 
was not excessive ($265,000,000 including 
equipment trust obligations, $25,000,000), 
Mr. Hungerford said $124,000,000 of the 
capitalization was preferred and com- 
mon stock “about half and half.” He 
added that $1,100,000 net income was 
only nine-tenths of one per cent on the 
combined stock. On such an earning 
basis Mr. Hungerford said funds could 
be borrower only “at ruinously high 
interest rates.” 


“Of course,” he continued, “I do not 
claim that we would go bankrupt if 
we do not pay dividends on either class 
of stock, or even if we earn nothing 
above our charges. In fact, the Frisco 
cannot be thrown into bankruptcy so 
long as it can earn enough to pay its 
operating expenses plus the fixed interest 
on the first mortgage bonds, about $3,- 
000,000. annually.” 


But to stay out of bankruptcy was not 
enough, he asserted. He observed that 
the national transportation policy de- 
clared that as nearly as might be each 
of the different types of carriers should 
be allowed to earn enough to insure ade- 
quate service to the public under eco- 
nomical and efficient management, ad- 
ding: “I wish to emphasize that we 
cannot give adequate service if we are 
to earn only a few dollars above charges.” 

He briefly reviewed the motor car- 
rier competition faced by southwestern 
railroads, indicating a cumulative in- 
crease through the first half of 1948 
since 1945 of about 36 per cent in the 
tons of freight carried by common motor 
carriers. 


He said he would endeavor to demon- 
strate that since the war the south- 
western carriers generally, and the 
Frisco in particular, had been trying to 
increase efficiency, reduce operating 
costs, and provide safer operations, and 
that “we are planning large additional 
expenditures for these purposes if our 
earnings are sufficient to enable them 
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to be made.” But, he continued, the 
program could not be carried out “if our 
earnings are only a few dollars above 
charges.” 


Need for Immediate Increase 


“Even to exist for several months on 
such a basis,” he continued, “with 
merely a hope that the situation will be 
corrected later will seriously interfere 
with the needed improvements, post- 
poning some and perhaps cancelling 
others altogether, all of which em- 
phasizes the urgent need for an interim 
increase without waiting for final ad- 
judication as to what permanent in- 
crease will be found proper.” 

He then reviewed the various improve- 
ment projects of his railroad, including 
dieselization, as to which he said the 
road was currently conducting a study 
to determine the effect of diesel power on 
the relationship between train miles and 
gross ton miles, which he said was prob- 
ably the most significant of all effi- 
ciency factors. Under steam operation, 
he said, the trend of freight train miles 
varied in almost direct ratio to the gross 
ton-miles. During the three months 
beginning with June, 1948, in which the 
Frisco operated diesel power extensively, 
Mr. Hungerford said, “our total freight 
train miles have decreased 16 per cent, 
whereas gross ton miles have decreased 
only 2.7 per cent.” He added that “even 
with this improved showing, we cannot 
overcome the tremendous burden of in- 
creased wages and material prices.” 


Public Valuation of Securities 


Mr. Hungerford then said that, al- 
though the amount of securities of the 
Frisco had been drastically reduced by 
reorganization in 1947, its first mortgage 
bonds were selling at 82 cents on the 
dollar, the income bonds at about 58 
cents on the dollar, and the preferred 
stock at about 41 cents on the dollar. 
He said the public had been placing 
those values on the securities at a time 
when the road was earning from five to 
six million dollars over fixed and con- 
tingent charges. 

The wage increases alone recently 
granted would almost wipe out this ex- 
cess, unless expenses could be reduced or 
revenue increased, or both, said Mr. 
Hungerford. No reduction in expenses 
that might reasonably be expected could 
possibly offset the effect of the increased 
prices of materials and supplies and in- 
creased wages, he continued, adding that, 
therefore, improvement “in the net” 
must come from additional revenue. He 
continued: 


“Aside from war or some other extreme 
emergency, there is no basis for expect- 
ing material increases in traffic, either 
freight or passenger—in fact, both classes 
are likely to decline due to probable 
general decline in the present inflated 
economy and increase of competition. It 
seems to me to follow that we are 
therefore justified in asking the Com- 
mission for an immediate interim in- 
crease, because if this is not forthcom- 
ing, we will not be able to carry out ad- 
ditional projects for improvements and 
may even incur deficits after charges.” 


Interim Increase Urged 


He urged the Commission not to refuse 
an interim increase sufficient to meet im- 
mediate needs resulting from the wage 
increases and increases in costs of ma- 


terials and supplies since the date used 
by the Commission to determine the in- 
creases permitted in Ex Parte 166. He 
said he realized the public was entitled 
to full hearing on the “permanent” in- 
crease of 13 per cent and that such 
hearings and proper consideration by 
the Commission would take a great 
deal of time. 

“The point I wish to make is that 
we simply cannot get along on a hand- 
to-mouth basis without any rate in- 
crease during the considerable time that 
undoubtedly will be required for the 
Commission to reach its conclusions on 
our permanent proposal,” he added. 

He concluded by saying the proposed 
interim increase was only intended as a 
stop-gap, partial remedy for “a bad 
situation which I have endeavored to 
portray in my testimony.” It was barely 
enough to cover additional out-of-pocket 
expenses due to increased prices and 
wage rates already experienced, he said, 
and would contribute nothing to the bet- 
ter return from operations or better re- 
turn on value that he said he thought 
was needed to “put us on a sound basis 
to attract capital for improvements de- 
signed to. give adequate service, reduce 
costs, and provide greater safety.” 


Hungerford Cross-Examined 


In answer to questions by the presiding 
commissioner, Mr. Hungerford said he 
did not think wages would fall, but that 
they would probably go up “a little” in 
some industries. He also said he thought 
the October, 1948, level of prices of ma- 
terials would be maintained in 1949. 

Mr. La Roe asked if Mr. Hungerford 
could distinguish for him between the 
needs of the railroads for capital ex- 
penditures and for expenses, and wanted 
to know the percentage of 1948 revenue 
required to meet increased wages and 
costs of materials. Mr. Hungerford said 
about 6 per cent, but he said that would 
be “a little close,” although “you might 
get by on that. There would be nothing 
left to improve your property.” Mr. 
Hungerford agreed the physical plant of 
his railroad had never been stronger than 
at present. 

In answer to a question by J. F. 
Finerty, representing the Glass Con- 
tainer Manufacturers Institute and the 
American Zinc Institute as to whether 
or- not carriers were entitled to an auto- 
matic increase in freight rates every 
time there was an increase in wages, Mr. 
Hungerford replied: “In this instance, 
yes.” Then, continued Mr. Finerty, there 
was no need for hearing. 

“You didn’t expect any hearing, did 
you?” he asked. 


Mr. Hungerford remarked the Com- 
mission had jurisdiction, and Commis- 
sioner Aitchison wanted to know what 
difference it made what Mr. Hungerford 
expected. Mr. Finerty said he thought 
shippers had a right to develop what the 
justification was for the request, and 
the Commissioner said: “Ask him the 
facts.” Mr. Finerty put the question in 
that form, and Mr. Hungerford referred 
to the increase in wages and the con- 
tinuing increase in materials and 
supplies costs. When Mr. Finerty re- 
peated his question as to whether or not 
the roads were entitled to an automatic 
increase in the face of wage increases, 
Commissioner Aitchison interjected that 
that was within the Commission’s judg- 
ment, adding: “Let’s not go into any 
more of these metaphysical matters.” 

Mr. Norman asked about Mr. Hunger- 
ford’s information as to what he said 
were declining prices for lumber, and 
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the latter replied he was not informed 
on the subject, but that there had been 
and still was an upward trend in the 
prices of materials needed for railroad 
operation. 


Moore on Labor Rules 


A. G. T. Moore, for the Southern Pine 
Association, asked Mr. Hungerford, as 
he had asked other rail witnesses, what 
progress his railroad had made in get- 
ting rid of so-called “feather-bedding.” 
Mr. Hungerford said, as had the others, 
that some progress had been made, and 
that the rules were always under nego- 
tiation. He agreed, as had other rail 
executives, that the rules were not satis- 
factory. 

In each case, Mr. Moore asked if the 
railroad executive would welcome help 
from any source in eliminating what he 
called “wasteful and expensive practices” 
under the rules, and each rail executive 
replied he would welcome such help from 
any source. 

Later, when C. McD. Davis, president, 
Atlantic Coast Line, was on the stand, he 
added, in saying he would welcome help 
from any source, that he did not think 
the Commission was the tribunal to help 
the railrvads in that matter. Commis- 
sioner Aitchison asked what was meant 
by “help” and Mr. Davis, said he sup- 
posed relief from work paid for but not 
done was what was meant. Mr. Movre 
asked if a finding of fact by the Com- 
mission as a quasi-judicial body, that 
such costs were burdensome to traffic and 
were borne by the shippers, would not 
be helpful “insofar as the Commission’s 
obligation to make a report to Congress 
was concerned.” Mr. Davis replied “we 
would like help in the shape of relief 
from payments for work not performed 
from any source, and a finding of fact 
would probably help.” 


The commissioner asked how it would 
help and Mr. Davis replied it would be 
a “moral help” in dealings with the 
brotherhoods, whereupon the commis- 
sioner asked if Mr. Davis considered the 
Commission the body to pass on “morals.” 


Mr. Moore then asked Mr. Davis if he 
thought it was the duty of the Commis- 
sion to ascertain where there were 
burdensome costs for service not per- 
formed, and Mr. Davis replied that was 
argument. Mr. Moore replied: “Well, I 
didn’t start it.” 


Application of Increase 


W. M. Dyer, representing the Wichita 
(Kan.) Chamber of Commerce, asked 
whether, in the event it was shown on 
the record that the southwestern rail- 
roads did not take the full Ex Parte 166 
increases in part of that territory on 
traffic generally, it would be Mr. Hunger- 
ford’s judgment that the southwestern 
lines should avail themselves of the au- 
thorized increases in order to tide them 
over “this emergency.” 


Mr. Hungerford replied he thought the 
question could better be answered by 4a 
traffic witness. to follows Mr. Dyer said 
he wanted Mr. Hungerford’s opinion, and 
the latter replied he could express no 
opinion, not having the facts. When 
Mr. Dyer pressed Mr. Hungerford for a 
reply, Commissioner Aitchison said the 
Commission had told parties in Ex Parte 
166 they might call particular situations 
to its attention. Mr. Dyer said his ques- 
tion went to the matter being considered 
in the instant proceeding, and to the 
question of diversions, and the commis- 
sioner ruled the questions as “too 
nebulous.” 


C. McD. Davis, president, Atlantic 








NORLD 


rmed 

been 
n the 
ilroad 


| Pine 
‘d, as 
what 
1 get- 
ding.” 
thers, 
>», and 
nego- 
r rail 
satis- 


if the 

help 
at he 
tices” 
cutive 
. from 


ident, 
1d, he 
» help 
think 
> help 
nmis- 
meant 

sup- 
It not 
Moore 
Com- 

that 
ic and 
d not 
ssion’s 
ngress 
d “we 
relief 
ormed 
f fact 


would 
ild be 
n the 
mmis- 
-d the 
orals.” 
if he 
nmis- 
were 
| per- 
t was 
Vell, I 


ichita 
asked 
mn on 
rail- 
te 166 
ry on 
inger- 
astern 
e au- 
them 


at the 
by a 
r said 
1, and 
ss no 
When 
for a 
d the 
Parte 
ations 
ques- 
idered 
o the 
nmis- 

“t00 


Jantic 


December 11, 1948 


Coast Line, offered as his testimony a 
revised statement, earlier filed as a veri- 
fied statement. Before submitting to 
cross-examination, Mr. Davis began to 
read a newspaper story concerning a re- 
cent petition of northeastern motor car- 
riers for a 10 per cent interim increase 
while the Commission held hearings on 
a request for at least a 25 per cent con- 
tinuing increase. Commissioner Aitchi- 
son said reading the news item would 
not be helpful. He observed that motor 
carrier rates were not held down by any 
outstanding order, and that they were 
free to ask for an increase. 

In his statement Mr. Davis said antic- 
ipated net railway operating income for 
1948 (partly estimated) was inadequate 
“in connection with commitments for 
cash expenditures” the A.C.L. must “cer- 
tainly meet in the near future, and also 
from the standpoint of return on invest- 
ment.” The prospective further improve- 
ment, 1949 over 1948, he added, including 
the “full freight rate increases sought 
in this proceeding, will mean still no 
more than modest earnings available for 
capital requirements.” 

He asserted that an improvement in 
earnings expected for 1948 was pro- 
duced partly by the Ex Parte 166 freight 
rate increases, but more particularly from 
“rigid control” of operating expenses, 
including postponement of “certain nec- 
essary expenditures which should not 
have been deferred, and which cannot 
be deferred indefinitely.” 

On the assumption that the 10-cent- 
an-hour increase was to be the pattern 
for all railroad employes, Mr. Davis said 
it was estimated the total cost to A.C.L. 
would be $6,457,000 more a_ year, 


including additional payroll taxes. He 


said increased costs of coal and diesel 
fuel oil since Ex Parte 166 were estimated 
to add $1,870,000 more a year to 
operating expenses, as no coal mines were 
reached by A.CL. rails, and freight 
charges had to be paid other railroads 
on coal consumed by his railroad as fuel. 
He said the increased cost of materials 
and supplies was estimated to be $5,- 
870,000, the increased wages, fuel costs, 
and materials and supplies costs totaling 
an estimated $14,197,500 a year. 


Higher Freight Costs for A.C.L. 


One item of increased cost shown in 
Mr. Davis’ exhibit, to which he referred, 
was $40,000 representing added trans- 
portation charges to be paid by the A.C.L. 
to other railroads on its materials and 
supplies of all kinds. 


If the railroad were forced to continue 
to operate at today’s level of freight rates 
and charges, he said, 1949 net railway 
operating income would be $384,000. 

For 1947, Mr. Davis said, the rate of 
return on investment was “only one per 
cent,” and for 1948 net railway operating 
income would produce a return of 1.5 per 
cent, which he contrasted with the 5.02 
per cent return he said the Commission 
anticipated might be that of all southern 
Class I railroads as a result of the Ex 
Parte 166 increases. On the basis of 
Present freight rates, he said, 1949 net 
Tailway operating income would reflect 
a rate of return of one-tenth of one per 
cent, and net railway operating income 
Plus the increases sought would make a 
return of about 2.3 per cent. 


Mr. Davis said that there was a delay 
for months in action in the states when 
creases intrastate were asked, that 
Costly exceptions were made by the state 

tes, and that in one state the inter- 
State increases authorized in Ex Parte 
162 and Ex Parte 166, had been denied 


in their entirety for intrastate applica- 
tion, making it necessary to file 13th sec- 
tion application with the Commission. 


Passenger Situation on A.C.L. 


Observing that the A.C.L. was one of 
a few railroads deriving a large portion 
of their total railway operating revenues 
from passenger train operations and that 
the volume of passenger travel had 
greatly declined since the war, Mr. Davis 
said passenger service continued to as- 
sume important proportions of the rail- 
road’s operations and continued improve- 
ment of passenger train service was a 
necessity, demanded by the public. 

“The decline in passenger revenue 
without corresponding reduction in cost 
of providing passenger train service 
makes it all the more necessary that 
Coast Line derive adequate revenue from 
its freight and other operations,” he said, 
“since at this time no increases are being 
proposed in passenger fares, and ade- 
quate revenues to offset higher wages and 
prices of materials and suvplies must be 
obtained from freight operations.” 

Whether fuel, and materials and sup- 
plies were used for freight or passenger 
service, he said, they reflected the same 
increase in price. He observed that the 
increases in wages applied to employes 
in the passenger train service. 

Mr. Davis said the railroad had on or- 
der power and equipment to cost about 
$28,300,000 that, on delivery, would re- 
quire substantial cash payments and 
make imverative the maintenance of the 
road’s credit in order to finance the bal- 
ances due after the down payments were 
made. 

In a review of cavital requirements for 
the next four years, including install- 
ments on equipment obligations now ex- 
isting, down payment and installments 
on equipment on order, modernization 
and extension of signaling, rail relaying 
program, and a_ $50,724.000 maturity 
Julv 1, 1952, Mr. Davis said A.C.L. would 
bave to “find some $85 million to meet 
those commitments.” He said it did not 
exvect current earnings to vrovide the 
entire amount, but asserted they must be 
sufficient to enable necessary financing 
on a favorable basis and to justifv in- 
vestors in providing the funds which 
must be borrowed. 

“Coast Line.” he said at one. point, 
“prides itself in never having defaulted 
on an interest payment on bonds or other 
securities, nor in failing to meet ma- 
turity. and, therefore, that Coast Line’s 
obligations to its security holders have 
always been fully met.” 

He said the railroad had pursued a 
very conservative dividend policy and 
“one that can justify criticism from no 
source, such policy preserving a reason- 
able balance between earnings distributed 
to stockholders and earnings plowed back 
into the property or used for debt reduc- 
tion.” 

In concluding his statement, Mr. Davis 
said he hoped the Commission would 
now promptly recognize the need for 
the increased freight rates and revenues 
sought and “the impelling urgency of 
such need.” 

When Mr. Finerty suggested Mr. Davis’ 
exhibit showed there would be no deficit 
if no increase in rates was granted, Mr. 
Davis said the railroad would have to 
reduce its employes. He said wage in- 
creases alone had cost the road over 
one-half million dollars, adding that 
“that today is coming out of treasury 
funds because we have no rate increase 
to cover.” Asked if he felt a wage in- 
crease automatically entitled railroads to 
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a rate increase, Mr. Davis said, “Not 
necessarily,” adding it depended on the 
amount of the increase. 

In answer to questions by Parker Mc- 
Collester, representing the Associated 
Industries of the State of New York, and 
others, Mr. Davis said his earlier esti- 
mates for 1949 had been overly optimis- 
tic. 

Illinois Central Views 

J. L. Sheppard was another of the rail 
witnesses who took the stand after hav- 
ing filed a verified statement, in order 
to supplement the statement with tes- 
timony. Mr. Sheppard is assistant vice- 
president—traffic of the Illinois Central. 

At the outset he said he participated in 
the meeting of the chief traffic officers 
who recommended the proposed increases, 
and said their recommendations were 
unanimous. 

He said his 1949 estimates were based 
on present average revenue a ton, which 
he said included the Ex Parte 166 in- 
creases interstate and intrastate where 
all or any part of the increases had been 
allowed by the states. At the time the 
estimate was prepared, and ai present, 
Mr. Sheppard said, “we were and we 
are reasonably certain that the states 
will not allow additional increases with- 
out the 12th section proceedings.” He said 
there was every indication such proceed- 
ings would have to be instituted. He said 
the following states had resisted efforts 
to obtain additional intrastate revenues: 
Alabama, Florida, Georgia, Kentucky, 
Louisiana, Mississippi, North Carolina, 
South Carolina, Tennessee, Virginia, and 
“some northern states,” mentioning Ili- 
nois. In each case, he said, cases were 
pending or “are petitioned” where the 
L.C. did not get the entire Ex Parte 162 
and 166 increases. 

Commissioner Splawn asked what per- 
centage of the road’s freight revenue 
was involved in those proceedings, and 
Mr. Sheppard indicated it would be be- 
tween $500,000 and $600,000 on an an- 
nual basis, gross freight revenue for 
1948 being estimated at $214,000,000. 

In arriving at estimated traffic, Mr. 
Sheppard said carload traffic of 33 items 
representing more than 80 per cent of 
the I.C. tonnage was studied. He said 
he saw no trend developing in the fall 
of 1948 that would cause him to change 
the estimates made by Dr. Parmelee. 

Touching on truck competition, Mr. 
Sheppard said the production of autos, 
trucks and busses was now and for some 
time would be limited by the steel avail- 
able for that purpose. He thought the 
annual production of trucks would be 
about “one-million-plus” a year, and ex- 
pressed the opinion that increased truck- 
ing costs supported his opinion that the 
I.C. and other railroads “may be ex- 
pected to generally meet truck com- 
petition.” 


Competition for Railroads 


In a review of barge competition he 
said the trend there appeared to be in 
the direction of barge and tow lots, add- 
ing, “there appears to me no justifica- 
tion for holding down the general level 
of railroad rates for an entirely different 
character of service because of the move- 
ment of such large or quantity lots on 
the river between specific river land- 
ings.” If that competition could be met 
by the railroads, he said it would have to 
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be on the basis of rates for like quantity 
lots between the same points and with- 
out disturbance of rates for the smaller 
and other lots moving generally on the 
rails. 

As to all forms of rail competition, he 
said his study of that competition con- 
vinced him that if the increases were 
allowed the lIcsses would not substan- 
tially affect the aggregate increases in 
revenues the rails estimated they could 
obtain under the proposed basis. 


Mr. Sheppard then referred to a 12- 
page exhibit, which he proceeded to 
explain. Among other things, he said 
it showed a net railway operating income 
in 1947 of $24,318,000 and net income of 
$15,039,000. On the basis of the 10 cents 
an hour granted conductors and train- 
men in October, and on the basis of 
freight rates and price levels of October 
15, Mr. Sheppard said it was estimated 
the I.C. would have net railway operat- 
ing income in 1948 of $28,558,000 and a 
net income of $19,671,000. 

After citing debt reduction of $155,- 
600,000 since 1927, Mr. Sheppard said 
there were some very heavy maturities 
from 1949 through 1955, ranging annually 
from $7 million to $31 million, the total 
in the next 7 years being $120,000,000. 


Under cross-examination Mr. Shep- 
pard reiterated his opinion that the rail- 
roads could hold their volume of traffic 
in 1949 in the face of truck competition, 
again basing his opinion on the study 
he said had been made of the principal 
commodities carried by the I.C. He also 
said the traffic officers had concluded 
there would be no more substantial di- 
version under a 13 per cent increase than 
under an 8 per cent increase, and that 
he thought the 13 per cent increase was 
the highest considered. He said there 
was nothing before the traffic officers to 
indicate the maximum increase the rail- 
roads would be justified in asking. Mr. 
Sheppard said: “We were trying to do 
as little as we could and get by with it.” 


Asked by Mr. Norman if he had con- 
sidered possible loss of traffic because of 
plant relocation, Mr. Sheppard said he 
had given it very serious consideration 
and that only a few days previously it 
developed that there had not been a 
single plant on the lines of the Illinois 
Central that had moved from or to its 
lines, or that contemplated moving, be- 
cause of an increase in freight rates. 
Plant relocation, so much talked about, 
he said, was because of “the cement case 
decision.” 


Mr. Knight, saying he functioned “in 
other times and climes” as chairman of 
the Louisiana commission, told Mr. 
Sheppard he was surprised to know “you 
are contemplating filing 13th section 
proceedings against us,” and asked what 
his commission’s shortcomings had been. 
Mr. Sheppard replied that the Louisiana 
body had made some exceptions in 
Louisiana in connection with the Ex 
Parte 166 increases the railroads thought 
they were entitled to and “which we are 
going to undertake to get.” He agreed 
to furnish data concerning that action 
bearing on the percentage of revenues 
of the Louisiana traffic to total revenue. 


Carpi Cross-Examined 


Fred Carpi, vice-president in charge 
of traffic for the Pennsylvania appeared 





at this point for cross-examination on 
his verified statement. 

Mr. Moore asked if there were any 
fixed relationships between transcon- 
tinental lumber and rates on lumber 
moving from the south, either fixed by 
the Commission, or otherwise. Mr. 
Carpi said if Mr. Moore meant differen- 
tials in constant, fixed amounts, there 
were none. He said that, in the delib- 
erations that resulted in proposing a 
hold-down on lumber, the _ heavier 
weights of southern lumber as compared 
with transcontinental lumber had been 
taken into consideration. 

Mr. Carpi told James K. Knudson, of 
the Department of Agriculture, that the 
substance of his position was that the 
traffic could stand the proposed in- 
creases, and that the indices of whole- 
sale prices in his statement made up one 
of the elements justifying the increase, 
and he held to that position, whether 
the producers’ or the wholesale price 
was used. He also said it was his 
opinion that agricultural prices would 
increase for some time, that corn prices 
would go up next year, and that wages 
would move upward. 

Warren Wagner, appearing for mid- 
western packing houses, asked Mr. Carpi 
if the maximum of 12 cents a hundred 
pounds would “embrace everything from 
strawberries to potatoes,” and Mr. Carpi 
replied in the affirmative. Mr. Wagner 
said, according to the commodities 
statistics statement of the Commission, 
No. 550, only two cars of strawberries 
had moved from Florida in 1947. That, 
he said, would not be an avvropriate 
yardstick to fix maxima on the berries, 
so “you took citrus fruits and used it 
as a yardstick on all fruits and vege- 
tables,” with which Mr. Carpi agreed. 
Asked if there was a fixed, definite re- 
lationship for any of the fruits and vege- 
tables from the west coast as compared 
with Lake Wales, Fla., to New York, Mr. 
Carpi said there was not. When Mr. 
Wagner suggested the carriers might re- 
duce rates from Lake Wales without 
violating any order of the Commission, 
Mr. Carpi replied. “But we might violate 
somebody’s confidence.” He said he did 
not know whether the rate on sugar 
from New Orleans to Chicago could be 
reduced without reducing rates from 
the Pacific Coast. 

In the course of a series of auestions 
concerning the proposed maxima in 
which he tried to develop whether or 
not, if some percentage of increase other 
than that asked was granted, the car- 
riers would keep the same relationship 
between such increase and the maxima, 
Walter Foffman. for the California De- 
ciduous Fruit Growers Association, ob- 
served that, in Ex Parte 166. the Com- 
mission, while granting a 25 per cent 
increase interterritorially, hed fixed the 
“hold-down” at 20 cents. Commissioner 
Aitchison said that was the Commis- 
sion’s responsibility, and that it had not 
been done on any suggestion of the car- 
riers. Then. said Mr. Hoffman, “we have 
a situation where the Commission 
grants relief in excess of what may be 
proposed by the carriers.” The Commis- 
sioner replied: “Absolutely,” and added 
the Commission had done it on coal and 
on steel. He said the auestion was the 
legality of the proposals, and that it 
was “up to us” to see that what was 
done was legal, iust, reasonable, and 
fairly adjusted. Mr. Hoffman said he 
was trying to clarify what the carriers 
were asking, and the commissioner said 
there was a general prayer in the car- 
riers’ petition for “whatever we see fit,” 
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and added he did not think Mr. Carpi 
could throw any light on the matter. 
Asked if a 12-cent maximum on fresh 
fruits and vegetables should go along 
with a grant of an 8 per cent increase 
generally, Mr. Carpi said the transcon- 
tinental lines would have to be con- 
sulted, as they, and the southern car- 
riers, originated the traffic. He said the 
question was not covered in the traffic 
Officers’ deliberations. 


Southern Pine Motion 


A. G. T. Moore, for the Southern Pine 
Association, offered a motion asking that 
the railroads be required to furnish cer- 
tain information bearing on ability of 
the railroads to increase their net rail- 
way operating income without an in- 
crease in freight rates, based on the 
theory that freight shippers should not 
be made to bear passenger losses, that 
the railroads were losing money for 
transporting mail and express, and by 
reason of inadequate equipment, and 
operated under working rules not in 
accord with the act. Specifically the 
association asked the Commission to 
call on the railroads to furnish “as to 
each Class I railroad and for all Class I 
railroads” the following: 

1. Losses from passenger train operation 
for the .utest persOu O1 12 MOutns for which 
figures are available. 

2. Information for the latest period of 12 
months for wh.ch figures are available as to 
the losses in the haudling of express traffic. 

3. The best estimate of the railroads as 
to the amount they are losing in the trans- 
portation ot mail. 

4. The number of box cars, gondola cars, 
and refrigerator cars owned for each five- 
year period 1915-1945 and for the years 1946, 
aoe and for the latest available date in 


8. 

5. The number of box cars, gondola cars 
and refrigerator cars retired and acquired 
in each year 1940-1947, inclusive, and for 
such months in 1948 as can be supplied. 

6. The number of box cars, gondola cars, 
- -lleaaapeae cars on order at the present 

And the Commission is further urged to 
investigate labor operating rules to determine 
the lack of efficiency in railroad operations 
and the excessive cost burden thereof which 
has been placed upon the shipping public. 


“The pyramiding of freight rate in- 
crease upon freight rate increase in 
recent years has reached a point where 
American industry is seriously affected, 
where short-hauls are being lost to the 
railroads and where the cost of operat- 
ing railroads, largely due to unreason- 
able labor demands and feather-bedding 
operating rules, present a real danger of 
‘killing the goose that lays the golden 
egg,’” said the association. 


Passenger Deficit Scored 


It continued by saying the point had 
been reached where industry must chal- 
lenge the increase of freight rates to 
meet increasing deficits in passenger 
revenue. It said the passenger deficit 
in net railway operating income in 1947 
was $426,000,000, “the largest in history, 
more than the amount which the rail- 
roads seek in this proceeding.” It as- 
serted that most carriers had not al- 
nounced curtailment in the number of 
passenger trains, as had the New York 
Central, and that many were operating 
very expensive and luxurious passenger 
trains at the expense of freight shippers. 

“Some of them are adding to the ex- 
pense by equipping trains with motion 
pictures, play rooms and other luxuries, 
all at the expense of freight traffic,” the 
association said. 

“There was no provision of law, it a5- 
serted, that “requires freight shipper 
to bear passenger losses, nor is there ay 
provision of law that authorizes the 
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Commission to consider passenger losses 
in determining the reasonableness of 
the freight rate on any commodity or 
on any description of freight traffic.” 


The association averred the railroads 
estimated the full cost of handling mail 
was probably about $225,000,000, as com- 
pared with present revenue of $163,000,- 
000, including the 25 per cent interim 
increase granted by the Commission, 
“indicating a loss of $62,000,000.” The 
question was now before the Commis- 
sion and should be speedily adjudicated, 
said the association, adding that what- 
ever was awarded to the railroads for 
mail pay should be deducted from their 
“claim here.” 

It said, also, the railroads were losing 
“huge sums” in handling express traffic 
and that Commissioner Alldredge -esti- 
mated the loss at $126,000,000 a year, 
with the loss estimated at $134,000,000 
if losses from the handling of small 
freight shipments were included. More 
than half that loss, it was said, accrued 
to the eastern carriers. 

After reviewing the car supply situa- 
tion, and showing 149,091 fewer box cars, 
15,800 fewer flat cars, and 27,750 fewer 
gondola and hopper cars owned by the 
railroads at the beginning of 1948 than 
in 1930, the association said that mean- 
while the tons originated had increased 
from 1,153,197,000 in 1930 to 1,366,617,000 
in 1946. 


Need for Equipment 


The railroads had failed to provide 
themselves with the amount of equip- 
ment needed to handle an ever-increas- 
ing volume of traffic, said the associa- 
tion, adding that the record should show 
the effect car supply had on revenue. It 


seemed almost certain the railroads 
would not have the equipment needed 
to move the large grain crop now ready 
for shipment, it continued, “yet they are 
asking for substantial freight rate in- 
creases on the grain for which they are 
not able to provide cars.” 

“If adequate equipment is not supplied, 
who should suffer for the lack of it, the 
shippers or the railroad stockholders?” 
the association asked at the conclusion 
of this section of its motion. 

It then said it was no answer to say 
a considerable period of time would be 
required to effectuate the suggestions 
that more revenue would come from 
more cars. Some of the economies could 
be effected at an early date, it said, since 
every new car and locomotive added to 
a railroad’s equipment increased its rev- 
enue. 


Moreover, it continued, the railroads 
were in more satisfactory financial con- 
dition than at the inception of any simi- 
lar investigation. It then cited the Com- 
mission’s Bureau of Transport Econom- 
ics and Statistics as showing an 
increase in operating revenues of 123.4 
per cent over 1940, net railway operating 
income increasing in that period from 
$677,600,000 to $963,600,000, or 42.2 per 
cent. Thus, the association added, the 
amount available for interest and divi- 
dends nearly doubled in this period. 


“The amount needed annually for fixed 
charges, including interest, is approxi- 
mately $474,000,000 annually,” asserted 
the association, “so the margin beyond 
that figure, indicating the amount avail- 
able for dividends, increased during this 
Period from $203,600,000 to $492,600,000, 
or 140.5 per cent. From any viewpoint 
that is an enormous increase and it 
should prove conclusively that there is 
time for investigating the possibility of 
Obtaining freight revenue from other 


sources than a pyramiding of freight 
rate increases.” 


The association then said Congress had 
told the Commission it shall (the word 
was italicized) in the exercise of its power 
to prescribe just and reasonable rates 
consider the need, in the public interest, 
of adequate and efficient railway trans- 
portation service “at the lowest cost con- 
sistent with the furnishing of such serv- 
ice.” This, it said, did not necessarily 
mean a cost study in every case of this 
character, but did mean at least there 
must be diligent inquiry into possible 
railroad economies. It said under an 
unending cycle of increased wages by 
reason of increased prices, and increased 
prices because of increased wages, unless 
it was stopped, the value of the dollar 
would shrink, people’s savings disappear, 
and the economy of the nation be 
wrecked. The Commission, it said, had 
a clear duty under these circumstances 
to lend its aid in determining whether 
and to what extent railroad economies 
could be effectuated in lieu of further 
increases in freight rates. It continued: 


“In its statement of policy under the 
transportation act of 1940 the Congress 
of the United States further told the 
Commission that among other things it 
shall see that ‘fair wages and equitable 
working conditions’ shall be observed. The 
term tair does not contemplate unfair, 
wasteful service at excessive costs to the 
shippers.” 


Economist Testifies for Rails 


Jules Backman, associate professor of 
economics, New York University School 
of Commerce, Accounts, and Finance, 
read a portion of a 33-page prepared 
statement, and the remainder was copied 
into the record. In commenting on his 
statement after he left the stand, Mr. 
Backman said the portion dealing with 
railroad profit margins had special sig- 
nificance. 


He opened his statement with a com- 
parison of the trend of. corporate profits 
and net railway operating income, assert- 
ing that the railroads had not partici- 
pated adequately in “the current boom,” 
and cited comparisons from 1929 to 1948. 
In 1929, he said, corporate profits after 
taxes were $8.4 billion and in the first 
half of 1948 at an average annual rate 
of $18.6 billion, or 121 per cent higher 
than in 1929. In contrast, he continued, 
the railroads had net railway operating 
income of $1,252 million in 1929 and an 
estimated $1,012 million in 1948, or a de- 
cline of $240 million, which he said was 
19 per cent lower than in 1929. Even 
before the lastest increases in costs, he 
added, it was estimated net railway op- 
erating income would be lower in 1948 
—_ in any of the years from 1925 to 


After further comparisons, Mr. Back- 
man turned to the matter of railroad 
profit margins. One aspect of the rail- 
road profit picture that must be viewed 
with serious concern, he asserted, was 
“the margin which net railway operating 
income represents of total overating 
revenues.” Examination of a table and 
chart in an exhibit he presented showed 
how the margin before taxes had re- 
sponded to changes in total orerating 
revenues and revealed “the abnormally 
and dangerously low level of this margin 
today.” He continued: 


“Tt will be noted that from 1929 to 
1932 when total gross revenues declined 
sharply, the proportion which became net 
railway overating income before income 
taxes declined from 21.3 per cent to 10.8 
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per cent. During the following years, as 
volume rose above the depressed levels of 
the early thirties, some increases were 
recorded in the margin. Again, when 
total operating revenues declined sharply 
from 1937 to 1938, the percentaze decline 
in net railway operating income was even 
greater so that the proportion fell from 
15 per cent to 11 per cent. 

“During the early war years, as volume 
expanded, net railway operating income 
before taxes increased at an even faster 
rate, as was to be expected. By 1942 the 
margin had reached 30 per cent but much 
of this was absorbed through high war- 
time taxes. In the later war year, the 
margin declined as sharp increases in 
expenses took a larger share. of the in- 
creasing tota] operating income while 
railroad rates remained unchanged. The 
sharp decline in total operating revenues 
in 1946 as compared with the immedi- 
ately preceding years combined with sub- 
stantial increases in wages and other 
costs was reflected in the lowest margin 
for the entire period shown with one ex- 
ception (1920).” 


Low Profit Margin 

In 1947, he said, although railroad 
gross revenues were greater than in any 
year prior to 1943, the margin of net roil- 
way operating income plus income taxes 
at 12.4 per cent was one of the lowest 
for the entire period, despite the rate 
increases granted that year. In other 
words, he continued, instead of the high 
ratio which would be anticipated in a 
period of prosnerity, “we find a verv low 
ratio.” For 1948, he said, as a result of 
further rate increases and the full resli- 
zation of increases granted late in 1947, 
the marvin showed some improvement 
before allowance was made for the new 
cost increases already assured. However, 
he added, it was evident the margin was 
still verv low as comvared with prosper- 
ous periods of the past. 

“This low margin or high break-even 
point has great significance in terms of 
the future of this industry,” said Mr. 
Backman. “Declines in total operating 
revenue, when they take place, are bound 
to be reflected in much sharper decreases 
in net railway operating income. before 
taxes, as has been true in the past. 
This means that relatively small de- 
creases in volume would reduce substan- 
tially or could wipe out the present in- 
adequate profits. The inability of the 
railroad industry to obtain a normal 
margin during this period contains the 
seeds for serious difficulties in the fu- 
ture.” 

The remainder of Mr. Backman’s state- 
ment dealt with the purchasing power 
of railroad profits as decreased by rising 
costs, followed by a review of rail con- 
struction indices, and a section on the 
“real purchasing power” of the railroad 
dollar. In the latter section he said net 
railway operating income in current dol- 
lars in 1948 was estimated at $1,012 mil- 
lion, but that when allowance was made 
for changes in the wholesale price index 
of the Bureau of Labor Statistics, “that 
is after an effort is made to measure the 
real purchasing power of net railway 
orerating income,” it was found that 1948 
net railway operating income had a pur- 
chesing power equivalent to only $544 
million, at 1935-39 prices. On the basis 
of estimated net railway operating in- 
come of $663 million in 1949 after allow- 
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ing for higher wage and material costs, 
the real net railway operating income 
would be only $357 million, or 34 per cent 
below the 1935-39 average and the low- 
est level for any of the 28 years. 

The remainder of Mr. Backman’s 
statement dealt with the real purchasing 
power of a 6 per cent return for the 
railroads; price movements; profits after 
taxes for selected industries; profitability 
of small and medium-sized enterprises; 
and the current status of agriculture. 


Rail Case Completed 


The case for the Class I railroads hav- 
ing been presented, C. E. Huntley, secre- 
tary-treasurer of the American Short 
Line Railroad Association, offered an 
exhibit on behalf of the members of that 
association, containing statistical data 
not covered by Dr. Parmelee. 

Mr. Huntley said his exhibit was in- 
tended to supplement that of Dr. Par- 
melee and to show that the short line 
railroads’ cost of operation had increased 
to such an extent since 1939 that their 
present freight rates and charges were 
not producing net railway operating in- 
come adequate to maintain those roads 
in a financial condition to enable them 
to continue to provide the transportation 
as contemplated by the interstate com- 
merce act. 


Mr. Huntley’s exhibit showed, for 
Class II, Class III, and switching and 
terminal carriers, railway operating reve- 
nues of $145,329,000, operating expenses 
of $100,862,000, an operating ratio of 
69.40, tax accruals of $25,356, and net 
railway operating income of $50,290,000 
for 1939. For 1947, he showed railway op- 
erating revenues of $287,857,000, operating 
expenses of $210,598,000; an operating 
ratio of 73.16; railway tax accruals of 
$499,793,000, and net railway operating 
income of $52,745,000. 


Butler Cross-Examined 


Cc. L. Butler, general traffic manager, 
Missouri Pacific Lines, who filed a veri- 
fied statement, was asked by W. M. Dyer 
representing the Wichita Chamber of 
Commerce, whether the southwestern 
railroads proposed to publish the in- 
creases if they were granted. Mr. But- 
ler replied: “They certainly do.” Mr. Dyer 
asked if those railroads failed to take the 
full increase in any part of the south- 
western territory on traffic as author- 
ized in Ex Parte 166, and Mr. Butler 
said: “Not to my knowledge.” Asked 
about traffic between the St. Louis-Cairo 
gateways and the southwest, Mr. Butler 
said it was his understanding that the 
tariff published by the carriers was in 
compliance with the Commission’s order. 
Asked if the decision only permitted an 
increase of 20 per cent on traffic moving 
between the gateways and the southwest, 
the witness said it was his understand- 
ing of the interpretation of the Com- 
mission’s order. 


Motions to Dismiss 

Parker McCollester, at the conclusion 
of the railroads’ case, moved that the 
motion for interim relief be denied, or 
overruled, or dismissed, and that the 
Commission proceed with the investiga- 
tion on the petitions of October 12 and 
October 1 for permanent relief. He said 
he thought the railroads had not, on 
their own evidence, made out a case en- 
titling them to interim relief, and “we 


want the matter considered by the 
Commission on the railroads’ evidence 
only.” He said it had been his intention 
to ask oral argument on his motion, but 
since, in an off-the-record conference 
between the bench and counsel the pre- 
ceding day, it had been indicated oral 
argument would begin on Wednesday, 
December 8, he could not ask a change 
in that program. 

Mr. McCollester said the Commission 
faced a serious issue in the administra- 
tion of the act, which he said he did 
not think required that the country be 
subjected to an increased cost of doing 
business of $670,000,000 a year without 
a full investigation. There might be an 
exception, he said, if it were clear in a 
particular instance that there was such 
a crisis or emergency in the financial po- 
sition of the carriers that not to grant 
them some relief would precipitate finan- 
cal collapse, destruction of credit or im- 
pairment of the ability of the roads to 
perform adequate service. 

Also, he said, to grant relief as asked 
was a pre-judgment of the investigation 
because it assumed that at least that 
amount of relief was required. He added 
the Commission was not entitled to in- 
dulge in such an assumption except 
under such emergency conditions as he 
had indicated. Mr. McCollester said there 
was no proof that any railroad maturi- 
ties about to become due might not be 
met; that there was no proof that with- 
out an increase the railroads as a whole 
or any group of them would be operat- 
ing “in the red”; and that there was no 
proof that any railroad capital structure 
would be impaired by continued opera- 
tion under present rates until the Com- 
mission thoroughly investigated the mat- 
ter. An increase in costs, in itself, was 
not a basis for waiving the requirement 
of a full investigation, he said, adding 
that the desire of the carriers to improve 
their plant was no ground for asking 
that a full investigation should not be 
held. 

Mr. McCollester having indicated some 
doubt as to how to describe his “motion 
to dimiss a motion,” Mr. Norman inter- 
jected the remark that he was seeking 
“a directed verdict.” 


Agriculture Motion for Denial 


On the day Mr. McCollester made his 
motion to dismiss, Saturday, December 4, 
counsel for the Secretary of Agriculture 
filed a motion for denial of the peti- 
tion of the railroads for further in- 
creases and for an investigation by the 
Commission into the adequacy, economy, 
and efficiency of railroad transportation 
and the effect of increased freight rates 
on the movement of traffic by railroads 
throughout the United States. 

The Secretary said that, since facts 
respecting the economy and efficiency of 
railroad operations were obtainable from 
data and records in the files of the 
Commission and could be had from the 
railroads themselves and be studied and 
analyzed “by the experienced and expert 
staff of the Comm.ssion,” the Commis- 
sion should itself supply evidence relating 
to the economy and efficiency of rail 
service. Also, the Secretary asked that 
the Commission defer the granting “of 
any and all” general rate increases in 
the instant proceeding pending rece:pt 
of such evidence. 

The Secretary supported his motion 
by references to past plans for railroad 
consolidations, estimates of savings made 
by the Federal Coordinator of Trans- 
portation from the elimination of “un- 


TraFFic Wor.tp 


necessary duplication of facilities,” the 
Commission estimate that a single-system 
plan would save a billion dollars a year 
in expenses, and references to reports of 
the wart:me Board of Investigation and 
Research. 

“The Commission is asked to take 
official notice of the fact that despite 
the mass of evidence developed by the 
carriers and public agencies, the past 
findings of the Commission that great 
economies and improvements in trans- 
portation services are possible through 
coordination of operations and facilities, 
and the directive of Congress that the 
carriers operate as a coordinated national 
system .... very little has been done 
by the railroads to achieve economies 
through coordination of their services 
and facilities,” the Secretary said. 


Rail Efficiency Questioned 


Such improvements as were pointed 
out by the railroads, he continued, had 
been made by individual railroads, but 
“the fact remains, however, that the 
average load of freight cars is only 60 
per cent of capacity.” He said more 
serious than this was the average move- 
ment of freight cars of “less than 47 
miles per day, of which loaded movement 
is only about 32 miles per day, while the 
average speed of freight trains is 61 
miles per hour.” The average freight 
car transported freight only a little more 
than two hours out of every day and 
made only about two revenue trips a 
month, he asserted. He estimated the 
average trip should consume not more 
than eight days and expressed the opin- 
ion that the average daily movement in- 
dicated that the principal bottlenecks 
occurred in the yards and terminals of 
the carriers. 

Many, if not most, of the terminal de- 
lays, he asserted, were due to uncoordi- 
nated operations of the individual rail- 
roads in terminals. Any substantial re- 
duction in those delays, he added, would 
“enable the railroads immediately to 
handle a vastly greater volume of traf- 
fic in shorter time, and will in itself af- 
ford to the carriers .a means of increasing 
their net revenues to a far greater ex- 
tent than will be possible through further 
increases in freight rates.” 


He said it was obvious that at present 
price levels the total possible savings in 
rail operating expenses would be “over 
$1,000,000,000 annually and may well be 
much greater.” Those savings, he said, 
and the increased income from larger 
volumes of traffic from improved services 
and better utilization of present facilities 
and equipment, could be effected by 


‘voluntary action of the carriers, aided if 


necessary by orders of the Commission, 
“without corporate consolidations,” and 
would provide ample revenues to main- 
tain rail properties, improve rail credit 
standing, provide necessary capital ex- 
penditures, and “for payment of liberal 
dividends to stockholders.” The neces- 
sity for any further rate increases would, 
therefore, be avoided, a long step would 
be taken toward permanent prosperity 
of the railroads, and eventually lower 
levels of railroad freight rates would be 
possible, the Secretary asserted. This, 
he added, should aid materially in “re- 
versing the present inflationary trends 
in our national economy and should con- 
tribute in an important degree to our 
national welfare.” 


Intervening petitions were filed by in- 
land water carriers, coastal carriers, and 
by the freight forwarders. 

J. G. Hartman, assistant traffic man- 
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ager, Inland Waterways Corporation, op- 
erating the Federal Barge Lines, filed a 
verified statement in which he pointed 


. out that, in its petition of intervention, 


Federal asked the Commission to enter 
particular findings as to joint rates in 
which Federal participated with the rail- 
roads; as to the all-water rates Federal 
published and maintained for local ap- 
plication on its own line or jointly with 
other water carriers; as to combination 
water-and-rail rates generally, and as 
to combination rail-and-water rates and 
coal. 

To preserve the existing rate relations 
reflected in the joint rate structure with 
the railroads, he said, the Commission 
should authorize increases in the joint 
rates to the same extent and in the same 
manner as might be provided for corre- 
sponding all-rail rates; and asked similar 
action as to the all-water rates. 


As to 
rates, Federal proposed a rule for the 
application of any increase so that, 
where through rates were made by com- 
bining separately stated rates, each fac- 
tor of the combination might be in- 
creased separately, except that where 
the increase was either a specific amount 
or a percentage increase subject to a 
maximum, such specific or maximum in- 
crease should be observed in connection 
with the entire through rate. It also 
suggested a rule to apply where the 
amount of increase was determined by 
the final clause of the suggested rule 
for increases on combination rates, quot- 


_ ing the following finding from the Com- 


mission’s report in Ex Parte 166: “Where 
divisional arrangements between carri- 
ers provide that a carrier shall receive a 


fixed amount as its division of any joint 
rate, such amount shall be increased 
by the same percentage as the joint rate 
is increased.” 


Federal also reviewed the present ad- 
justment of coal rates, and suggested in- 
creases from Illinois mines to points on 
its line. 


Freight Forwarders 


Giles Morrow, executive secretary and 
general counsel of the Freight Forward- 
ers Institute, requested that the Com- 
mission permit forwarders to increase 
their rates and charges by the same 
amount or percentage by which the 
petitioning rail carriers might be per- 
mitted to increase their rates and 
charges, and that the increase, if grant- 
ed, be allowed to become effective simul- 
taneously with any such rail increases. 


He said this procedure had been fol- 
lowed in all general rail rate increases 
Since the forwarders were brought under 
regulation, and that operating results in 
recent years had not only borne out the 
representations of the forwarders to the 
Commission in the general increase 
cases, but afforded justification and 
precedent for the relief sought. The 
cost of purchased railroad transporta- 
tion was the largest single item of for- 
warded expense, Mr. Morrow said, add- 
ing that that item was directly and im- 
mediately affected by a railroad rate 
increase. He also said forwarder ex- 
penses as a whole had advanced at a 
Tate very nearly equal to the rate of 
increase in their revenues and that in- 
creases in the cost of purchased rail 
transportation had only slightly exceeded 
the increases in other operating expenses. 

He observed the forwarders had net 
income before income taxes of $4,346,782 
for the first six months of 1948. An in- 


combination water-and-rail- 


crease of 13 per cent would have meant 
a deficit of more than five million dollars 
had they been required to absorb such 
an increase; an increase of 8 per cent 
would have meant an additional cost for 
rail transportation purchased of $5,832,- 
208, and would have resulted in a deficit 
of more than one and one-half million 
dollars, he said. 


Steamship Lines 


L. A. Parish, manager, Pan-Atlantic 
Steamship Corporation, for his company 
and for other steamship lines reviewed 
the suspension of Atlantic and Gulf 
coastwise operations because of the war 
and said only Baltimore Steam Packet 
and Pan-Atlantic were presently operat- 
ing in the Atlantic coastwise trade, and 
only Newtex Steamship Corporation and 
Pan-Atlantic were operating in the At- 
lantic-Gulf trades. Those lines had ex- 
perienced increased labor and material 
costs since the granting of the increases 
in Ex Parte 166, he said. New wage con- 
tracts were being negotiated. and in- 
creases over vresent basic rates would 
probably be granted with retroactive ap- 
plication, he said. 


The coastwise lines endorsed the re- 
quest of the railroads and asked author- 
ity not only to join rail lines in effect- 
ing increases in rail-ocean, ocean-rail, 
and rail-ocean-rail rates, but also to 
make corresponding increases in their 
local, joint and proportional all-water 
rates and charees, and in their joint 
truck-water, water-truck, truck-water- 
truck, water-barge and _  barge-water 
rates and charges. 


Shipper Case Begun 

In the main hesring, the first witness 
in opvosition to the increase sought by 
the railroads was H. G. Freas, revresent- 
ing the Public Utility Commission of 
California. who offered an exhibit show- 
ing the financial results of operations for 
the four prrincival railroads serving 
Colifornia: The Santa Fe, the Southern 
Pacific, the Union Pacific and the West- 
ern Pacific. 


Be showed, for those carriers, on a 
rate base of $3.365.826.000. railwav over- 
ating income for 1947 of $1.441.764.°00, 
gross onerating exvenses of $1.700 9*4 000, 
overating exvenses of $1,071.965,000, ov- 
erating ratio of 744. net railwav operat- 
ing income of $140.801.000, 9nd a rate 
of return of 4.2 ver cent. For 1948, on 
the same rate base. he showed the fol- 
lowing estimates: Railway onerating in- 
come, $1.611.199.009: gross operating ex- 
penses. $1.455,109.000: operating ex~enses, 
$1.218.799,000: overating ratin. 75.4: net 
railwav overatine income, $157 382,000; 
and a rate of return of 4.7 rer cent. 

Another sheet of his exhibit showed, 
for a “constructive year.” the rate of 
return if increased wages for 91] em~»loves 
were offset bv various rates of inceresses 
in freicht rates and charges, as follows: 
a 5 ver cent rate increase would yield a 
6 ver cent rate of return: 6 ver cent, a 
6.4 ner cent return: 7 ner cent. a 6.8 ver 
cent return; and 8 per cent, a 7.2 per cent 
return. 


Cross-examined by Mr. Aronson, Mr. 
Freas said that with the present high 
volume of traffic he did not consider a 
4.7 per cent return adequate. In pre- 
paring his estimate for 1948, he said he 
had checked the experience of the car- 
riers to ascertain whether for the final 
months of the year traffic was on an 
ascending scale. He said he had also 
checked against the current experience 
of some recession in carloadings, but had 
made no changes and that, among his 
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reasons, was the fact that the forecast 
of the shippers’ advisory board for the 
last quarter of 1948 for the Pacific Coast 
district would show an increase of 11.6 
per cent. 


Rates Approaching “Saturation Point” 


W. M. Dyer, for the Wichita Chamber 
of Commerce, said freight rates were 
rapidly approaching the _ saturation 
point. He asserted that to and from the 
St. Louis gateway and south to Cairo the 
class rate adjustment to points in Kansas 
south of the Union Pacific were con- 
structed on rate-making distances that 
did not apply from Kansas City and, 
therefore, did not apply through Zone 1. 


Objections of Coal Interests 


Opposition to increases in rates on 
coal were expressed by F. F. Estes, of the 
National Coal Association; B. E. Urheim, 
for the American Retail Coal Associa- 
tion; Akeley L. Stevens, for the Northern 
States Power Co.; A. J. Christiansen, 
secretary and traffic manager, Northern 
Illinois Coal Trade Association; H. F. 
Cholet, traffic commissioner for the 
freight bureau of the Belleville and 
Duquoin, Ill., mine groups, and E. O. 
Anderson, of the Illinois Coal Traffic 
Bureau. 

Mr. Estes said the National Coal As- 
sociation was not prepared to submit 
exhibits, but wanted to state its posi- 
tion that no interim increase should be 
granted without a full and complete 
hearing. He said the railroads and the 
coal industry were interdependent and 
that, while the railroads did not pur- 
chase as much coal as formerly, they 
were still the largest buyers and that 
the coal moved by rail. He said the 
bituminous coal industry was, therefore, 
vitally interested in seeing the railroads 
maintained in a healthy state. He added 
the association took no position as to 
whether the roads needed additional 
revenue for a long-term period, or what 
should be “placed on coal.” 

He said a comprehensive study was in 
preparation of the earnings of the coal- 
carrying railroads, and when it was com- 
pleted “if we feel it will be enlightening 
to the Commission, it is our intention to 
submit it.’ He said the coal industry 
had been unable to distinguish between 
testimony relating to the interim and 
the permanent increases. He added ex- 
perience had shown, as a general rule, 
interim increases eventually became 
permanent increases and this was one 
reason why the coal industry felt no 
increase should be granted without full 
hearing. Commissioner Aitchison drew 
from the witness agreement that his 
statement was not borne out by Ex Parte 
148, Ex Parte 103, or in 1920. 

Asked by Mr. Aronson if the coal 
industry was in a prosperous condition, 
Mr. Estes said it was in better condition 
than for some years, adding that 1947 
was “the best year.” After Mr. Aronson 
quoted a former president of the associa- 
tion as saying recently that the coal 
industry was in a healthy condition and 
that the future was bright, the witness 
said he did not think “we have a sad 
future,” but added he thought there were 
a “lot of factors that will come into 
play in the future that will not be very 
helpful.” 

Asked what he meant as to the time 
to be taken for full hearing, Mr. Estes 
said the same procedure as if the petition 
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for an increase in coal, coke and iron 
had not been withdrawn when the 8 
per cent petition was filed. He added: 
“If we had a 2.9 per cent return we 
would not think we had an emergency.” 
He evoked laughter when he said he 
had once “put in come cost figures” and 
that Mr. Aronson had cross-examined 
him so severely he was not going to 
put in “any more.” 
Mr. Urheim expressed the view that 
bituminous rates were not “in need of 
an emergency increase.” Answering 
questions by Commisioner Splawn he said 
the reta‘l price of bituminous coal in 21 
cities averaged $8.52 a ton in 1939, and 
$12.99 in 1947, with $15.91 as the August 
1, 1948 price. 

He said the retail increase in coal prices 
was less than the increase at the mine 
and less than the percentage of the rate 
increase. Mr. Aronson drew a reply 
from the w:-tness that the increase in 
freight charges was the smallest per- 
centage of the increases making up a 
difference of $7.40 between the 1939 and 
1948 price of coal. He agreed that retail 
coal dealers were in a prosperous condi- 
tion as compared with 1939. 

Mr. Stevens said the Northern States 
Power Co. would experience an increase 
of $720,000 a year under the rail pro- 
posals and asked that if there were 
any increases allowed, the full increase 
be not applied to coal from Illinois and 
Kentucky mines to points on the upper 
Mississippi, from LaCrosse, Wis., north. 
He also asked the only one-half of any 
increase on bituminous coal be applied 
to lignite. 


Coal by Truck 


Mr. Christiansen asserted that an in- 
crease in bituminous rates would in- 
crease short-hauls of coal by truck. He 
defined a short-haul as 130 miles. Com- 
missioner Aitchison said it was not the 
function of the Commission to attempt 
to control such matters, and Mr. Chris- 
tiansen replied that a 40 per cent in- 
crease on a 65-cent rate was unreason- 
able. As the result of an investigation 
he had made, Mr. Christiansen said, he 
found the industry was disturbed about 
reports that a 40 per cent increase would 
cause industrial concerns to have coal 
shipped by truck. 


Saying he thought he should make 
some suggestions, Mr. Christiansen indi- 
cated the industry was not averse to 
increases if the Commission found the 
carriers needed more revenue, but added: 
“We do not think you should increase 
every rate on coal.” He said the rail 
costs applied over their entire system, 
and suggested there be no increase on 
rates now one dollar or under, with a 
10-cent increase where rates were now 
from $1.01 to $1.50; 25 cents where the 
present rate was $1.51 to $2.25, and 40 
cents where the rate was above that 
figure. 


Harry C. Barron, for the western rail- 
roads, asked if the coal sold locally ac- 
cording to Mr. Christiansen’s exhibit was 
sold by only one mine, and the witness 
said it was sold by many mines. Asked if 
most mines encouraged trucking because 
of lower prices, the witness replied in 
the negative. 

Mr. Cholet also expressed opposition 
to increases for short-haul rates, and 
also referred to growing competition 
from gas pipe lines. Commissioner 
Aitchison again said the Commission 
could not control such competition, and 
Commissioner Splawn developed the 
fact that, as the heat equivalent of gas 


to coal was 1 to 25, only one twenty-fifth 
of the coal tonnage would be dis- 
placed. “ 

Mr. Anderson wanted any increase to 
be a flat increase a ton from all origins 
to preserve the differential relationship 
that existed, and that, therefore, there 
should be no percentage increases. It 
was observed that Mr. Christiansen and 
Mr. Anderson did not agree as to how 
increases should be applied, and after 
asking Mr. Anderson if he distinguished 
between fixed relationship and a mere 
differences in amounts a ton, Mr. Chris- 
tiansen asked if Mr. Anderson thought 
the short-haul should take a greater 
increase than the long haul. Mr. An- 
derson replied he did not see “how you 
can get away with it.” 


‘Side’ Hearings 


The first of the separate hearings re- 
quested by shippers was before Ex- 
aminer J. P. McGrath. 

P. G. Anderson, for the Lion Oil Co. 
offered a group of exhibits in which he 
showed differences in increased rates on 
lubricating oil over other refined oils in 
tank cars due to no maximum applying 
on lubricating oil; the price of fuel oil 
sold to railroads by Lion in 1947 and 
1948, in connection with which he noted 
that the price of fuel oil was coming 
down steadily and was back to the July, 
1947 level, before the Ex Parte 166 in- 
crease was granted; volume of traffic 
shipped by Lion in the first 10 months of 
1947 and 1948, in connection with which 
he noted that the 1948 volume increased 
over 1947 by 5,080 cars, but that the 
volume that moved by rail increased 
only 1,735 cars, making a net loss to 
the railroads of 3,345 cars for the 10- 
month period; a list of petroleum prod- 
ucts taking maximum increases in Ex 
Parte 162 and 166 and those not taking 
maxima; and a statement showing base 
rates, present rates, and rates proposed 
in Ex Parte 168 on lubricating oil versus 
refined oil. 

It was Mr. Anderson’s position that 
there should be no further increases in 
freight rates, but that if the Commission 
found additional revenues were needed, 
there should be a maximum put on 
lubricating oil in tank cars as on other 
refined oils. 

J. R. Lewallen, vice-president and 
traffic manager, Anderson-Prichard Oil 
Corporation, and Col-Tex Refining Co., 
of Oklahoma City, also represented com- 
panies classified as rail shipping refiners 
having no access to gasoline pipe lines. 


Pipe Lines Increase Business 


He said since the increases granted in 
Ex Parte 148, Ex Parte 162, and Ex Parte 
166 became effective there had been an 
enormous increase in the volume of gaso- 
line and No. 1 distillate fuel oils moving 
by pipe line whereas “in our particular 
case the volume moving by railroad has 
been on the decline, particularly since 
May, 1948, when the final increase in 
Ex Parte 166 became effective.” 

He said the Great Lakes Pipe Line Co. 
increased its capacity about 50 per cent 
by recently completing a $30,000,000 ex- 
pansion program that involved the laying 
of 1,200 miles of new lines, the construc- 
tion of 14 new primary pump stations 
and 8 new delivery terminals, and other 
improvements in the system. That form 
of transportation continued to increase 
its capacity, he said, “thus resulting in 
an enormous volume of traffic being 
diverted from the railroads.” 

“Since this is a revenue case,” he 
added, “we feel that the competitive sit- 
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uation must be considered because we are 
here dealing with the revenues of the 
railroads which are vitally- affected by 
the loss of traffic to these other forms 
of transportation.” 


He continued by saying the present 
administration was in the “unenviable 
position” of determining whether “we 
shall continue to be a free, peaceful and 
prosperous nation,” and added the opin- 
ion that railroad management, labor 
leaders, and the Commission also had 
the responsibility of determining wheth- 
er or not railroads of the country would 
continue to operate under the free enter- 
prise system. It was not a mere sup- 
position, he asserted, that “the year 1948 
may some day be known as the year of 
major transition in American trans- 
portation. It may be that, since labor 
and management have charted their 
course, the future of American trans- 
portation will be decided in this proceed- 
ing.” 

Referring to the duty of the Commis- 
sion under the interstate commerce act, 
he said possibly railroad management 
had decided, and the Commission might 
find, that petroleum products should no 
longer move by railroad, that it is “their 
imputed duty to preserve inherent ad- 
vantages of other means of transporta- 
tion than the railroads by pricing them- 
selves out of the market may entirely dis- 
sipate further movements by railroad.” 

He asked if the refineries not located 
on pipe lines or served by water, but 
dependent on rail transportation, would 
be forced to close down. 

He said no position was taken insofar 
as increases sought on other movements 
were concerned, but that the refiners 
were vitally concerned with the revenues 
of the railroads and did not want them 
to price themselves out of the market 
with a loss of revenue and at the same 
time “force us as a rail shipper out 
of business.” 

He described in detail a 17-page ex- 
hibit, and in the course of his remarks, 
Mr. Lewallen said the railroads had 
not yet restored origin relationsh:ps as 
required by the Commission in Ex Parte 
166. He had previously said the appli- 
cation of percentage increases to long- 
haul rates had greatly disturbed competi- 
tive relationships, each percentage in- 
crease having benefitted the short-haul 
shirper moving his products from the 
pipe line terminals or refineries located 
near the marketing territory, while the 
long-haul shipper had been required to 
assume the burden and absorb a greater 
portion of the transportation charges. 

Rail rates on petroleum products should 
not be further increased, he said, be- 
cause the rates were already higher 
than the traffic could bear. If rates 
must be further increased, a definite 
maximum not exceeding 3 cents a hun- 
dredweight should be prescribed and any 
increase should be stated in cents and 
not on a percentage basis, he said. He 
asked an order requiring the carriers 
to restore and maintain origin relation- 
ships on petroleum rates that existed on 
June 30, 1946. 

He said the opinion of jobbers and dis- 
tributors in the. middlewest was that 
petroleum product rates should be re- 
duced rather than increased because 
subject to movement by various types of 
transportation, river barge, tanker, pipe 
line, truck,.and rail, and that agricul- 
tural commodities and grain were not 
susceptible to all of those competing 
forms of transport. If the Commission 
continued to allow “increase upon 12- 
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crease,” Mr. Lewallen said, the distribu- 
tors said they would be forced to discon- 
tinue doing business with his company 
and obtain their requirements from 
terminals and refining points located 
near their consuming area. 


Fertilizer and Material 


D. A. Dashiell, traffic manager, F. S. 
Royster Guano Co., said his company 
had fertilizer and fertilizer material 
plants at 11 points in the south and at 
Baltimore, Md., Indianapolis, Ind., Toledo, 
O., and Madison, Wis. Referring to an 
exhibit, he said fertilizer materials, phos- 
phate rock and potash moved long dis- 
tances, and that his figures indicated 
clearly that the present rates on those 
commodities were highly remunerative. 
He said, at another point, fertilizer price 
increases had paralleled freight rate in- 
creases, and that it was felt the farm 
economic situation would not permit 
passing further rate increases to the 
farmers. Increased prices, he said, would 
result in curtailed consumption, and the 
company would have to absorb increases 
in freight rates to prevent loss of ton- 
nage to itself and the railroads. 

Much traffic was lost to the trucks, he 
said, adding that they gave a more com- 
plete transportation service than the 
railroads. In the war years, he said, 
the larger percentage of his company’s 
shipments handled by rails, and that the 
trend was now back to trucks. If rail 
rates were increased, he added, it would 
drive fertilizer traffic back to the trucks 
and the railroads would lose more reve- 
nue than the increased rates could pro- 
duce. He said he felt rail freight rates 
were at the peak and that the Commis- 
sion should not authorize further in- 
creases in the rates on fertilizer and 
fertilizer materials. 


Cast Iron Pressure Pipe 


J. K. Hiltner, general traffic manager, 
United States Pipe and Foundry Co., 
testified on behalf of the entire cast iron 
pressure pipe industry, with the excep- 
tion of one company. He said the indus- 
try was opposed to an interim increase 
and a permanent increase of 13 per cent. 
He observed that, in Ex Parte 162, the 
Commission had granted increases above 
those thought necessary by the carriers 
and while there might have been suf- 
ficient reason for that action as to other 
manufactured iron and steel articles, it 
was not the case on cast iron pine. 


He asserted the carriers had not ex- 
hausted all possible remedies to increase 
their revenues, citing a lower basis of 
rates on competitive cement asbestos 
Pressure pipe than on cast iron pressure 
pipe. Until the carriers had given their 
revenue sources proper consideration 
they “have no right to come to the Com- 
mission with a request for a percentage 
increase in freight rates,” he asserted. 


He also asserted that 75 per cent of the 
Scrap used in eastern foundries moved 
by truck as compared with less than 5 
per cent so moving prior to the decision 
m Ex Parte 123, and that a quantity of 
pig iron used was moved into the plants 
by water. 


Mr. Hiltner also asserted that the in- 
dustry had been unsuccessful in all ex 
parte cases since Ex Parte 123 in having 
the carriers consider any attempt to 
work out a system of maximum increases, 
or flat amounts, although a basis of rates 
Might have been worked out that would 
have enabled the railroads to retain the 
traffic. Rail officials’ statements that 


the sought increases would not drive 
traffic from the rails was proved falacious 


by history insofar as cast iron pipe was 
concerned, he said. 

He said he found few commodity rates 
that had advanced in percentages near 
those on cast iron pressure pipe, and said 
he reiterated his plea that that commod- 
ity be treated separately and distinctly 
from all other commodities and the rates 
be based on the requirements of the com- 
modity. He said the industry was anxious 
to see restored the rate relationship be- 
tween foundries that existed prior to the 
10 per cent increase in Ex Parte 123, and 
expressed vigorous opposition to “the 
straight percentage increase as proposed 
by the carriers” if the Commission de- 
cided there must be some increase. Such 
increase should be limited to 5 cents a 
hundred pounds or one dollar a net ton, 
he said. 


Cement 


Harry L. Ryan, traffic manager of the 
Ash Grove Lime & Portland Cement Co., 
said cement rates now exceeded the 
saturation point and that present rates 
were pricing both carriers and shippers 
out of the market and resulting in di- 
minishing returns to the carriers. Fur- 
ther increases he said, would restrict 
cement mill markets and curtail long- 
haul traffic by rail. Because of a tem- 
porary abnormal demand and conse- 
quent. shortage of cement he said, the 
impact of the loss of long hauls of ce- 
ment had not been felt by the railroads, 
but would be with the return of a normal 
buyers’ market. 

Among other things, Mr. Ryan said his 
company’s action in not opposing the 
carriers in Ex Parte 162 was “unfortun- 
ate” because, although the carriers 
sought a flat increase of 50 cents a ton 
or 2% cents a hundredweight, thus pre- 
serving established rate relationships be- 
tween cement mills, “we were, therefore, 
amazed when the carriers were granted 
the higher percentagewise increase of 
20 per cent, maximum 6 cents per hun- 
dredweight.” 


Cern Syrup, etc. 


Saying he was not objecting to such 
increases as the Commission found 
necessary, Arthur J. Coburn, general 
traffic manager of Penick & Ford, Ltd., 
Inc., of Cedar Rapids, Ia., observed that 
the carriers requested a 13 per cent in- 
crease On corn syrup unmixed (glucose) 
whereas sugar, interchangeable in almost 
the entire sweet goods industry, was to 
have a maximum increase of 8 cents a 
hundred pounds. Rate differentials in 
favor of cane or beet sugar, that natural- 
ly reflect themselves in the delivered 
price at consumer points, seriously af- 
fected the sale of corn syrup unmixed, he 
said. 

He asserted the present proposals 
would result in an increase of 51 per 
cent in the rates on corn syrup over 
the June 30, 1946, rate. He said rates on 
that commodity should not be increased 
to an extent that they would disrupt the 
business in competition with sugar. 


In view of “high earnings” on 
tank-car movements of corn syrup un- 
mixed, Mr. Coburn asked the Commis- 
sion to give consideration to no increases 
on such shipments. When the commodity 
was shipped in barrels and drums, any 
general increase should be no higher 
than on sugar, he asserted. 


Referring to bituminous coal used by 
his company, Mr. Coburn said coal rates 
were now paying their just proportion of 
the transportation charges, and that 
short-haul coal traffic should not be in- 


49 


creased the same amount a ton as long- 
haul traffic. 

Saying he knew of no emergency justi- 
fying an interim increase, Mr. Coburn 
asked the Commission to refuse “an in- 
terim basis” and that the entire request 
of the carriers be considered in only one 
decision. 

C. E. Burwell, vice-president, A. E. 
Staley Manufacturing Co., Decatur, II1., 
adopted Mr. Coburn’s testimony, and 
elaborated the points in the latter’s 
statement. 


New Orleans Position 


As to the general situation, Louis A. 
Schwartz, general manager New Orleans 
Traffic and Transportation Bureau, said 
Ex Parte 162 and Ex Parte 166 increases 
brought the rate level to a point where 
it had not only become burdensome to 
the shipping public, but where it was 
doubtful the carriers would derive the 
revenue sought by them. However, he 
said, members of the bureau were in- 
terested in adequate and efficient trans- 
portation and it was their position that, 
if the railroads proved that the interim 
as well as the overall increases were 
necessary, the Commission should grant 
such increases “to the extent that such 
proof is made.” 

Dealing with specific commodities, and 
speaking for New Orleans sugar refiners 
(except the American Sugar Refinery) 
and for members of the American Su- 
gar Cane League, he said it was urged 
that no increase whatsoever be granted 
on rates on either raw or refined sugar 
because any further increases would re- 
sult in diyersion of the traffic to truck 
and barge carriers. 

If the Commission granted any in- 
creases in cotton rates, Mr. Schwartz 
said, they should be limited to a maxi- 
mum of not in excess of 7 cents a hun- 
dred pounds, and any percentagewise in- 
crease should be applied to the rates with 
the highest minimum weight and the 
same increase for 100 pounds apply to 
the other rates between the same points, 
the method he said was followed by the 
Commission in Ex Parte 162. In these 
views he said his views were concurred 
in by the Dallas Cotton Exchange, the 
Houston Port and Traffic Bureau, and 
the Galveston Chamber of Commerce. 

Mr. Schwartz asked that where 
through rates were made by combining 
separately stated rates, the combination 
be not increased separately except as 
otherwise provided as to rates on grain 
and grain products, but that a single 
increase be applied to the entire through 
rate. 


He said it was the further position of 
the members of his organization that 
whatever -increases the Commission au- 
thorized be stated in cents a 100 pounds 
in order to preserve “as near as possible 
present relationships.” 


Roofing, Etc. 


B. H. Rubenstein, general traffic man- 
ager, Ruberoid Co., of New York City, 
spoke for 17 producers of “more than a 
thousand articles, with plants through- 
out the nation,” in opposing any interim 
increases. It was the position of the 
companies for which he spoke that no 
emergency existed in the financial con- 
dition of the railroads as a whole, “dur- 
ing this first week of December, 1948,” 
and he said the companies relied on Dr. 
Parmelee’s exhibit filed in the proceed- 
ing. 

He said the tariff situation by reason 
of the publication of “general increases, 
emergency increases, and interim in- 
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creases” since 1941 had become so bad it 
required a great many steps to calculate 
the rates “on almost any traffic from 
and to any given point... .” . 
Mr. Rubenstein asked the Commissio 
to “discount” reparation proposals of 
the railroads in connection with interim 
increases because, he said, the study and 
preparation of claims under the proposal 
were techincal, difficult and costly. 


Oklahoma City C. of C. 


Frank Kesler, manager, transporta- 
tion division, Oklahoma City Chamber 
of Commerce, said that body felt the 
Commission should examine with ex- 
treme care the carriers’ need of addi- 
tional revenue, the possibility of diversion 
of traffic, the peculiar circumstances of 
the southwest, suitable maxima, and re- 
tention of rate relationships. 

He said southwestern region carriers 
had had an increase of 24.2 per cent in 
net railway operating income in the nine 
months ended with September, 1948, and 
an operating ratio of 72.6. He quoted 
from Mr. Lewallen’s statement concern- 
ing the trend toward truck transporta- 
tion, and said “our experience” indi- 
cated it was doubtful, except in unusual 
circumstances, that the railroads could 
regain traffic once lost to other forms 
of carriers. 

Mr. Kesler observed that Oklahoma 
was “preponderantly an importing state” 
of manufactured items and, considering 
the fact that the per capita income of 
the state was only 70 per cent of the 
national average, it was apparent any 
increase in the cost of “our imports 
makes it extremely difficult to maintain 
a standard of living comparable to that 
of the nation as a whole.” 

The need of the entire eastern half of 
Oklahoma was 300,000 tons of phosphate 
rock a year, he said, but that the 1947 
movement totaled only 37,000 tons. 
Higher rates, he said, would seriously 
retard the state’s soil development pro- 
gram. 


Steel Shipper’s Experience 

Martin Schweppe, assistant traffic 
manager, Granite City Ill.) Steel Co., 
said further increases would accelerate a 
trend to motor and water carrier trans- 
portation, “and result in failure as a 
revenue measure insofar as shipments 
from Granite City Steel Co. are con- 
cerned.” His contention was based on 
the company’s experience in 1947 and 
1948, he said, “the period during which 
the progressively large increases of rail 
rates and charges have been in effect.” 
Of the 258,252 net tons of shipments by 
the company in the first nine months of 
1947, he said, 200,825 tons moved via rail 
and 38,354 via motor carrier. Of the 
1948 shipments of 304,341 net tons, he as- 
serted, 221,771 tons were shipped via rail 
and 69,880 via motor carrier, so that 
while total tonnage increased 17.85 per 
cent in 1948, rail tonnage increased 10.4 
per cent while truck tonnage increased 
82.2 per cent. Mr. Schweppe said pres- 
ent orders on the company’s books indi- 
cated a greater percentage of tonnage to 
be shipped by truck and barge than ever 
in the history of the company. 

He said it was significant the company 
was now shipping by truck up to six 
hundred miles, longer-haul tonnage in- 
creasing from 701 tons in 1947 to 3,543 
to the same destinations for the first nine 
months of 1948. 


Paint 


Kenneth J. Sutherell, chief of rates 
and research, Sherwin-Williams Co., 
representing John B. Sanford, general 


manager in charge of traffic for that com- 
pany and seven affiliated or subsidiary 
companies, said the company had not in 
any way opposed the increases in Ex 
Parte 162 and Ex Parte 166 and “only 
attempted to protect our interests.” How- 
ever, he continued, in view of the fact 
that in the past two and a half years rail 
rates on raw materials had increased 
more than 55 per cent, and on finished 
products more than 60 per cent, “we feel 
compelled at this time vigorously to op- 
pose any further increase in rail freight 
rates.” He offered an exhibit showing 
the increases in rates since June 30, 1946. 

Among other things Mr. Sutherell said 
present average transportation cost on 
paint, including raw materials and fin- 
ished products, was 40 cents a gallon. 
Any increase in this cost now would dis- 
rupt the company’s manufacturing and 
distribution program, “which were just 
recently re-arranged due to the final 
decision in Ex Parte 166,” he said. 

“Another increase in freight rates,” 
said Mr. Sutherell at one point, “plus 
the possible far-flung effects of the 
recent basing-point decision, will proba- 
bly make it necessary for us to decentral- 
ize, to build smaller plants, close to their 
retail market, thus reducing transporta- 
tion to an absolute minimum .. . short 
hauls in which the rail carriers cannot 
compete because of service.” 

He said his statements also applied to 
insecticides, adding the company was 
finding it increasingly difficult to keep 
that traffic on the rails. 

“Prosperity can only exist upon a mar- 
gin between income and outlay sufficient 
for industry to place the railroads upon 
a profitable basis,” he said in conclusion. 
“Let us not destroy that which has taken 
years to build.” 

G. H. Farmer, traffic manager, A. M. 
Reed Associates, appearing for a number 
of southern interests, asked that the ap- 
plication of maxima in connection with 
combination rates be under the same 
rule as adopted in Ex Parte 166, with the 
exception of rates on moulding sand 
from specified origins. 

He also said the rate on expanding slag 
should not be increased more than the 
rate on furnace slag. 

As to lumber, Mr. Farmer said his 
clients took the same position as the 
Southern Pine Association in opposing 
any interim increase. Further, he said, 
with reference to the maximum increase 
of 5 cents a hundred pounds proposed, 
that seemed to be 8 per cent of the rate 
from the lower Mississippi Valley to 
Chicago. It would, he said, affect the 
two most important lumber adjustments, 
that from the south and that from the 
Pacific Coast. The latter movement of 
lumber, under the provosal, would be 
increased 4.8 per cent to Chicago, he 
asserted, while the lumber moving from 
the south into Official Territory would 
take the full 8 per cent increase. He said 
the “depressed level” of rates from the 
Pacific Coast, now that there was no in- 
tercoastal water competition, should be 
increased as much as the rates from the 
south. 

Second ‘Side’ Hearing 

North Dakota interests presented their 
case in opposition to the proposed in- 
creases in a second separate hearing be- 
fore Examiner Burton Fuller. 

F. P. Aughnay, for the North Dakota 
Public Service Commission and other 
North Dakota interests, stated the op- 
position of those interests to any interim 
increase at this time. He offered an ex- 
hibit containing a study of grain rates 
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as of March 25, 1914, prior to World War 
I, and brought down to the present pro- 
posal, shown to average 219 per cent of 
the 1914 rates. He then said grain prices 
had substantially declined, saying Dr. 


‘Parmelee had shown a drop from $2.66 


a bushel on October 15, 1947, to $1.98 on 
the same date this year. He said North 
Dakota interests were concerned_with 
that reduction in price and felt that 
grain was bearing its share of increased 
freight rates. 

Since 1935, Mr. Aughnay said, his ex- 
hibit showed that from North Dakota 
to Minneapolis, transportation costs on 
wheat, coarse grains, and flaxseed had 
increased $13,543,000, or more than 50 
per cent. Shippers, he said, were opposed 
to the further increase of $3,171,000 now 
proposed as an interim increase. 

Elmer W. Cart, director of traffic, North 
Dakota Farmers Union, and speaking 
also for the National Farmers Union, of- 
fered an exhibit showing the price of 
wheat at Minneapolis, the price-setting 
market, on northern spring wheat from 
January 1, 1910, to October 31, 1948, 
which showed the price fluctuations by 
months in each year and from one year 
to another. 

He said the peak price was reached in 
November, 1947, at $3.04 a bushel, and 
had been declining since that time. At 
the present time, he said, the Minne- 
apolis price for October was only two 
cents above the 90 per cent parity figure. 
He maintained that grain could not take 
the interim increase. 

J. L. Enright, executive assistant, Otter 
Tail Power Co., at Fergus Falls, Minne- 
sota opposed any increase on lignite coal, 
and on bituminous coal. Wesley E. Keller, 
vice-president, Truax-Traer Coal Co., in 
charge of the North Dakota lignite di- 
vision, representing also other lignite 
producers, said he did not presume to say 
the railroads did not need increased 
revenues, but asked the Commission to 
follow its own precedent and make any 
increase on lignite 50 per cent of any 
increase granted on bituminous coal. The 
use of lignite, moving by rail, ought to 
be encouraged, he said, since the railroads 
received no revenue on much oil that was 
consumed in North Dakota. 


J. I. Finsness, commerce counsel, Fargo 
Chamber of Commerce, adopted the testi- 
mony of Messrs. Aughnay, Cart and 
Keller, and said the 800 members of the 
Fargo chamber opposed any interim in- 
—— on the ground that no emergency 
exists. 


The coal interests completed their 
case in Ex Parte 168 on Monday, De- 
cember 6, with the presentation as wit- 
nesses of William Ehmann for the Wis- 
consin Coal Bureau.; John A. Maher, 
Maher Coal Bureau; A. S. Boden, traffic 
manager, Western Pennsylvania Coal 
Operators Association, and W. E. Fowler, 
general traffic manager, Youngstown 
Sheet and Tube Co. 


Mr. Ehmann said he adopted the tes- 
timony of Mr. Estes insofar as it dealt 
with an interim increase, and said that 
his bureau was cooperating with the Na- 
tional Coal Association in the prepara- 
tion of the study to which Mr. Estes re- 
ferred in his testimony. He estimated 
the study would be completed in 30 days. 
If any increase was allowed, he said, it 
should be no greater on anthracite or bi- 
tuminous than on other commodities. 
On lake cargo coal, he said, if there was 
an interim increase, it should be appli 
but once on that traffic. 


Mr. Maher said his position was that 
of the national coal group also, that n? 
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interim or other increase should be 
granted without hearing, and was the 
same of Mr. Ehmann’s if there were to be 
any increases. He also said any increases 
should be applied to the same degree on 
lignite as on bituminous coal because, he 
asserted, lignite was cutting into the bi- 
tuminous market. 


Mr. Boden said it was the position 
of the Pennsylvania operations that the 
method by which the carriers proposed 
to apply the increases would result in an 
undue burden on short-haul rates mov- 
ing locally consumed coal. A lower in- 
crease in cents a ton should be author- 
ized for such local area rates than was 
proposed for the long-haul rates, he said, 
adding “we strongly advocate that es- 
tablished differential relationships be- 
tween producing areas should be pre- 
served in the longer-haul rates.” 


Mr. Fowler offered an exhibit to bring 
his exhibit in Ex Parte 166 up to date. 
He asserted that as there would be lit- 
tle movement during the winter months, 
there would be time for a thorough 
analysis of the rail proposal, and added 
the Youngstown area was already oper- 
ating under heavy “penalty” because of 
the policy of the railroads in applying 
flat increases to ore rates. The pro- 
posed increase on bituminous coal should 
not be approved, he said, and he added 
that a proposed increase on fluxing stone 
was not justified. 


E. W. Bauman, managing director, 
National Slag Association, said after 
studying the carriers’ proposals in the 
light of what had occured in the last 
few years, “we are convinced further in- 
creases will not produce further reve- 
nue for the carriers.” 


Argument December 8 


Commissioner Aitchison announced 
that argument would begin at 10 o-clock 
on Wednesday, December 8, and that the 
maximum time for argument would be 
three days. He said briefs would be re- 
ceived up to the “end of business” on 
the next day, and that they would be 
received in the “shape of memoranda,” 
in any form convenient to those prepar- 
ing them: 


Traffic Consultant Testifies 


William B. Saunders, a traffic con- 
sultant, appeared for the Property Own- 
ers Committee, Southern Traffic League, 
the Associated Industries of the State of 
New York, and for the U. S. Brewers 
Foundation. 


In a prepared statement he referred 
to an exhibit in which he had set up 
the annual rate of railway traffic and 
income trends, actual for 1946, and set 
up for 1947 and 1948, by multiplying in- 
dividual months’ figures by 12 to show 
the annual rate. This, he said, was to 
express monthly figures on a basis that 
could be compared with the annual 
levels shown in Dr. Parmelee’s exhibit. 
He said the resulting figures showed 
that traffic in 1948 was running at a 
very low rate in the early part of the 
year but had since recovered and was 
at very high levels. For example, : he 
Said, in September the railroads were 
operating at an annual rate of 674 bil- 
lion ton-miles, compared with the car- 
tiers’ estimate of 637 billion ton-miles 
for 1948. 


Mr. Aronson spent a good portion of 
cfoss-examination of Mr. Saunders on 
this portion of his exhibit, Mr. Aronson 
insisting that Mr. Saunders was com- 
Paring unlike things, and Mr. Saunders 
Saying the “whole point” was to show 


that the ton-mile estimate for 1949 was 
too low. At one point Mr. Aronson asked 
if Mr. Saunders wanted the Commission 
to use the September estimate (the Sep- 
tember traffic volume multiplied by 12) 
as an estimate of the next 12 months’ 
business. Mr. Saunders said he was try- 
ing to say that the assumption of 621 
billion ton-miles for 1949 represented a 
very substantial decline from current 
traffic levels. 


Hearing Ends, Argument to Follow 


Mr. Saunders said he wanted to empha- 
size that traffic estimates for the rail- 
roads had generally been lower than the 
actual results. He referred to his exhibit 
which, he said, showed estimates made by 
the Association of American Railroads in 
January, 1946, and actual results for 1947 
and 1948 to date. The sheet to which he 
referred showed the A.A.R. estimates as 
458 billion ton-miles for Class I railroads 
in 1947, with actual ton-miles totaling 665 
billion and “per cent of underestimate, 
Si.1.” 

Another sheet, he said, dealt with “the 
more short-run type of estimate.” In 
September, 1946, he asserted, the railroads 
underestimated traffic for that year by al- 
most 9 billion ton-miles. At the same time, 
he added, they estimated traffic for 1947 
to be nearly 71 billion ton-miles lower 
than the actual results for the year. Last 
September, he continued, the railroads 
estimated 1948 traffic as 620 billion ton- 
miles, about the same as their present 
estimate for the 1949 level of traffic. Their 
present estimate for 1948 was 17 billion 


ton-miles higher, he said, “but it is clear . 


that this estimate will be exceeded by a’: 
least 3, and perhaps 4, billion ton-miles.” 

Mr. Aronson returned again to his sug- 
gestion that Mr. Saunders was comparing 
unlike things when he computed October 
freight revenue on an annual basis, and 
compared it with Dr. Parmelee’s estimate 
of revenue for 1949, having made a sim- 
ilar computation and comparison of Sep- 
tember freight revenue with Dr. Parme- 
lee’s estimate. 

Mr. Saunders said he made an analysis 
of the returns of the carriers as to their 
expenses to “determine the extent to 
which they are internally consistent and 
to develop what possible assumptions they 
might be making with respect to the level 
of expenses.” Mr. Aronson asked if Mr. 
Saunders meant by the phrase that he 
was challenging the estimates made by 
the several roads to the extent that some 
might not have shown a decrease in em- 
ployment in showing a decrease in rev- 
enue. Mr. Saunders said in the absence 
of any explanation, he could not tell 
whether the figures were reasonable or 
not. 

Referring to a recomputation of 1949 
expenses on the basis of the changes as- 
sumed by the Missouri Pacific and the 
Frisco, Mr. Saunders said the estimates 
of total expenses by Dr. Parmelee 
$7,848,600,000, would be reduced $432,160,- 
000. He added it seemed clear that great 
significance must be attached to the na- 
ture of the underlying assumptions made 
by the various individual roads. 

Mr. Aronson drew an agreement that 
it was “one way of putting it” to say 
that Mr. Saunders was disregarding the 
“representativeness” of the other 32 
roads reporting their figures to Dr. 
Parmelee in favor of the two railroads 
used. Mr. Saunders said it was his pur- 
pose to show the picture based on those 
two railroads. Mr. Aronson remarked 
that “if two other railroads at the other 
end of the rainbow were used, you would 
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have gotten an entirely different pic- 
ture,” and Mr. Saunders agreed. 

George P. Shuler, for the Oscar Mayer 
Co. of Madison, Wis., submitted an ex- 
hibit dealing with livestock rates from 
zone 1 of Western Trunk Line territory. 


Crew’s Testimony 


W. C. Crew, vice-president, The Denver 
Union Stock Yard Co., of Denver, Colo., 
submittedt and discussed an_ exhibit 
which, he said, was designed to show 
that the freight rate increases authoriz- 
ed by the Commission in ExParte 162 
and Ex Parte 166 had disrupted the rate 
relationships on animals and products 
between slaughter origins in the west 
and southwest in their competition for 
business in the eastern seaboard area. 
He said that livestock in packinghouse 
products had already borne a heavy bur- 
den of rate increases and that the 
further increases now proposed would 
add to that burden and would jeopardize 
the position of the western packers in 
the markets they sought to reach. 

He said that two kinds of competition 
were involved; that one was competition 
for live animals for shipment to the 
Pacific coast where they were slaughtered 
locally, and that the other was competi- 
tion of midwestern packinghouses with 
each other and with those on the west 
coast. His exhibit dealt at length with 
increases in rate spreads, as between. 
slaughter origins, on fresh meat and on 
packinghouse products, compared with 
rates from Chicago to New York City, 
which had been effected since June 30, 
1946. Included in the exhibit was a 
“suggested method for restoration and 
maintenance of June 30, 1946, rate 
spreads between livestock and its prod- 
ucts and between livestock and packing- 
house marketing centers by use of a 
maximum increase basis to be applied on. 
a nationwide basis.” That method was 
outlined as follows: 

(1) Use the June 30, 1946, Omaha, 
Neb., to Chicago, Ill., rate on packing- 
house products as the nationwide base 
rate before increases are applied—40 
cents; (2) to that rate add the 15 per 
cent livestock rate increase granted by 
the I.C.C. in Ex Parte 162—6 cents 
(making a sub-total of 46 cents); (3) to 
that rate add the 25 per cent livestock 
rate increase granted by the I.C.C. in 
Ex Parte 166—12 cents; (4) total rate as: 
result of Ex Parte 162-166 increases, 58 
cents. 


The difference of 18 cents between 
the 40-cent “base rate” of June 30, 1946, 
and the 58-cent rate computed as indi- 
cated in the foregoing would be, accord- 
ing to Mr. Crew’s “suggested. method,” 
the “maximum increase to apply on all 
rates on livestock and its products on a 
nationwide basis.” 


John P. Staley, counsel for Swift & 
Co., on cross-examination asked Mr. 
Crew what his position was toward the 
interim increase the railroads sought, 
and Mr. Crew answered that there 
should be no increase on livestock or on 
any of the animal products. Mr. Staley 
pointed to a statement in Mr. Crew’s 
exhibit where was shown the result of 
of application of a “24-cent maximum” 
to the June 30, 1946, rates on fresh meat 
and packinghouse products in a com- 
parison of rate spreads between such 
products and livestock, and suggested 
that effectuation of such a _ proposal 
would result in reductions of existing 
rates. Paul E. Blanchard, counsel for 
Armour & Co., who questioned Mr. 
Crew on direct examination, said that 
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“we are not proposing any reductions in 
this case at all.” 


At the opening of hearing the morn- 
ing of December 7, Mr. Staley made it 
clear that Swift & Co. took the same 
position as other packers in opposition 
to any interim increase. 


He drew from Mr. Crew agreement 
that, percentagewise, rate increases from 
Chicago to New York under the pro- 
posal would be double those from Den- 
ver to New York since June 30, 1946. He 
also developed that there would be a 
maximum of 24 cents a hundred on 
the livestock to Chicago, and another 
24-cent maximum on the products, mak- 
ing a total maximum of 48 cents with- 
out taking into consideration that there 
would not be a 100 per cent yield from 
the livestock to ship out as products. 


Controversy On Adjustments 


The testimony of H. L. Van Amburgh, 
for the Union Stockyards Co. of Omaha, 
Neb., that the railroads had failed to 
take any steps to restore competitive 
relationships distorted as a result of the 
increases in Ex Parte 166, brought a 
brisk exchange of remarks between 
Commissioner Aitchison and Mr. Barron. 
Mr. Van Amburgh took the position that 
there should be no increase, interim or 
otherwise, that would further distort 
those relationships, adding that “the 
tremendous distortion of relationships” 
had been shown by Mr. Crew. 


Mr. Barron asked if the chairman of 
the various rate regions asked Mr. Van 
Amburgh to support “your proposition” 
in the light of what he thought the re- 
lationship should be. He asked whether 
Mr. Van Amburgh had ever suggested to 
the Southwestern or Western Trunk- 
Line bureaus any definite proposition. 
Mi. Van Amburgh said that “we stated 
in our letter we had submitted a pro- 
posal at the Washington hearing in 
December that we thought might take 
care of the situation.” When Mr. Barron 
persisted in asking the witness if he 
had ever suggested to the Western Ter- 
ritory railroads “any proposition,” Com- 
missioner Aitchison observed that Mr. 
Barron was becoming “legalistic.” He 
said the carriers proposed by voluntary 
action to restore relationships. In the 
light of that, he asked how Mr. Barron 
expected some one to make a definite 
proposal first. When Mr. Barron said 
the carriers wanted to know what the 
shippers had in mind, the commissioner 
said that was not the question, but 
whether or not “you will accomplish 
what you promised to do to restore these 
relationships.” 


Mr. Barron said the railroads did not 
recognize, and he did not think the Com- 
mission recognized, any definite relation- 
ships between livestock and packinghouse 
products and fresh meats. He added: 
“When this proposition was put before 
the Commission in December, you will 
recall there was no agreement between 
the packers at all. Swift & Co. is stil] 
opposed to what these men want.” Com- 
missioner Aitchison said voluntary ac- 
tion was even more necessary where there 
was a “triangle” of interests. Mr. Barron 
replied the railroads promised to correct 
recognized relationships. and meant it 
when they said it. Commissioner Aitchi- 
son read from the decision to the effect 
that the railroads promised to restore 
competitive relationships as completely as 
possible, adding it struck him someone 
was getting very legalistic “when you will 
not talk with your customers.” Mr. Bar- 
ron replied the carriers had assured the 


packers they would talk with them “if 
we only knew what we were going to talk 
about.” The commissioner observed that 
livestock and packinghouse products 
ought to be sufficient to talk about. 

Mr. Barron said the matter should 
be looked at realistically. He said the 
carriers knew what the packers pro- 
posed in December, adding it was “the 
most idiotic proposal anyone ever heard 
of.” He said it would have been vain 
to go through the motions of having 
a meeting “and come up with the same 
proposition.” Mr. Barron said the Com- 
mission did not suggest in its decision in 
Ex Parte 166 that there was any rela- 
tionship between livestock and packing- 
house products, and that it had pre- 
scribed rates while the proposition was 
before it. Commissioner Aitchison said 
it was impossible for the Commission to 
deal with the matter and that all it could 
do was to “take you at your word when 
you said you would endeavor by volun- 
tary discussion” to pave the way for 
restoring existing relationships. Mr. Bar- 
ron assured the commissioner the offer 
was made in good faith, and after some 
further exchanges, in which he said 
the Commission had not laid down any 
basis for any rates, at which point Com- 
missioner Aitchison interjected: “Except 
to restore competitive conditions,” and 
added a suggestion that the situation 
might result in complaints before the 
Commission. Mr. Barron said a com- 
plaint would not be necessary if the 
packers would comply with the rules. 
He added: “I do not apologize for our 
action in any way, shape or form.” 


Department of Agriculture 


The Department of Agriculture offered 
Louis Bean, who appeared for the de- 
partment in Ex Parte 166, to testify in 
Ex Parte 168 as to agricultural prices and 
production and the effects of the propo- 
sal on the national economy. 

After a review of agricultural prices 
and production, Mr. Bean was asked to 
state what the possible effect of a rate 
increase on the national economy. The 
witness referred to a newspaper report 
that the chairman .of the Council of 
Economic Advisers, established by law 
to advise the President, had said the $3 
billion difference between a $15 billion 
and an $18 billion defense program 
could easily sway the balance to the 
inflation side. 

“If $3 billion is considered significant,” 
said Mr. Bean, “then one billion dollars 
becomes one-third that amount.” 

His reference to one billion dollars was 
to an estimate of the increase to be pro- 
duced by the carrier’s long-range pro- 
posal. 

Mr. Bean, in explanation of the term 
“parity” for agricultural commodities, 
said it was a price at present 247 per 
cent of the 1914 price level. He ex- 
pressed the opinion than an index of 
freight rate increases would show a 
similar relationship with the earlier rate 
level, but said he had not constructed 
such an index. 

Asked questions by the presiding com- 
missioner about specific commodity situ- 
ations, Mr. Bean said he did not think it 
fair, since he was testifying as to the 
general situation, and should be given 
time to prepare for more specific ques- 
tions. 

He cited a number of agricultural 
commodities, comparing their price with 
a year ago when the index figure stood 
at 307, saying that had dropped about 
one-third to 204, and said the price sit- 
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uation was very obviously the result of 
good crops this year. He gave it as his 
opinion that meat prices would decline 
in 1949. 

Mr. Bean read from a Department of 
Agriculture forecast that 1949 wheat 
acreage would exceed the 77 million acres 
of 1948, saying almost 80 million acres 
would be seeded for 1949, which, he 
said, would be 10 per cent higher than 
the 71% million acres suggested by the 
Secretary of Agriculture for the wheat 
program. 

He also said wholesale prices had in- 
creased in the case of other than farm 
products, but agreed there had recently 
been some decrease. He also thought 
cash received by farmers in 1949 might 
be almost as much as in 1948. 

When Mr. Aronson asked the witness, 
if the Commission determined the rail- 
roads required “x number of dollars” in 
added revenue, whether or not he would 
suggest to the Commission that the 
entire amount be confined to other 
than agricultural products. Mr. Bean 
said that was a matter of policy and 
James K. Knudson, counsel for the 
Department of Agriculture, rose to his 
feet to say that Mr. Bean was not 
present to make policy statements. 

Similarly, when Commissioner Ait- 
chison asked the witness about whether 
there was a “prevailing” depression in 
agriculture in the language of the 
Hoch-Smith resolution, directing the 
Commission to give special consideration 
to the agricultural situation in the 
1930’s, Mr. Knudson restrained the wit- 
ness from replying. 

Mr. Knudson said the Commission had 
invited argument in Ex Parte 166 as to 
the status of the Hoch-Smith resolution. 
He said he would rather argue the mat- 
ter frankly rather than have “this wit- 
ness” commit the department by any- 
thing he might say. 


Reynolds Metals Co. Testimony 


L. E. Galaspie, general traffic man- 
ager, Reynolds Metals Co., said he 
would deal primarily with the interim 
increase request, and would at later 
hearings offer testimony as to the 
permanent increase. He said Reynolds 
was opposed to any increase, interim or 
otherwise, feeling the railroads were 
facing no emergency that would justify 
@ general increase. An increase of 8 
per cent or 13 per cent, he added, would 
“shift the so-called emergency” to the 
aluminum industry as well as others, 
and would increase transportation costs 
beyond what the traffic would bear. 
would cause shifts, consolidations and 
mergers of plants, and would narrow 
markets. 

Mr. Galaspie also objected to a treat- 
ment accorded iron ana steel differing 
from that accorded aluminum, as wid- 
ening the spread in rates between those 
commodities. He said the interim in- 
crease would add approximately a mil- 
lion dollars a year to the Reynolds 
traffic costs, including the transportation 
of raw materials and finished products, 
and contrasted the increases proposed 
on alumina, the raw material of the in- 
dustry, and iron ore, observing that no 
maximum had been proposed on alum- 
ina. 

He said the management of the com- 
pany had made certain relocations of 
operations, and would make further 
shifts, because of increased freight costs, 
so that there was a diminishing amount 
of traffic moving by rail, greater facili- 
ties having been provided for moving 
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materials by truck. Commissioner Ait- 
chison asked if a shift in terms might 
not be made to say that relocation had 
been caused by increased costs the car- 
riers had been compelled to meet, and 
Mr. Galaspie replied: “Insofar as the 
Commission granted increases to meet 
the increased costs of the carriers, yes.” 

Mr. Potter suggested that it might be 
said the previous operation was some- 
what uneconomical. and Mr. Galaspie 
agreed, adding it was found more un- 
economical than to put the plants where 
they are now located. 

Mr. Galaspie said that, in 1946, 91.6 
per cent of the company’s traffic from 
Chicago to Official territory was shipped 
by rail; in 1947, after Ex Parte 162 went 
into effect, 64 per cent by rail and 36 
per cent by truck; while, in 1948, for 10 
months, the percentages were 9 per cent 
by rail and 91 per cent by truck. 

When Commissioner Aitchison said the 
result followed rates found reasonable by 
the Commission, Mr. Galaspie replied the 
Commission had found the increases rea- 
sonable, but added the basic rates were 
unreasonable as a result of “a building 
up on an unreasonable base.” 

Mr. Gallaspie also said that from Chi- 
cago to Western Trunk-Line ‘Territory 
and the southwest, the 1946 shipments 
by rail were 93.6 per cent, while in 1947 
they were 47.3 ner cent, with 52.7 per cent 
moving by truck, and that in 1948, only 
28.2 per cent moved by rail while 71.8 
per cent moved by truck. 

Under cross-examinjation by Mr. Aron- 
son, Mr. Galaspie agreed that to the ex- 
tent there had been a diversion to 
trucks, his company had no interest in 
rail rates, but that it was interested on 
that portion that could move only by rail. 


Soft Drink Protest 


C. E. Walker, traffic manager, Nehi 
Corporation, a manufacturer of prepara- 
tions used in making soft drinks, said 
“the soft drink people should be exempt 
from any further freight rate increase. 
They are in a category by themselves. 
They have not been able to pass on to 
the consumer any of the increases in 
production cost or in freight costs.” He 
said they sold the same quantity and 
quality at “the historic prewar price of 
5 cents a bottle.” He said his company 
might never do it, but was by necessity 
considering using trucks to deliver its 
shipments to points in areas where it 
could haul its raw materials back to the 
plant, and might pick up empty con- 
tainers for a return load back to the 


— and use the containers a second 
ime. 


Ex Parte 166 Incorporations 


_ From .time to time during the hear- 
ing, counsel for various parties took ad- 
vantage of the Commission’s ruling to 
the effect that definitely specified por- 
tions of the record in Ex Parte 166 might 
be incorporated into the record in Ex 
Parte 168. 


Rail Argument Begins 


In argument in Ex Parte 168, which 
opened before the entire Commission’s 
membership December 8, Mr. Aronson, 
referring to contentions of shippers that 
the railroads had shown no emergency, 
asked if it was necessary to wait until 
“the death rattle is in the patient’s 
throat” before an emergency might be 
Said to exist. 

One of the most disturbing aspects 
of the rail situation, he asserted, was 
that the railroads, with approximately 
a peacetime record volume, “are doing 
aS poorly as they are.” Net railway 


operating income for 1948, he said, would 
be less than the Commission had indi- 
cated as that for a “normal constructive 
year” in its decision in Ex Parte 166. 

There was, said Mr. Aronson, no hope 
for an industry “as far-flung” as the rail- 
road industry that could earn only 2.9 
per cent on its depreciated investment. 
If that did not present an emergency 
entitling the railroads to the very earliest 
possible relief, he said, “then we have 
lost our case.” He added if that was an 
adequate return, then “we are going to 
have a government-owned industry,” and 
asked who would invest money in an 
industry with the enormous volume now 
being carried that would not produce 
more than 2.9 per cent return. 

Mr. Aronson said something would be 
said about railroads as to which no fi- 
nancial emergency existed, but asked the 
Commission to bear in mind that the 
returns were a composite of the railroad 
industry, not of the “poor-paying road 
or the best-paying road.” He added that 
“lest anyone feel we will be rolling in 
wealth”, if the 13 per cent increase were 
made effective January 1, 1949, interstate 
and intrastate, the railroads would end 
up with net railway operating income of 
less than one and a quarter billion dol- 
lars, which he said was within very few 
dollars of the net railway operating in- 
come projected by the Commission as 
recently as five or six months ago as the 
net railway operating income for a nor- 
mal constructive year. 

Commissioner Splawn asked if the 
prospective average return of 3 per cent 
constituted such an emergency that the 
carriers should have an increase. Mr. 
Aronson replied it did, and added the 
remark that there was a difference in the 
purchasing power of the dollar earned 
today in terms of what the railroads had 
to buy. 

Mr. Aronson said that equipment-trust 
financing was like buying household 
furniture on the installment plan but 
that, with the rarest exceptions, that 
seemed the only kind of railroad credit 
available, and added the industry must 
earn more than 3 or 4 per cent on its 
investment because it must reinvest in 
rehabilitation and expansion programs. 
He also observed that the cost of equip- 
ment and other improvements in 1947, of 
more than a billion dollars, was roughly 
three times the depreciation reserve. He 
added that depreciation accounting, in 
the face of the increased costs, was ab- 
solutely inadequate. A little later Mr. 
Aronson agreed with a remark of Com- 
missioner Miller to the effect that the 
matter of a rate base was academic be- 
cause the railroads would never get a 
fair return on any rate base. Mr. Aron- 
son added that what was necessary was 
an adequate return, “compared with 
other comparable situations, a return 
adequate to keep the industry in a stable, 
strong, healthy condition, an amount of 
return sufficient to attract capital to the 
industry.” 


The one thing the public could not 
afford, Mr. Aronson said, was an inade- 
quate, broken down railroad system. 


Amount of Increase 


Commissioner Aitchison asked Mr. 
Aronson if he would explain why the 
railroads had not in several petitions 
asked for as much as their testimony 
showed they needed. Mr. Aronson re- 
plied there were many things to con- 
sider such as the impact on the economy 
of the country, the possibility of di- 
version, the resistance of shippers and 
governmental departments. He said what 
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the railroads asked was a composite of 
the opinions of all the railroad execu- 
tives after weighing all those elements, 
that they “would like to get more” if 
they could, but that they had hoped to 
minimize somewhat the resistance of the 
Commission, the state commissions, and 
the shipping public. Whether “that 
balance” had been soundly determined 
or not, Mr. Aronson said he did not 
know. As he understood the rule, if the 
Commission thought the railroads should 
have more than they asked for, the Com-_ 
mission could “set it higher than we 
asked,” he said. 

Asked if the railroads would take all 
the increase authorized, Mr. Aronson 
said that there would, of course, be sit- 
uations that would have to be considered, 
but added that the delays that would 
follow any other method than requesting 
a general increase would amount to 
denial of relief. 

In dealing with the resistance to the 
incréase on the part of coal, coke, and 
iron ore interests, Mr. Aronson asserted 
the coal industry was in a very profit- 
able condition and that he was shocked 
that steel companies, whose prices had 
gone up, not within two months, or 
within two years, but on the day their 
increased costs were incurred, were re- 
sisting an increase for the railroads. 

“I hope you will give what we are 
asking and give it to us, please, at once, 
because we need it now,” said Mr. Aron- 
son. “The record of the railroads show 
that they have not been squandering 
thetr income in reckless expenditures. 
The dividend record has been conserva- 
tive, it is a penurious record at the 
present time.” 

He said in the face of the national 
situation now confronting the railroads, 
“delay is a denial of justice.” 


Variety of Opposition in 
Verified Statements Filed 
In Ex Parte 168 Record 


Many verified statements were filed 
with the Commission, pursuant to its 
special rules of procedure for Ex Parte 
168, Increased Freight Rates, 1948. The 
following is a brief review of these state- 
ments. 


Shipper and distributor groups han- 
dling fresh fruits, vegetables, and other 
foodstuffs, uniformly opposed an interim 
increase and asked justification of any 
further increases. 


M. O. Straford, manager, Idaho Potato 
and Onion Shippers Association, Inc., 
said shippers of potatoes and onions in 
Idaho and eastern Oregon opposed an 
interim increase on fresh fruits, beet 
tables, and protective service. 


Gordon Stedman, for the Growers & 
Shippers League of Florida, the Florida 
Citrus Commission, the Florida Canners’ 
Association, and Florida Fruit & Vege- 
table Association, said Florida citrus and 
vegetable industries opposed (1) ‘Any 
interim increase and (2) asked denial 
in its entirety of increase of 13 per cent 
on fresh citrus fruits and vegetables, with 
12 cents-a-hundred maximum, and 13 
per cent on canned citrus fruit and citrus 
fruit ‘juices. 


Durwood Seals, traffic manager, United 
Fresh Fruit and Vegetable Association, 
opposed an interim increase before re- 
gional hearings were held, asserting the 
increase was not justified by carriers’ 
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financial position. He said both petitions 
should be denied. 

Ralph E. Kittinger, secretary, Whole- 
salers’ Food Institute of Iowa, said in- 
creased rates on foodstuffs would increase 
consumer costs and reduce consumption 
of food. He asserted that present in- 
creases had caused diversion to other 
forms of transport and that further in- 
creased rates would decrease rail revenue. 

A. C. London, for the Georgia Whole- 
sale Grocers’ Association, Inc., also re- 
ferred to diversions, and said any fur- 
ther increase would merely increase “pa- 
per rates” and decrease rail revenue. 
W. L. Humphries, Arkansas Wholesale 
Grocers’ Association, Inc., took the same 
position. 


Clay and Clay Commodities 


H. B. Gifford, for R. T. Vanderbilt 
Co., Inc., shipping prophyllite clay, said 
that commodity should be accorded the 
same measure of increase, if any, ac- 
corded kaolin or china clay, and that it 
should be in the form of a flat amount 
a net ton. He objected to application 
of increases to each factor of a combina- 
tion. 

Ground fire clay should be treated the 
same as brick and related articles, said 
Theodore Hoover, Jr., traffic manager, 
Harbison-Walker Refractories Co. Any 
increase granted articles generally 
should be prescribed for crude clay and 
crude fire clay with a maximum, the 
maximum to be less than any maximum 
on brick and related articles and in 
proportion to any percentage incréase 
granted. He said fire brick and related 
articles should be treated specifically to 
preserve the brick rate structure, and he 
asserted the proposal to increase each 
factor of combination rates would tend 
to disrupt long-established relationships. 

J. L. Williams, for Kaolin Clay Pro- 
ducers Association, opposed the measure 
and method of increases and the: in- 
crease of separate factors of combina- 
tion rates. Any increase, he said, should 
be limited by a maximum lower than 13 
per cent, and a flat sum rather than a 
percentage increase should be employed. 
H. S. Wagner, traffic manager, General 
Refractories Co., dealing with kyanite 
ore, and with firebrick, refractory prod- 
ucts, refractory grade chrome ore, and 
dead burned magnesite, also said any 
necessary increases should be subject to 
maxima. 


H. E. Kilgus, president, Brockway Clay 
Co., and J. A. Williams, vice-president, 
St. Marys Sewer Pipe Co., manufacturers 
of clay sewer pipe, flue lining, wall 
coping, drain tile and related clay prod- 
ucts, opposed any interim increase. They 
also said if the carriers needed revenue, 
a percentage increase should be applied 
to all commodities without exception. 


Ore Producers’ Statements 


William H. Atack, traffic counsel, E. 
I. DuPont de Nemours & Co., said the 
company was neither for nor against 
increases, but desired maintenance of 
status quo by continuing equality in 
treatment of ilmenite ores and con- 
centrates with other ores and concen- 
trates competitive with it. The company 
makes titanium pigments from ilmenite 
ores and concentrates, which Mr. Atack 
said were directly competitive with paint 
pigments produced from lead and zinc 
ore concentrates. 


Special consideration was requested 
for barite ore, ground, by R. J. Flannery, 
of Mobar Corporation, Mineral Point, 
Mo. No increase should be granted, he 
said, but if increased rates on barite ore 


were found justified it should be on a 
flat basis and not exceed 3 cents for 100 
pounds above rates now in effect from 
all producing points. 

A flat maximum on alumina and alu- 
minum and its products should be pre- 
scribed if there was any increase, said 
S. C. Knight, assistant general traffic 
manager, Permanente Metals Corpora- 
tion. 

A. P. Heiner, general traffic manager, 
Kaiser Co., Inc., Oakland, Calif., opposed 
either an emergency or a general in- 
crease for western railroads on iron ore, 
or on coal. 

For Standard Lime and Stone Co., J. 
A. Kirk, Jr., traffic manager, said any in- 
crease in rates on dead-burned magne- 
site, used to construct bottoms and sides 
of open hearth steel-making furnaces, 
should be on a straight percentage basis 
without maximum. And, on limestone 
used in the production of iron and steel, 
Mr. Kirk said any increase should be 
held to a maximum of 10 cents a ton, 
net or gross as rated. 


Joseph G. Cooper, assistant to the vice- 
president—traffic, Bethlehem Steel Co., 
representing 17 independent steel com- 
panies, opposed interim and permanent 
increases on iron ore, as well as on 
bituminous coal, coke, and iron ore. These 
companies contended the proposed in- 
creases would seriously affect competi- 
tive conditions in the steel industry to 
the advantage of the United States Steel 
Corporation and to their disadvantage. 

F. C. Tighe, of Union Carbide and 
Carbon Corporation, said his company 
generally did not oppose the requested 
increases, but felt chrome ore, manganese 
ore, and bituminous coal required special 
treatment. In the past, he said, rates 
on chrome and manganese ores were in- 
creased on a straight percentage whereas 
a maximum was prescribed on iron ore. 
Further increases were opposed, even if 
an increase was granted on iron ore, he 
said. No further increases should be au- 
thorized on bituminous coal, particularly 
short-haul coal, whether interstate or in- 
trastate, he asserted. 


Mr. Hoover, for Harbison-Walker Re- 
fractories, favored special consideration 
for dead burned magnesite, saying if any 
increase were granted, it be in proportion 
to the general commodity increase with 
a maximum in cents a ton not to exceed 
_ increase granted on fire brick in car- 
loads. 


Coal and Coke 


O. F. Bridwell, secretary, Colorado & 
New Mexico Coal Operators Association, 
took no position and reserved argument 
for brief. He showed numerous rates on 
coal from Colorado points to destinations 
in Nebraska, Colorado, Kansas, and 
South Dakota, with revenue a ton-mile, 
what the rate would be under Midland 
Coal Corp. v. C. & N. W. R. Co., 232 I.C.C. 
5, and percentage increases under vari- 
ous proceedings and as proposed. 


For the Midwest Coal Traffic Bureau, 
H. J. Goudelock, vice-president, opposed 
any increases on coal from the south- 
western fields to their markets. Observ- 
ing that the distances the coal moved 
were short, and that diversion to trucks 
was becoming more marked, he said 
pipeline expansion made competition 
intense and any increase would reduce 
the volume of coal shipped by rail. 

Mr. Kirk, for Standard Lime & Stone 
Co., said the proposed increase of 40 
cents a net ton or 45 cents a gross ton 
on coal would result in more than a 13 
per cent increase on its traffic. He said 
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the greater percentage of its traffic was 
handled by carriers least in need of in- 
creased revenue. He also said the com- 
pany had not opposed previous increases, 
but that the measure of the proposed 
increase was so great as to require pro- 
test. 

W. P. Tuller, traffic director, Great 
Lakes Carbon Corporation, said he took 
no. position in increases proposed on 
petroleum coke, but wanted only one in- 
crease on combination rates. 


Pyrite and Pyrite Cinder 
J. C. Sloss, traffic manager, General 
Chemical Division, Allied Chemical & 
Dye Corporation, opposed any increase 
in pyrite rates, and any increase on 
pyrite cinder greater than on iron ore. 


Sugar 
John G. Breslin and Reginald F. 
Walker filed a verified statement on 
behalf of Amalgamated Sugar Co; 
American Crystal Sugar Co.; California 
and Hawaiian Sugar Refining Corpora- 


tion, Ltd.; Holly Sugar Corporation; 
Spreckels Sugar Co.; and Utah-Idaho 
Sugar Co. They asked the Commission 


to follow finding 5 of Increased Freight 
Rates, 1947, 270 I.C.C. 403 at 461, setting 
forth the rule for increasing separately 
stated rates. They also asked that 
maximum increase not exceed actual in- 
crease from New Orleans to Chicago and 
that the carriers be authorized to re- 
establish rate relationships that might 
be disturbed. 


Lowe P. Siddons, for western beet 
sugar manufacturers or processors, asked 
the Commission to deny any increase 
on raw materials, ie., sugar beets, mo- 
lasses, and limerock, so that the beet 
sugar processors or manufacturers might 
not be forced further to increase their 
costs. Then, he said, the proceessors 
could encourage the farmer, through 
the prices they could pay him for sugar 
beets, to increase his acreage. 

George E. Collisson, secretary-man- 


ager, Denver Chamber of Commerce, 
said Denver must ship sugar, fresh 
meats, packing-house products, grain, 


and other commodities for long dis- 
tances, and that the chamber opposed 
the flat uniform percentage method of 
increasing rates. Some means of grant- 
ing carriers needed relief other than a 
uniform percentage method should be 
developed, Mr. Collisson said. 


Power Transmission 


For the Multi V-Belt Drive and Me- 
chanical Power Transmission Associa- 
tion, J. M. Davidson said his verified 
statement was a preliminary protest 
against any further increases in less- 
carload rates on such commodities as 
accessorial parts for the _ installation 
and operation of factory and_ shop 
equipment. No emergency existed that 
would justify interim increases, he said. 


Asphalt and Cement 


R. T. Hatter, for Esso Standard Oil 
Co., said he did not oppose increased 
rates. However, he said, whether or not 
they were authorized, he requested re- 
moval of alleged prejudice in favor of 
cement now existing and which would 
continue to exist by reason of maintain- 
ing different maxima on asphalt and ce- 
ment. Identical maxima and the same 
measure of increase should be accorded 
both commodities, he contended. 

Permanente Cement Co., of Perman- 
ente, Calif., opposed the western carriers 
proposed general rate increases, said 5. 
A. Moore, the company’s traffic manager. 
Movement by truck was making steady 
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| progress to the detriment of the rail 
| carriers, he said. He also contended rail 
| earnings and dividends paid by western 


carriers showed steady improvement and 
they had, thus, not proven the necessity 
for further increases. 

T. C. Taylor, for Ideal Cement Co., 
said further rate increases were not 
justified and would defeat intended pur- 
pose by curtailing traffic. Rates on 
lime, plaster, and cement had reached 
the saturation point, he said, and should 
not be increased in any amount. The 
petitions should be dismissed or held in 
abeyance until early 1950, he asserted. 

John J. Clous, traffic manager, Lehigh 
Portland Cement Co., said no further 
increases should be authorized on ce- 
ment rates. 

M. S. Allison, for Federal Cement 
Tile Co., and others, shipping concrete 
slabs, asserted that that commodity was 
a low-grade, heavy item, and said if 
the Commission found the carriers need- 
ed more revenue, the increases should 
be confined to high-grade, light-loading 
commodities, and low-grade heavy-load- 
ing commodities required in the build- 
ing industry should be exempt. 


Agricultural Supplies and Products 


G. H. Alfriend, traffic manager, Vir- 
ginia-Caroline Chemical Corporation, a 
maker of fertilizer compounds and fer- 
tilizer materials, using phosphate rock, 
potash, sulphate of ammonia, ammoniat- 
ing solution, and sulphur, opposed any 
increases, but said if any was found 
fully justified, it should be held to a 
reasonable maxium. 

For Charles A. Green & Son, shippers 
of animal manure in bulk, in open-top 
cars for agricultural purposes, Harry F. 
Newmiller asked that manure be specifi- 
cally exempted from any further in- 
creases in freight rates. 


J. E. Broussard, chairman, Beaumont 
Rice Mills, Inc., filed a verified statement 
in which V. C. Clark, vice-president, 
Tyrrel Rice Milling Co., and Frank Ogels- 
bee, traffic manager, Comet Rice Mills, 
Inc., both of Beaumont, Tex., concurred. 
Mr. Broussard described the competitive 
situation between the Beaumont mills 
and those in New Orleans, saying a sales 
price reduction of at least the differential 
of Texas over interior Louisiana, now 10 
cents, was necessary to effect a sale. A 
further increase of differentials might 
well price the Texas mills out of the 
business, he said, having referred to the 
situation which he said was rendered 
more serious by the pyramiding of dif- 
ferentials in the 15 and 25 per cent in- 
creases added since the war. 


Dairy Industry 

For the Dairy Industry Committee, L. 
F. Orr filed a statement in which he said 
coal, coke, and ores, among other classes 
of traffic, had been unduly favored for 
Many years. He said there was no justi- 
fication for such a preference. He said 
increases in rates on mineral traffic 
would benefit most the carriers in the 
Eastern District showing the greatest 
need for additional revenue. Divisions 
Should be divided 60 per cent to eastern 
and 40 per cent to Pocahontas roads, he 
said. He also contended waybill and 
cost studies should be used to test 
whether traffic paid its way in each 
area and to test the reasonableness of 
divisions. He said increases since June 
30, 1946, should be adjusted to produce 
Tates that would not destroy rail traffic. 

B. 5. Keren said the Pacific States 
Butter, Egg, Cheese, and Poultry Associ- 
ation members wanted their peculiar 


problems considered or they would suffer 
irreparable hardships. The carriers’ peti- 
tion for an interim increase should be 
denied, he said, and that regional hear- 
ings should be held on the 13 per cent 
increase proposal. 


Beer 


Leroy Gantner, traffic manager, Griese- 
dieck Western Brewery Co., Belleville, 
Tll., said Ex Parte 162 and Ex Parte 166 
increases were unsatisfactory because the 
tariffs as published split the industrial 
district in which both St. Louis and 
Belleville were situated so that beer to 
southwestern points from Belleville was 
at a disadvantage. He said Belleville 
should have the same rates as St. Louis. 


Grain 


J. S. Halter, chairman, Trunk-Line 
Grain and Grain Products Traffic Coun- 
cil, said efficiency of management 
should be shown before any increases 
were granted and, if increases were made 
on grain and related articles, they 
should be uniform throughout the coun- 
try. No increase should be made in the 
current charges for milling, storing, .etc., 
in Trunk-Line Territory, he said. He 
said also relationship between markets 
and gateways existing prior to Ex Parte 
148-162 should be restored if increases 
were granted. 


*Paper—Waste 
John Middleton, traffic manager, Pio- 
neer Paper Stock Co., said additional 


increases would be disastrous, would dry 
up the traffic, and were opposed. 


Walter H. Martens; chairman, Trans- 
portation Committee of the New York 
Association of Dealers in Paper Mills’ 
Supplies, Inc., dealers in waste paper, 
rags, old rope, etc., said rates were al- 
ready too high and that it would be 
calamitous to increase those rates. The 
carriers should be required to show that 
their efforts toward economies had been 
exhausted, he asserted. 


August W. Heckman, attorney for the 
National Association of Waste Material 
Dealers, said increases on scrap iron and 
steel, scrap non-ferrous metal, waste 
paper, cotton rags, woolen rags, scrap 
rubber, and textile waste should be 
denied, being already so high that the 
business had been localized. 


Mineral Wool 

For the National Mineral Wool Asso- 
ciation, Fred H. Sides, Jr., said that, be- 
cause of the increases on slag, from 
which mineral wool was made, and on 
coal and coke, and on the finished prod- 
uct, it had been necessary for producers 
gradually to withdraw from the long- 
haul markets. Further increases were 
opposed, he said, because of this market 
restriction. 


Plate Glass 

H. G. Huhn, for Libbey-Owens-Ford 
Glass Co., said competition with foreign 
glass was becoming more severe, par- 
ticularly on the Pacific Coast. He said 
customers were changing routing from 
rail to truck on much traffic moving ‘as 
far as 1,000 miles in order to reduce 
transportation ‘costs. 


Washers 


Gordon N. Olsen, for Wrought Washer 
Manufacturing Co., of Milwaukee, Wis., 
objected to increases in carload rates on 
iron and steel, as well as on less-carload 
business. He said his company did not 
expect to be able to retain less-carload 
business to destinations in Trunk-Line 
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and New England territories, if increases 


‘were granted. 


Port Relationships 


E. C. Ash, traffic manager, Mobile 
Chamber of Commerce, said he supported 
the railroad petition to the extent of al- 
lowing only such increases as were found 
justified and necessary to the efficient 
operation of the railroads. He said the 
Commission should require the continua- 
tion of recognized port relationships. 


Chicago Board of Trade 


I. M. Herndon, for the Board of Trade 
of the City of Chicago, after calculating 
the return on various bases of rail valua- 
tion as being between 4 and 5 per cent 
for 1948, and discussing loadings, aver- 
age revenue a ton originated, and aver- 
age revenue a car, said the carriers had 
failed to present an emergency situation 
justifying any interim increase, on grain 
and related articles, which should be de- 
nied. He asked a full hearing of all is- 
sues involved in the petition for a 13 per 
cent increase. 

E. R. Tanner, traffic manager, El Paso 
Freight Bureau, El Paso Chamber of 
Commerce, said a general 13 per cent in- 
crease should be denied, and asserted 
pyramided percentage increases. dis- 
turbed relationships between long-haul 
and short-haul traffic, and between com- 
munities. 


For the California Manufacturers As- 
sociation, L. E. Osborne, director of its 
freight traffic department, observed that, 
although the operations of the Santa Fe, 
Southern Pacific, Union Pacific, and 
Western Pacific were confined to the 
Western District where no percentage in- 
creases were allowed in the last two de- 
cisions in Ex Parte 166, their net earn- 
ings had continued to improve steadily. 
Hence, he said, there was not justification 
for an 8 per cent increase on the manu- 
factured products and raw materials of 
California shippers and receivers. The 
petition for an increase should be denied 
because it would not improve the revenue 
position of western carriers, he said. He 
asserted composite revenue position of 
all Class I carriers must give way to 
realistic appraisal of individual carriers 
and particular segments of industry. 


Jarvis Hunt, general counsel, Associ- 
ated Industries of Massachusetts, said in- 
creases on manufactured articles shipped 
from New England were opposed. Higher 
costs would dry uv long-haul traffic and 
much of the other traffic would be lost 
to other modes of transportation, he as- 
serted, adding that railroad operations 
and service should be fully investigated 
before any increases were granted. Any 
increase should be uniform throughout 
the country, he said. 


H. A. Hollopeter, transportation direc- 
tor, Indiana State Chamber of Com- 
merce, said the position of the 300 traf- 
fic managers of the chamber’s traffic 
council was merely to indicate a view 
that opposed increases for the purpose 
of requiring ample and definite proof 
of the propriety of increases. He said 
it was believed the railroads’ request was 
based on bringing income up to what 
they considered an adequate return in 
order to keep pace with returns recently 
experienced in industrial and manufac- 
turing operations, but that such a posi- 
tion was inconsistent for consideration 
as a criterion for the less fluctuating rate 
of return of the regulated transportation 
industry. 


H. R. Wilson, for the R.F.C., said no 
further increase should be allowed on 
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butadiene, used in the manufacture of 
synthetic rubber by the Corporation (Of- 
fice of Rubber Reserve) until the tariff 
rule on estimated weights was amended 
to provide for the application of actual 
weight. 


Tennessee Valley Authority 


For T.V.A., Louis B. Rockwell opposed 
any general increases on coal, coke, phos- 
phate rock, or phosphate fertilizer, until 
a need was clearly shown and until the 
carriers had exhausted every possibility 
of increasing efficiency to reduce costs. 
If granted, he said, increases should be 
on a percentage basis, subject to maxima 
for the aforementioned commodities. 


Various Shippers 


C. Eugene Fowler filed a verified state- 
ment on behalf of a number of com- 
panies. For the Alabama Asphaltic Lime- 
stone Co., he said that company was will- 
ing to try a 5-cent a ton flat increase on 
ordinary aggregates, natural asphaltic 
limestone, or cold mix or premixed ma- 
terials used for paving materials. 


As chairman of the traffic committee 
of the Mahogany Association, Inc., he 
asked that if any increase was placed on 
mahogany products, it carry a 30-cents 
a hundredweight maxima over the rates 
in effect June 30, 1946. 


For Bama Lumber Corporation and 
other lumber interests, he asked that no 
further increases be permitted. For 
Rockwood Alabama Stone Co., he asked 
that if an increase was granted on oolitic 
building limestone, it be a flat increase 
not to exceed 3 cents a hundred pounds 
on all rates in and between all territor- 
ies. For the same company, he asked 
that increases granted on agricultural] 
limestone apply regardless of the type 
of equipment, citing a difference in max- 
ima where the commodity moves in 
open-top and in closed equipment. 


Late Filed Statements 


Statements were filed on the final day 
of the hearing on behalf of several 
parties. Northwestern Steel & Wire Co., 
Sterling, Ill., filed a “statement of facts,” 
opposing any further increase in present 
rail rates. National Gypsum Co. asked 
that the Commission authorize no in- 
creases on gypsum products, mineral 
wool, fibre insulation boards, pulpboard, 
lime, and ground limestone. 

T. E. Wood, director of tariffs and 
transportation, Arkansas Public Service 
Commission, filed a “protesting state- 
ment,” in which he supported a protest 
of the National Association of Railroad 
and Utilities Commissioners in a motion 
filed October 27. Mr. Wood said the 
Arkansas commission looked with dis- 
favor and alarm on any further freight 
rate increases by the carriers. He said 
the Arkansas commission realized that, 
by reason of the wording of the 13th 
section of the interstate commerce act 
“its voice is stilled and its hands prac- 
tically tied after this Commission has 
issued an order fixing a reasonable rate 
in a proceeding of this nature.” The 
Arkansas body, he said, felt it should not 
be called on to “go along with further 
increases.” : 

Richard H. Specker, executive vice- 
president, National Water Carriers As- 
sociation, Inc., in a verified statement, 
said the barge association was not a 
protestant to the general request of the 
railroads, but to the method by which 
they proposed to increase their rates on 
coal which he said was the heaviest 
moving single commodity carried by the 
tug and barge operators along the Atlan- 


tic Coast and practically the only com- 
modity carried in a northerly direction. 

He said if the Commission found 
some. interim increase necessary on 
bituminous and anthracite, from mines 
to tidewater ports, Hampton Roads and 
north, when for movement beyond by 
water in coastwise service, the increase 
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should be substantially less than the 
increase applied to the all-rail rates 
from mines to final destination. He also 
asked that the lesser increase to the 
ports not be conditioned on the mode of 
transportation employed if the coal jg 
transshipped from a New England trans- 
shipment point. 
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M.C. Examiner Recommends 
Dismissal of Seatrain 
Port Rules Attack 


Dismissal of a complaint brought by 
by Seatrain Lines, Inc., against port 
equalization rules and regulations of the 
Gulf & South Atlantic Havana Steam- 
ship Conference and its members, pro- 
vided by port equalization circular No. 
170 which became effective October 6, 
1947, is proposed by Examiner Robert 
Furness, of the Maritime Commission, 
in a recommended report issued in No. 
673, Seatrain Lines, Inc. v. Gulf & South 
Atlantic Havana Steamship Conference, 
Et Al. 


The examiner said the commission 
should find the equalization rules and 
regulations not shown to be unjustly 
discriminatory or unfair as between 
carriers nor detrimental to the commerce 
of the United States in contravention of 
section 15 of the shipping act, 1916, as 
amended. 


Complainant, the examiner said, sought 
cancelation of the circular and asked 
lawful rates and practices. He pointed 
out that the conference was organized 
under agreement No. 4188, approved by 
the commission April 24, 1935, to promote 
commerce from U. S. Gulf and South 
Atlantic ports south of Virginia to Ha- 
vana, Cuba, that Seatrain was originally 
a member of this conference but volun- 
tarily resigned effective May 11, 1947, 
and its complaint was directed to specific 
provisions of the circular which became 
effective about six months after it re- 
signed from the conference, and said Sea- 
train’s testimony actually appeared to be 
more of an effort to “clear the way for 
conference membership than a demon- 
stration of unlawfulness of the practices 
assailed.” The examiner said the record 
revealed that Seatrain desired to join 
the conference if the issues involved 
could be settled and that the confer- 
ence would welcome it as a member. The 
circular, said he, was attacked on two 
main grounds, the first being the pro- 
hibition of equalization on traffic origi- 
nating in Texas and Louisiana under 
item 2(c) and the second being that as 
to all other points of origin within the 
purview of the circular respondents might 
equalize by unlimited reductions in their 
port-to-port rates. 


With respect to Texas and Louisiana 
traffic, said the examiner, the position of 
Seatrain was that it should not be pro- 
hibited by the circular from obtaining 
cargo, regardless of point of origin, and 
moving it through New Orleans by 
means of port equalization if it were a 
member of the conference. Respond- 
ents, he added, explained that the ex- 
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clusion of Texas and Louisiana ports 
from equalization was necessary to avoid 
rate wars between Lykes Bros. Steamship 
Co. and other carriers. 

“Complainant’s testimony with respect 
to the other provisions of the circular 
objected to, the ‘unlimited’ and ‘unre- 
stricted’ equalization permitted from 
origins other than in Louisiana and 
Texas, is equally general, theoretical, and 
argumentative,” said the examiner. 

“Complaint maintains that the ‘un- 
restrained’ reduction of local port-to-port 
rates to make equalizations shifts the 
burden of transportation costs to traffic 
on which a small or no equalization has 
been made, that such practices are in- 
compatible with safe revenue returns 
and result in destructive carrier compe- 
tition. It states that theoretically the 
absorption of the difference in rail rates 
might be from 5 to 100 per cent of the 
water rate. However, it admits that such 
testimony relates to what might happen 
under the circular rather than what is 
actually done. Seatrain observes a maxi- 
mum of 25 per cent of the ocean rate in 
its equalization practice. Respondents 
assert that generally speaking their ab- 
sorptions do not exceed 30 per cent, never 
reach 50 per cent, and that the confer- 
ence is giving consideration to fixing a 
maximum.” 
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McClurkin Succeeds Adams 
As C.A.B. Economic Chief 


The Civil Aeronautics Board has an- 
nounced the appointment of Robert J. G. 
McClurkin as director of its bureau of 
economic regulation, replacing Russell 
B. Adams who became a member of the 
board on May 13. 


Mr. McClurkin, a native of New Rork 
and Maryland resident, has served as as- 
sistant director (international) of the 
board’s bureau of economic regulation 
since October 30, 1946. In this period, 
he was a member of the U. S. delegations 
to the first and second: assemblies of the 
International Civil Aviation Organlza- 

‘tion and also served on the I.C.A0. 
Commission on a multilateral air trans- 
port agreement. 

Prior to his employment by the board, 
he served as director of the aircraft di- 
vision in the Office of the Foreign Liqul- 
dation Commissioner of the Departmen 
of State, where he was responsible for 
the sale of surplus aircraft and aero- 
nautical equipment to foreign customers, 
and for negotiations concerning dispo 
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terms for non-combat aircraft included 
in lend-lease settlements. Before this, 
he was employed by the Board of Kco- 
nomic Warfare (later the Foregin Eco- 
nomic Administration) in various official 
capacities from 1942 to 1945, serving the 
most of this period as assistant chief of 
the air transport division which arranged 
for the air movement of strategic ma- 
terials from foreign countries to the 
United States. 


Overseas Airline Gets 
Additional Mail Pay 


Additional compensation of approxi- 
mately $175,000 has been awarded Amer- 
ican Overseas Airlines, Inc., for trans- 
portation of U.S. mail in its trans-Atlan- 
tic operations for the calendar year 1945. 

By a dec.sion issued in docket No. 1666, 
the board established a permanent rate 
for the airline which, it said, was equiv- 
alent to 67.54 cents a revenue airplane 
mile, or at a rate of approximately $2.15 
a mail ton-mile, and represented a total 
amount of $624,517 for the 1945 period. 
In 1947, the board said it awarded the 
carrier mail pay for 1945 at a temporary 
rate equivalent to 48.68 cents, or approxi- 
mately $150 a mail ton-mile, which 
amounted to $450,000. It added that this 
amount, which already had been paid 
the carrier, was included in the $624,517 
figure. 


The new and final rate of pay, instead 
of being predicated on the cost and in- 
vestment allocable to the U.S. mail serv- 
ice, would be determined as the amount 
required to meet the adjusted break-even 
need of the carrier, and in addition, to 
provide a reasonable profit on the overall 
used and useful investment, said the 
board. It added that the compensation 
of $624,517 for mail transportation i 
1945 would meet this need and provide 
an operating profit of $265,357, which 
after allowance for federal income taxes 
at 38 per cent was equal to a return of 
7 per cent on the carrier’s recognized 
average investment of $2,350,293. 


Monarch Airlines Gets 
Extended Feeder Rights 


A one-year extension of the expiration 
date of the temporary certificate held by 
Monarch Airlines, Inc., from March 31, 
1949, to March 31, 1950, has been author- 
ized by.the Civil Aeronautics Board. The 
carrier operates a feeder airline service 


— Denver, Colo., and Alberquerque, 


The extended operations was granted 
by an opinion and order issued in docket 
No. 3368, Monarch Airlines, Inc., Tempo- 
rary Certificate Extension, in which the 
board said the facts in the case indicated 
a Continued improvement in the oper- 
ating results of the carrier and the likeli- 


ay of further improvement in the fu- 
ure. 


_ The carrier’s 3-year certificate, accord- 
ing to the board, was issued in March, 
1946, but its operations did not reach a 
System-wide basis until August 15 of the 
following year. It said the one-year 
extension would give Monarch an oppor- 
tunity to “operate for a period more 
nearly approximating three years and 
Such operations would provide data to 
permit and adequate appraisal of the 
Potentialities of the feeder service speci- 
fied by its certificate.” 
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Canada-Alaska Air Service 


Grant of a foreign air carrier permit 
to authorize Canadian Pacific Airlines, 
Ltd., to engage in foreign air trans- 
portation of persons, property and mail 
between Whitehorse, Yukon Territory, 
Canada, and Fairbanks, Alaska, direct 
or via Dawson Yukon territory, is pro- 
posed by Examiner Curtis Henderson, of 
the Civil Aeronautics Board, in a report 
issued in docket No. 3489 et al., Cana- 
dian Pacific Airlines, Ltd., Foreign Air 
Carrier Permit Case. 


Berlin Air Lift Survey 


Colonel Robert V. Garrett, chief pilot 
of the Civil Aeronautics Board, departed 
for\Germany December 2, flying with the 
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US. Military Air Transport Service, 
where he will observe and inspect oper- 
ations of the Berlin air lift, according to 
an announcement by the board. 

On his return, the announcement 
stated, Colonel Garrett would report to 
the C.A.B. and the Air Coordinating — 
Committee on the techniques of bad 
weather flying, air traffic control and air 
cargo operations of the M.A.T.S. Berlin 
air lift. 

“The tremendous size and scope of the 
Berlin air lift, and particularly its regu- 
larity of operations during bad weather, 
provide an incomparable laboratory for 
the study of air carrier technical opera- 
tions,” said the board. 

A veteran of trans-Atlantic air cross- 
ings, the board said Colonel Garrett flew 
Lockheed Hudson bomber deliveries to 
England prior to Pearl Harbor. 
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‘Irtegular’ Truck Lines 
Lose in Attack on Order 
Of 1.C.C. in Brady Case 


f A per curiam decision of the Supreme 


Court of the United States, December 6, 
meant defeat for the so-called irregular 
motor common carriers of property in 
their efforts to have the court set aside, 
as uncertain and unduly restrictive of 
their operating authority, the Interstate 
Commerce Commission’s decision of Feb- 
ruary 3. 1947, in the so-called Brady 
Transfer & Storage case. 


.__The Supreme Court’s per curiam Ge- 


cision was handed down in No. 397, Brady 
Transfer & Storage Co. and Irregular 
Route Motor Common Carrier Conference 
of American Trucking Associations, Inc., 
appellants, v. United States of America 
and Interstate Commerce Commission. 
The case was taken to the Supreme Court 
on appeal from a decision of the federal 
district court for the southern Iowa dis- 
trict, dated September 3, 1948. The Su- 
preme Court’s action on the appeal was 
worded as follows: 

“Per Curiam: The motion to affirm 
is granted and the judgment is affirmed. 
US. v. Carolina Freight Carriers Corpo- 
ration, 315 U.S. 475.” 


The motion to affirm the judgment of 
the district court had been made by the 
United States and the Commission. They 
said in that motion that in consonance 
with a policy the Commission had 
adopted the irregular-route motor car- 
riers had obtained a larger territory 
than their actual transportation service 
in the “grandfather” period had war- 
ranted, and that “the irregular route 
carriers such as appellant are indeed 
seeking to ‘eat their cake and have it 
too,’ when they endeavor to expand their 
authorization to engage in regular route 
operation whenever and wherever they 
see fit... .” 


The Brady company told the Supreme 
Court that the Commission’s order of 
February 3, 1947, had required Brady to 
cease and desist from “unspecified” mo- 
tor carrier operations which the Com- 
mission held to be unauthorized and that 
the Commission had decided that Brady 


had operated so intensively and with 
such regularity, after soliciting traffic be- 
tween fixed termini, that Brady had 
changed its type of operation from that 
of an irregular-route common carrier to 
that of a regular-route common carrier 
of property. 

Questions which Brady asked the Su- 
preme Court to decide included the fol- 
lowing: Does the motor carrier act of 
1935 authorize the Commission to pro- 
vide for two classes of motor common 
carriers of property, one limited and the 
other unlimited as to the quantity and 
method of performing the services au- 
thorized in certificates of public con- 
venience and necessity issued to such 
carriers and specifyng the points, ter- 
ritories, highways and the commodities 
to be carried? Does that act grant the 
Commission discretionary power to reg- 
ulate or limit, by classification or other- 
wise, the services of motor common car- 
riers of property over irregular routes 
for the “competitive benefit” of other 
common carriers of property which are 
authorized to serve the same points over 
regular routes? 

The Irregular Route Common Carrier 
Conference, in a brief in opposition to 
the motion to affirm, referred to eight 
“criteria” which the Commission had 
cited in its report as characteristics of 
regular motor common carrier service. 
It said the effect of the Commission’s 
report was to preclude or forbid irreg- 
ular-route common carriers to employ 
all or some undetermined combination 
of those eight criteria, “even through 
the transportation performed lies wholly 
within the territorial and commodity 
authorization.” 

“The report of the Commission,” the 
conference said, “would limit the right 
of carriers operating over irregular 
routes to develop a large and substantial 
volume of business. ... 


“It is impossible from either the re- 
port or the opinion (of the district court) 
to determine which, and in what com- 
bination, carriers operating over irreg- 
ular routes may use the eight criteria. 
The effect is to leave all holders of 
certificates authorizing operations over 
irregular routes uncertain and indefinite 
as to the future course of conduct of 
their transportation businesses. Be- 
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cause of this uncertainty the carriers 
operating over irregular routes will, in 
the future, be forced to conduct their 
operations at their peril... .” 


Supreme Court to Review 
T.W.A. Mail Pay Decision 


The Supreme Court of the United 
States on December 6 granted a petition 
for certiorari in No. 387, Transcontinen- 
tal & Western Air, Inc., petitioner, v. 
Civil Aeronautics Board, the so-called 
retroactive air mail pay case in which 
a decision by the U. S. Court of Appeals 
for the District of Columbia upheld the 
C.A.B. in the refusal by the latter to 
grant mail pay increases to T.W.A. from 
a date preceding that on which the air- 
line’s petition for such increases was 
filed (see Traffic World, Aug. 7, p. 41). 

The Court of Appeals said in its deci- 
sion that it could not find in the civil 
aeronautics act of 1938 “any language 
which indicates that Congress intended 
to guarantee to every carrier a profit.” 


Appeals Court Upholds 
C.A.B. in Mail Pay Case 


In an opinion written by Justice Proc- 
tor, the United States Court of Appeals 
for the District of Columbia on Decem- 
ber 6 dismissed a petition of Capital 
Airlines, Inc., for review of a Civil Aero- 
nautics Board order of December 2, 1947, 
dismissing a petition filed by Capital 
Airlines in January of that year in so 
far as the airline sought retroactive 
increases in mail pay rates fixed by the 
board’s order of December 16, 1942. 

The court noted that the Capital 
Airlines’ petition to the C.A.B. for a 
retroactive increase in mail pay was filed 
January 14, 1947, and that the board’s 
order of December 16, 1942, fixing mail 
pay rates for that carrier had become 
effective as of June 1, 1942. It said 
Capital Airlines wanted the board to 
reconsider the mail pay rates which had 
been in effect as to mail transportation 
by Capital Airlines from and after the 
latter date. The court’s opinion con- 
tained reference to its earlier decision 
in the Transcontinental & Western Air, 
Inc., retroactive mail pay case (see 
Traffic World, Aug. 7, p. 41, and else- 
where, this issue). 

Justice Proctor said that “we disagree 
with the contentions of petitioner’— 
Capital Airlines—and that the court 
held: 

1, The order of December 16, 1942, fixed a 
final mail rate, subject only to reconsidera- 
tion if requested within 15 days as provided 
by rule 8 (of the C.A.B. rules of practice). 
An examination of the proceeding leads 
i to this conclusion. 

he right to reconsideration was lost by 
= to apply therefor within the given 

3. In view of the finality of the rates, 
which stood unchallenged more than three 
years, the board was without power to 
revise them retroactively. Transcontinental 
& Western Air, Inc., v. Civil Aeronautics 
Board, 169 F.2d 893, — U.S. App. D.c. —, 
(August 2, 1948). 

4. The power to increase retroactively 
established rates which have prevailed un- 
challenged is not needed to vindicate the 
Constitutional requirement for just com- 
pensation (Fifth Amendment), or to fulfill 


any contractual obligation of the govern- 
ment to the airlines. The civil aeronautics 


act, under which Capital chose to operate, 
embodies a scheme of just compensation for 
services rendered to the government by re- 
quiring that fair and reasonable rates be 
fixed from time to time for carrying of the 
mail (section 406(a)). This right is pro- 
tected by the privilege accorded carriers 
to apply at any time for higher rates to 
compensate for future service to the gov- 
ernment. The act, with its regulatory pro- 
visions, is not intended to underwrite 
profitable operation of a carrier’s business, 
any more than statutes imposing regulation 
of public utilities are intended to insure 
them a net revenue. Federal Power Com- 
mission v. National Gas Pipe Line Co., 315 
U.&s. 575, 590, 86 L. Ed. 1037 (1942), and cases 
cited. 

We think the board was right in dis- 
missing the petition of January 14, 1947, in 
so far as it requested retroactive increase 
in mail rates. 

Accordingly the petition for review of that 
order is dismissed. 


Ownership of A.P.L. Stock 
By M.C. Upheld by Court 


The federal district court for the Dis- 
trict of Columbia, in an opinion written 
by Justice Matthew F. McGuire, has 
decided that the transfer to the Mari- 
time Commission, in 1938, of stock of 
the Dollar Line, now known as American 
President Lines, Ltd., was “outright and 
one of title” and has rendered invalid the 
claims to ownership of that stock as- 
serted by R. Stanley Dollar and others 
in litigation instituted after the taking 
of steps by the Maritime Commission to 
sell American President Lines. 

The district court’s opinion was handed 
down in a case docketed as Civil No. 
31468, R. Stanley Dollar et al., plaintiffs, 
v. Emory S. Land et al. (Vice Admiral 
Land, U. S. Navy, retired, was chairman 
of the Maritime Commission at the time 
the suit by the Dollar interests was filed.) 

After the suit was filed originally in 
the federal district court for the District 
of Columbia, that court dismissed the 
claim as one filed against the United 
States without the consent of the United 
States. On appeal, the U. S. Court of 
Appeals for the District of Columbia 
reversed the lower court and ordered the 
case remanded to that court for trial on 
its merits. The decision of the appeals 
court was affirmed by the Supreme Court 
of the United States in Land v. Dollar, 
330 U. S. 731 (1947). 

“The plaintiffs allege,” wrote Justice 
McGuire, “that they are stockholders of 
Dollar Steamship Lines, Inc., Ltd., for 
the purposes of this opinion called Dollar 
of Delaware, and whose corporate name 
was changed to American President 
Lines, Ltd., consequent to the execution 
of the contractual agreement in 1938 out 
of which this litigation arose. 

“Under this agreement they delivered 
their common stock, endorsed in blank, 
to the Maritime Commission represent- 
ing the United States, and the Commis- 
sion as a consequence released some of 
the plaintiffs from certain obligations, 
agreed to grant the corporation an op- 
erating subsidy, make a loan to it, and 
to obtain for it a loan from the Recon- 
struction Finance Corporation, contin- 
gent upon compliance with certain con- 
ditions. All of these things were done 
and by 1943 the corporation had fully 
paid all of its indebtedness to the United 
States. 

“The plaintiffs then made demand for 
the return of the stock from the then 
members of the (Maritime) Commis- 
sion, making the claim it had been 
pledged as collateral for the debt which 
had been paid. The members of the 
commission refused to honor this de- 
mand, contending .that the shares had 
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not been pledged as the plaintiffs claim 
but were in fact transferred outrighi— 
that the United States is the owner of 
them, and asserting that the delivery of 
the stock was not by way of collateral, 
as the plaintiffs say, to secure the in- 
debtedness of Dollar of Delaware, but 
was in fact and in law an outrizht 
twamésier ...” 

Justice McGuire said that “Dollar of 
Delaware” had acquired in 1929 from 
“Dollar of California” twelve ships of 
the latter, which had been purchased 
from the old Shipping Board and mort- 
gaged to the United States to secure the 
purchase price, and that Dollar of Dela- 
ware also was indebted to the U. S. for 
moneys borrowed for construction of two 
new ships. He said that in 1937-38 the 
Dollar Line found itself in a precarious 
situation, with its financial structure 
“sravely impaired,” and added: 

“The Maritime Commission .... was 
naturally concerned with the imminent 
possibility that the only American flag 
line to the Orient might possibly be no 
longer able to continue in operation... 
As a consequence, negotiations were en- 
tered into between them (the commis- 
sion and the plaintiffs) early in 1937 
looking toward a possible way out. In 
August, 1938, therefore . . . the contro- 
versial agreement was entered into and 
executed... 

“Under it plaintiffs transferred to the 
commission or its nominees 92 per cent 
of the voting stock of Dollar of Dela- 
ware. ... The plaintiffs ... were re- 
leased from liability in respect to their 
obligations (to the United States). . 
The issue here .. . is the nature and 
character of the transfer. ... The agree- 
ment itself ... certainly leaves much to 
be desired from the standpoint of both 
clarity and precision. But it can hardly 
be argued with conclusive cogency that 
its intent was to regard the transfer as 
a pledge or as a substitution of collateral 
—if as a consequence the plaintiffs liable 
were to be released as co-makers, or as 
sureties or guarantors (no matter what 
the character of their obligation was) 
on Dollar of Delaware’s debt to the 
United States, having in mind its pre- 
carious financial situation at the time. 

. There was no debt, for there never 
was any mortgagor-mortgagee relation- 
ship between the commission and the 
plaintiffs since 1929 when the ships were 
conveyed to Dollar of Delaware. 

“Plaintiffs not being mortgagors, they 
had therefore no equity of redemption in 
the ships. . . . The mortgage was Dollar 
of Delaware’s ... and the liability of the 
plaintiffs on the debt a purely contin- 
gent one. . .” 

After stating that counsel for the 
plaintiffs had laid a great deal of stress 
on “the so-called value of the stock” 
involved, Justice McGuire said that there 
was a serious question as to whether or 
not the stock had any value at the time 
the agreement for its transfer was exe- 
cuted. He said Dollar of Delaware faced 
disaster at that time and that the plain- 
tiffs, while there was “still hope of sav- 
ing something,” decided to “jettison 
what they could, to save themselves and 
Dollar of California and its associated 
enterprise.” 


Truck High-Jacking Suit 


Bernard L. White, doing business as 
White’s Motor Transport, of Harmony, 
Minn., has filed suit in the federal 
district court at Chicago, against three 
individuals alleged to have stolen 4 
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tractor-semi-trailer unit transporting 
butter to Chicago. The complaint as- 
serted that Reinhold Langer, Edwin Lein, 
and Robert Wilbersheid, on June 7, 1948, 
“forcibly stole” the vehicle and 24,720 
pounds of butter, near Middleton, Wis. 
Alieging that the fair market value of 
the butter was $20,893.08, the freight 
charges were $201.81, the vehicle $9,000, 
and the costs of investigating the loss 
at $1,500, the plaintiff asked judgment in 
the sum of $31,094.89, with interest and 
costs, in a suit docketed as 48C1762. 


Calif. Court Rule on State 


‘Travel Bureau’ Law Stands 


By denying a petition for certiorari 
in No. 355, People of the State of Cali- 
fornia, petitioner, v. Berl B. Zook and 
Wilmer K. Craig, the Supreme Court of 
the United States on December 6 gave 
tacit approval to a decision of the Ap- 
pellate Department of the Superior 
Court of California to the effect that 
a California law to regulate so-called 
“travel bureaus” was invalid because it 
affected a subject regulated by federal 
law—the motor carrier act of 1935 (see 
Traffic World, Oct. 30, p. 55). 

The California law made it unlawful 
to sell within that state transportation 
of passengers by carriers which did not 
have operating authority from the Inter- 
state Commerce Commission or from the 
Public Utilities Commission of Cali- 
fornia. Respondents Zook and Craig 
were charged in Los Angeles municipal 
court with a misdemeanor for violation 
of that law, and judgment against each 
of them was rendered by that court. The 
Appellate Department of the _ state’s 
Superior court reversed. In its petition 
for certiorari, the state said that Zook 
and Craig were conducting “what is 
commonly known as a ‘travel bureau’, 
unlicensed by either state or federal au- 
thority, by selling transportation of 
persons for carriage by unlicensed 
casual, occasional or reciprocal opera- 
tion of motor vehicles.” 


Freight Forwarder Suits 
Filed in Chicago 


Two suits involving freight forwarders 
were recently filed in the federal dis- 


trict court at Chicago. On December 1 
the International Forwarding Co., Chi- 
cago, filed suit against the Malco Ma- 
chinery Co., Chicago, and Norman 
Goldsher, doing business as the Goldsher 
Machinery Co., Milwaukee. In his com- 
Plaint the plaintiff alleged that on Jan- 
uary 15, 1948, he had accepted from the 
defendant at Milwaukee, for transporta- 
tion to Portland, Ore., a shipiment of 
one planer weighing 11,125 pounds. As- 
Serting that the plaintiff had signed a 
uniform straight bill of lading indicat- 
ing the Goldsher company as the con- 
Signor and Palmer Weeks as the con- 
signee, the complaint said that the 
Malco company was the true owner of 
the shipment. While the plaintiff safely 
and with reasonable dispatch transported 
the shipment to Portland, and the con- 
signec accepted and receipted, the de- 
fendants had refused to pay freight 
charses of $521.14, International For- 
warding declared. A similar shipment 
of December 8, 1947, had also been made 
on which freight charges of $562.53 were 
due, sccording to the complaint. The 


plaintiff asked judgment in the sum of 
$1,083.76 against both defendants, with 
costs, in a suit docketed as 48C1776. 

On December 2 the DoAll Co., of Des 
Plaines, Ill, filed suit against the 
Hawaiian Freight Forwarders Ltd., as- 
serting that on February 2, 1947, and 
thereafter the plaintiff had delivered to 
the defendant five shipments of ma- 
chinery valued at $9,566.40, to be carried 
to Honolulu; that the defendant had 
been notified that each shipment was to 
be delivered c.o.d., and that the de- 
fendant had delivered the goods in May, 
1947. The consignee refused to pay both 
before and after the unauthorized de- 
livery of the gocds, according to DoAll, 
and the plaintiff was so notified in No- 
vembet, 1947. The merchandise was re- 
turned to DoAll at Los Angeles, in dam- 
aged condition, the plaintiff recovering 
only $3,000 of the aggregate value, ac- 
cording to the complaint. The plaintiff 
asked judgment in the sum of $6,566.40 
and costs, in a suit docketed as 48C1782. 


Loss and Damage Suit 


Ivan L. Milkes Co. has filed suit in the 
same court against the Gulf, Mobile & 
Ohio Railroad, asserting that on Jan- 
uary 17, 1947, it delivered to the de- 
fendant at’ Jackson, Miss., for trans- 
portation to San Francisco, one carload 
of wood bunk- beds, in good condition; 
that the shipiment was delivered to the 
consignee on February 21, 1947, by the 
Southern Pacific Co., “in a wholly de- 
teriorated and damaged state.” Declar- 
ing that it had promptly filed a claim 
with the delivering carrier and that it 
had sustained a $5,000 loss, the plaintiff 
asked judgment in that amount, with in- 
terest from February 21, 1947, in a suit 
docketed as 48C1773. 


U.S. Supreme Court Agrees 


To Review Rail Mail Case 


A decision by the U.S. Court of Claims, 
awarding to the receiver of the. Georgia 
& Florida Railroad an amount higher 
than that paid to the railroad by the Post 
Office Department pursuant to an I.C.C. 
order, for transportation of mail in the 
period from April 1, 1931, through Febru- 
ary 28, 1938, will be reviewed by the Su- 
preme Court of the United States. 


The Supreme Court undertook review 
of the judgment of the Court of Claims 
by granting, on December 6, petitions for 
certiorari in No. 135, United States of 
America, petitioner, v. William V. Griffin 
and Hugh William Purvis, Receivers of 
the Georgia & Florida Railroad, and No. 
198, Alfred W. Jones. Receiver of the 
Georgia & Florida Railroad, petitioner, v. 
United States. The Supreme Court also 
granted, in No. 135, a motion for sub- 
stitution of Alfred W. Jones, the pres- 
ent receiver of the Georgia & Florida, as 
“party respondent” in lieu of Messrs. 
Griffin and Purvis. 

In No. 135, the Solicitor General, on 
behalf of the United States, seeks reversal 
of the Court of Claims award to the rail- 
road and raises questions as to review- 
ability of I.C.C. orders by the Court of 
Claims. In No. 198, the Georgia & 
Florida receiver assails the judgment of 
the Court of Claims on the ground that 
the amount of $186,707.06 in excess of 
railway mail payments made by the 
Post Office Department to the railroad 
for the period in question which the 
Court of Claims awarded to the Georgia 
& Florida did not include interest, de- 
scribed by the receiver as “one of the 
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essential elements of just compensation.” 
It was stated in the government’s cer- 
tiorari petition that the Court of Claims 
held that the Commission had failed to 
award to the Georgia & Florida receiv- 
ers an amount sufficient to compensate 
them for their costs and a return of 5.75 
per cent on investment in road and 
equipment engaged in mail service. 


Rail-Employe Status Case 


The Supreme Court of the United 
States on December 6 denied certiorari 
in No. 359, William H. Delozier, cross- 
petitioner, v. Guy A. Thompson, Trustee 
of Missouri Pacific Railway Co., System 
Federation No. 2 of Railway Employes’ 
Department, A.F.L., and J. J. Byrne, 
President of Said System Federation. In 
that case, Delozier sought review of a 
lower court decision adverse to his con- 
tention that the time he spent in service 
in the armed forces of the United States 
should, under provisions of section 8 of 
the selective training and service act of 
1940 as amended, have been counted as 
time spent in railroad employment so as 
to permit advancement from his job as a 
carman helper to a permanent status as 
carman mechanic. 


MOTOR ACT PROSECUTIONS 


(Digests of statements issued by the 
Secretary of the Commission concerning 


prosecutions, in federal courts, for vio- 
lations of motor carrier provisions of the 
interstate commerce act or of Commission 
rules and regulations thereunder, appear 
below.) 





Ohio southern district, western division, 
at Cincinnati, O. On November 18, fines 
totaling $400 were imposed on John W. 
Gleason, William E. Richardson, Lewis 
M. Dial, and Michael Iaciofano, drivers 
in the employ of Anchor Motor Freight, 
Inc. of Delaware, a contract carrier with 
headquarters in Cleveland, O., following 
entry of their separate pleas of guilty to 
informations charging each of them with 
falsifying his driver’s logs. Each de- 
fendant, except Lewis M. Dial, paid a 
fine of $100. The fine with respect to 
Dial was suspended for a two-year pro- 
bationary period. 

Utah district, at Salt Lake City. Wil- 
liam LeRoy Leatham, of Wellsville, Utah, 
on November 22, was fined $200 follow- 
ing entry of his plea of guilty to an in- 
formation charging him with engaging 
in the business of a contract carrier of 
property for compensation without a per- 
mit having been issued to him by the 
Commission authorizing the described 
operations. 


Ohio northern district, eastern division, 
at Cleveland. Rudolph Lengle, dba R. 
Lengle Trucking Co., Cleveland, a con- 
tract carrier of property, on November 
12, was fined $1,050 following entry of 
his plea of guilty to an information 
charging him with failing to have in his 
files doctors’ certificates of physical ex- 
aminations of his drivers, with failing to 
require his drivers to keep drivers’ logs, 
and with permitting and requiring his 
drivers to drive and operate for excessive 
daily hours. The fine was paid. 

Texas northern district, Lubbock divi- 
sion, at Lubbock. On November 22, fines 
totaling $500 were imposed on Clarence 











M. Lang and Charles R. Givens, partners 
dba Lang Transit Co., of Lubbock, follow- 
ing entry of their separate pleas of guilty 
to an information charging them with 
operating as a common carrier of prop- 
erty for compensation without a Commis- 
sion certificate authorizing the described 
operations. Each defendant was required 
to pay $250. 

Massachusetts district, at Boston. East- 
ern Transportation Co., of Boston, was 
fined $1,000 following entry of its plea 
of guilty to an information charging it 
with operating as a common carrier of 
property for compensation without a 
Commission certificate authorizing the 
described operations and failing to show 
on freight and expense bills the weights 
of shipments and applicable rates. 

Ohio northern district, eastern divi- 
sion, at Cleveland. On November 12, 
Leslie J. Strawn, Inc., of Dover, O., was 
fined $3,000 together with costs, follow- 
ing entry of its pleas of guilty to two 
informations charging it with permitting 
and requiring its drivers to drive and 
operate vehicles for excessive daily 
hours, with failing to have on file 
doctors’ certificates of physical examina- 
tions of its drivers, and with filing false 
monthly hours of service reports with 
the Commission. The fine and costs 
were paid. 

Ohio northern district, eastern divi- 
sion, at Cleveland, Eula Lee Tafflinger, 
dba Eula Lee Park, of Brunswick, O., on 
November 12, was fined $500 following 


entry of her plea of guilty to an in- 
formation charging her with engaging in 
the business of a contract carrier of 
property without a Commission permit 
authorizing the described operations, 
and with transporting property without 
having on file with the Commission ap- 
proved evidence of bodily injury and 
property damage insurance. The fine 
was ordered to be paid. 


West Virginia northern district, at 
Wheeling. Fines totaling $525 were im- 
posed, November 23, on Emery’s Trans- 
fer, Inc., and Lewis C. Emery, of Mar- 
tinsburg, W.Va., following entry of their 
separate pleas of guilty to an informa- 
tion charging them with violations. The 
court required the carrier to pay $275 
and Lewis C. Emery to pay $250. Emery’s 
Transfer, Inc. was charged’ with operat- 
ing as a common carrier of property 
for compensation without a Commission 
certificate authorizing the described op- 
erations. Lewis C. Emery was charged 
with aiding and abetting the carrier in 
performing the unauthorized operations. 

Florida southern district, at Orlando. 
McDowall Transport, Inc., Orlando, on 
November 29, was fined $600 following 
entry of its plea of nolo contendere to an 
information charging it with permitting 
and requiring its drivers to remain on 
duty for. excessive weekly hours, and 
with failing to have in its files doctors’ 
certificates of physical examination for 
its new drivers. The fine was required 
to be paid. 


TRANSPORTATION 
LEGISLATION 


A.A.R. Witnesses Defend ‘Delivered’ 
Price System Before Capehart Group 


Dr. J. H. Parmelee, of Bureau of Railway Economics, Walter Kelly, 
Traffic Officer of A.A.R., Regard F.T.C. Price Policies as Threat 


To Railroads’ Finances. 


That the well-being of the nation’s 
transportation system would be imperiled 
if, as a result of the U.S. Supreme Court 
decisions in the so-called Cement Insti- 
tute case and similar cases, the practice 
of “freight absorption” or the use of “de- 
livered” prices were prohibited and only 
“f.o.b.-mill” prices were found to be safe 
from Federal Trade Commission attack, 
was a contention made by two spokesmen 
for the Association of American Railroads 
and a steamship company official in hear- 
ings held by the trade policies subcom- 
mittee of Senate interstate and foreign 
commerce committee December 6 and 7 
(see Traffic World, Dec. 4, p. 53). 

The A.A.R. witnesses before the sub- 
committee, known also as the Capehart 
committee, were Dr. J. H. Parmelee, vice- 
president of the A.A.R. and director of its 
Bureau of Railway Economics, and Walter 
J. Kelly, A.A.R. traffic officer. The ship 
line witness was George E Cohee, of New 
York City, vice-president and general 
manager of the Newtex Steamship Cor- 
poration, operating between Atlantic and 
Gulf coast ports. 

The nation’s railroads would be weak- 
ened financially, and ultimately physical- 


Rail Union Chief Concurs in Their Views. 


ly, if the pricing policies prescribed by the 
Federal Trade Commission in its basing- 
point order should prevail generally, Dr. 
Parmelee told the subcommittee. 

If given general application in the fu- 
ture, Dr. Parmelee contended, these 
policies would “restrict competition, ham- 
per the free flow of commodities through- 
out the country, advetsely affect the vol- 
ume of production, and otherwise injure 
the national economy.” 


Free Competition Advocated 

“Free competition among the producers 
and distributors of the United States,” he 
said, “is one of the policies that has 
made our nation industrially strong and 
great. No artificial restriction should be 
laid upon that fundamental policy unless 
it is clearly demonstrated to be in the 
public interest.” 

The effect of the basing-point decisions 
on the railroads, Dr. Permelee stated, 
would be the drying up of important 
sources of traffic and the diversion of 
traffic to other forms of transportation. 

“Such traffic and revenue losses,” he 
said, “would weaken the railroads by ag- 
gravating an already serious financial 
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situation with which they are 
struggling.” 

He said that a reduction in the flow 
of commerce would result from genera] 
application of the policy of the basing- 
point decisions, because of several fac- 
tors, and added: 

“The first of these factors is the limi- 
tation imposed upon the competitive 
areas of individual producers and plants, 
An expectable effect would be to set up 
around each plant or producing center 
a monopoly area within which that plant 
or producing center would have a price 
advantage by reason of lower transpor- 
tation charges resulting from proximity 
—an advantage which producers in other 
areas would not be permitted to over- 
come by freight absorptions. 

“This would have a double effect. It 
would prevent or restrict shipments into 
an area from other and more distant but 
previously competitive locations. At the 
same time, it would prevent or impede 
the local producer in any effort to ex- 
pand his market and thereby increase 
his output. Both effects would be harm- 
ful to consumers, to producers and to 
the whole system of broad and competi- 
tive markets upon which our economy is 
built.” 


now 


Traffic Localization 


A secondary adverse effect of this lo- 
calization of production, Dr. Parmelee 
said, would be localization of traffic 
movement. This might be offset in cer- 
tain instances by longer average hauls 
for the raw materials involved, he added, 
but “on the whole, the result so far as 
the total flow of goods is concerned is 
likely to be a net loss.” 

He said that freight rates on the rail- 
roads were low, due largely to mass 
transportation operations and long hauls. 
He maintained that “any substantial 
shortening of rail hauls, even if no 
other change should take place in rail- 
road operations, would tend to increase 
the unit cost of moving freight, with con- 
sequent increases in freight rates.” 

If the railroads lost traffic and revenue 
because of the effect of the basing- 
point decisions, he said, they would be 
forced to retrench, and this would mean 
a reduction in railroad employment and 
in railroad purchases. 

After saying that “the great advan- 
tage we had over our enemies in the last 
war was our gigantic and versitile mass- 
production industrial system, combined 
with the ability of the railroads to 
transport speedily and surely the vast 
quantities of raw and manufactured ma- 
terials needed for modern warfare,” Dr. 
Parmelee asked: 


“Ts it good judgment to sacrifice that 
advantage by disrupting our enonomy 
and weakening the railroads when we 
know that we would have desperate need 
of their maximum capacity in any future 
emergency?” 


Testimony by W. J. Kelly 


The policy of the interstate commerce 
act, as.administered by the Interstate 
Commerce Commission, had for yeals 
encouraged and promoted the free move- 
ment of goods on a nationwide basis, Mr. 
Kelly testified. 

Citing I.C.C. decisions upholding the 
principle that as the distance increased, 
the rate per ton-mile decreased, MI. 
Kelly continued: 

“This principle rests not only on the 
fact that as distance increases, the m- 
fluence of high terminal costs at points 
of origin and destination thins out, 
but also more particularly on a recog- 
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nition of the desirability of establish- 
jng rates on a basis which will enable 
producers located at points distant from 
the principal markets to compete with 
producers located nearer such markets, 
thus encouraging nationwide competi- 
tion and stimulating the movement of 
traffic.” 

Mr. Kelly said that “unless this prin- 
ciple is adhered to generally, long-haul 
movements will disappear, resulting in 
dislocation of industry and adversely 
affecting the development of the na- 
tion.” 

Freight Rates on Sugar 

Among the I.C.C. decisions to which 
Mr. Kelly called the attention of the 
Senate subcommittee were those af- 
fecting rates on sugar. The rate ad- 
justment prescribed by the Commission 
in these cases, he stated, was designed 
to enable producers, refiners and manu- 
facturers in all territories to compete 
in the important central western mar- 
kets. 

“The beet sugar industry,” he said, 
“could not long survive if restricted in 
the sale of its sugar to its own thinly 
populated area, which consumes only a 
small fraction of the total production.” 

A similar situation existed with respect 
to rates on such commodities as salt, 
fresh fruits and vegetables, grain and 
grain products, coal, and lumber, Mr. 
Kelly said. 

Mr. Kelly told. the Senate subcom- 
mittee that the Truman committee in- 
vestigating the national defense program 
went into the matter of cross-hauling 
and came to the conclusion that “the 
detriment and shock to our domestic 
economy and distribution and market- 
ing system would, as to many items, out- 
weigh the transvortation savings result- 
ing from the elimination of cross-haul- 
ing.” 

Newtex Official’s Testimony 


Mr. Cohee, of Newtex Steamship Cor- 
poration, after stating that railroads 
serving the Atlantic seaboard and the 
southwest had joined the Newtex line 
in through rates and through routes, 
said he did not think it wrong for a 
manufacturer to sell his product or serv- 
ices at a uniform price in various zones, 
sections or territories of the United 
States, provided such action was taken 
in good faith and was based on sound 
merchandising principles. 

He said he believed that outlawing 
“freight absorption” would have a tend- 
ency to reverse present trends under 
mass production whereby, as mass pro- 
duction of an article reduced the unit 
selling price, the article came into reach 
of an ever increasing circle of custom- 
ers. 

“T am convinced,” he said, “that the 
outlawing of freight absorption will 
have an extremely detrimental effect on 
all forms of transportation. It will stifle 
long hauls, particularly of finished 
products, and will also sharply reduce 
the volume of freight transported by the 
Carriers. This will increase the unit cost 
of transportation, thereby creating still 
higher prices. A shrinkage of volume 
will create unemployment in the various 
transportation agencies, which, in turn, 
Will be reflected in industries from 
Which they purchase equipment and 
Supplies. Finally, the very valuable, in 
fact the essential, arm of national de- 
fense, namely, a sound transportation 
System, will be rendered feeble and in- 
adequate to meet a national emergency.” 

Mr. Cohee, in connection with criticism 
of the pricing policy of the Reconstruc- 


tion Finance Corporation in connection 
with R.F.C. sales of synthetic rubber, 
manufactured in government - owned 
plants, submitted an exhibit comparing 
all-rail rates and rail-water-rail rates 
between stated points on synthetic rub- 
ber. He cited, as an example, an all-rail 
carload rate of $1.01 a hundred pounds 
between Baytown, Tex., and Bridgeport, 
Conn., not including the Ex Parte 162 
and 166 increases, as against a rail- 
water-rail rate of 88 cents a hundred 
pounds between the same points, subject 
to the same increases. He said the R.F.C. 
included a transportation charge of only 
75 cents a hundred pounds in its sales 
price on synthetic rubber, wherever sold 
in the United States, and that the dif- 
ference between that amount and the 
actual transportation cost was paid by 
the taxpayers. Under that arrangement, 
he maintained, there was no inducement 
to the buyer to elect to move the ship- 
ment in the most economical manner. 
He said that if the purchaser could earn 
for himself the savings between the rail- 
water-rail and all-rail rates of “at least 
$20 a carload” it was not unreasonable 
to assume that all or at least a part of 
the synthetic rubber shipments would 
move via rail-water-rail routes. He con- 
tended that the R.F.C., by its pricing 
policy, precluded the use of port facilities 
of cities on the Atlantic and Gulf coasts 
in which large sums of government funds 
had been invested, since the synthetic 
rubber was now moving by rail when, if 
transvoration economies were considered 
would involve a movement by water. 

Other witnesses heard by the Capehart 
committee, whose testimony was gener- 
ally in support of “freight absorption” 
practices, were: Charles Wesley Dunn, 
general counsel, Grocery Manufacturers 
of America, Inc., Washington, D. C.; G. 
Stewart King, president, King Convert- 
ers, Inc., Denville, N. J.; Bert Cremers, 
vice president, sales, Michigan Alkali 
Division, Wyandotte Chemical Corpora- 
tion, Wyandotte, Mich.; William Schoen- 
berg, general president, United Cement, 
Lime & Gypsum Workers International 
Union; Charles E. Moreau, publisher and 
chairman of the newsprint committee 
of the National Editorial Association, 
Bloomfield, N. J., and Harold O. Smith, 
Jr., executive vice president, United 
States Wholesale Grocers Association, 
Inc., Washington. 

George J. Burger, director in charge 
of the Washington office of the National 
Federation of Small Business, testified in 
support of enforcement of anti-trust 
laws and outlawing of monopolistic 
practices, but said his organization had 
no objection to “employment by any 
manufacturer in bona fide competition 
with others in his line of business of any 
pricing system, basing point, delivered 
price, zone price, or f.0.b.” 

Senator Capehart, of Indiana, chair- 
man of the subcommittee, placed in the 
hearing record letters and reports from 
20 Chambers of Commerce and from 
the Commerce and Industry Association 
of New York, in all of which there was 
shown agreement that there was a need 
for clarifying legislation on industrial 
pricing practices. 


Position of O. R. C. Head 


H. W. Fraser, president of the Order 
of Railway Conductors, in testimony he 
presented December 7, criticized the 
policies set down in the Federal Trade 
Commission’s orders affecting pricing 
and averred that those policies would 
create, “not trade stimulation and inter- 
regional harmony, but trade inconsist- 
encies and inequities ... which can and 
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probably will become trade barriers, 
producing sectional contests and hostili- 
ties. He advised against adoption of “a 
policy which will .. . reduce the ef- 
ficiency of these (rail) carriers by put- 
ting them on an ill-advised short haul 
basis in substantial areas of the coun- 
try.” 

The Chamber of Commerce of the 
United States announced that the sub- 
ject of “delivered pricing and the future 
of American business” would be dis- 
cussed in an economic institute to be 
held in its auditorium in Washington on 
December 9 and 10, and that William 
Simon, general counsel for the Capehart 
committee, would be a luncheon speaker 
at the institute on December 10. 

From Pittsburgh, Pa., came an an- 
nouncement that a National Competition 
Committee had been formed by “business 
and industry from one end of the country 


‘to the other” for the purpose of making 


“a strong bid for the legislation of a de- 
livered price system during the next 
session of Congress. It was stated that 
chapters of the organization had been 
organized in Tulsa, Dallas, Houston, Cin- 
cinatti, Dayton, Cleveland, Pittsburgh 
and Philadelphia, and that additional 
chapters were now being formed. 


Resolution of Indiana C. of C. 


Herschel A. Hollopeter, traffic director 
of the Indiana State Chamber of Com- 
merce, Indianapolis, Ind., submitted to 
the Capehart committee the text of a 
resolution adopted by the Indiana State 
Chamber at its annual meeting, Novem- 
ber 29, setting forth the position of the 
organization as follows: 


Because of confusion on the basing point 
system of pricing created by Supreme Court 
and Federal Trade Commission actions and 
pronouncements we: 

(1) Reaffirm our support of federal enti- 
trust laws as being sound in principle and 
therefore recommend that they be applied 
fairly and equitably with respect to all citi- 
zens and groups, including presentiy ex- 
empted organizations which represent agri- 
culture and labor, and strengthened if 
necessary to protect our economy. 

(2) Urge that, with respect to fair trade 
practice laws, the trade practices therein 
condemned be more clearly and specifically 
defined and that such laws be amended to 
clearly protect the rights of any legitimate 
seller, if he so chooses, to absorb transporta- 
tion costs in the price of his product or 
employ any other pricing policy that will 
best enable him to fairly and honorably 
meet competition in any market. 

We submit that for ali sellers to be re- 
ouired to sell their goods, including foods, 
drugs, household appliances and other neces- 
sities of life, at uniform point-of-production 
prices would create Balkan-like trade bar- 
riers and prevent them from meeting com- 
petition, which is the basis of our free 
economy. It would create chaos in the 
economic life of the country; would stifle 
competition and generally would result in in- 
creased costs to consumers for the products 
they purchase. We believe the benefits of 
free comeptition can be obtained only 
throvgh assurance that the seller may dispose 
of his goods freely in any market so long 
as he satisfies the buyers of such market 
on aualitv and price. In so doing he should 
be vermitted to utilize whatever svstem of 
pricing best serves his purpose as long as he 
does not violate therebv the anti-trust laws 
or anv fair and honorable trade practices. 


Ruling Misinterpreted, Freer Says 

Addressing the Sales Executives Club 
of New York on December 7, at the 
Roosevelt Hotel in New York City, Chair- 
man Freer, of the Federal Trade Com- 
mission, said it was his opinion that 
many morally and intellectually honest 
American business men had been “misled 
into the alarming feeling that the Fed- 
eral Trade Commission has so interpret- 
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ed the law that now everyone must in- 
variably add actual freight costs on every 
shipment and must never meet a lower 
price of a competitor.” 

He said that in its proceeding against 
the Cement Institute and more than 70 
producers of cement, on a charge of 
price-fixing and combination to suppress 
competition, the evidence it obtained had 
led it to the “inescapable conclusion” 
that the respondents had engaged in a 
combination and conspiracy and that on 
the basis of its findings it entered an or- 
der requiring them to cease and desist 
from certain of their collusive pricing 
practices. 


After the Supreme Court’s decision in 
the Cement Institute case, on appeal 
from lower court action on the F.T.C. 
decision, said Chairman Freer, “some 
sellers of cement, steel and other heavy 
goods almost immediately advised their 
customers that the effect of the decision 
was that the buyer was now required to 
pay the freight, and that certain local 
shortages and certain increases in price 
in many different commodities were di- 
rectly due to this decision of the (Fed- 
eral Trade) Commission and the Su- 
preme Court.” 


“Many small business men,” he said, 
“have been misled into the belief that it 
is now illegal for any seller to pay freight 
and that no seller can seek customers in 
any area except those in which his f.o.b. 
price plus freight is lower than his com- 
petitor’s.” 

Chairman Freer said that the “nub” 
of the present controversy as to legality 
of various pricing systems appeared to 
him to be “an effort in certain business 
circles to write an amendment into the 
law to the effect that the mere fact 
that everyone in an industry is employ- 
ing a basing point or other organized 
system in selling at identical prices shall 
not be considered as evidence of agree- 
ment in an anti-trust proceeding.” - 


“T am convinced,” he said, “that the;/. 


success of this effort not only would set} ' 
the anti-trust laws back more than 50\| 
years but also accelerate a trend toward 
governmental regulation. It is a well 
recognized fact that most price-fixing 
in this enlightened age is not accom- 
plished by means of formal contract, 
signed and sealed in the blood of the 
brothers . . . The courts and the com- 
mission should continue to have the 
right to make proper and reasonable 
inferences from all the facts and cir- 
cumstances, if the anti-trust laws are 
to be effective at all. I know of no in- 
stance in which the commission has 
proceeded against any industry solely on 
the basis of identical prices. I know of 
no contemplated proceeding involving 
this issue. I do not believe that there 
is any member of the Federal Trade 
Commission who would argue that this 
should be the law. But the commission 
and the courts should continue to be 
free to examine all of the circumstances 
of industry action, including the fact, as 
in the cement case and as in the Rigid 
Steel Conduit case, that prices remained 
identical and relatively inflexible over 
long periods of time—periods of surplus 
as well as periods of scarcity—and that 
buyers could almost never find any ad- 
vantage, even in periods of surplus, in 
dealing with one seller over another .. .” 


Senator Capehart announced, in the 
course of the December 7 hearing, that 
members of the trade policies committee 
staff would confer with F.T.C. econo- 
mists to try to work out a legislative pro- 


gram for clarifying the legality or ille- 
gality of various pricing methods. 


The hearings which the Capehart com-. 


mittee had begun were concluded De- 
cember 8, but it was understood that 
they would be resumed in January, after 
the convening of the 81st Congress, when 
Senator Johnson, of Colorado, who was 
expected to be the new chairman of 
the Senate interstate and foreign com- 
merce committee, would assume the 
chairmanship of the trade policies sub- 
committee, according to a statement 
placed in the hearing record by Senator 
Capehart. 


The last of the witnesses before the 
committee on December 8 was Corwin 
D. Edwards, director of the Bureau of 
Industrial Economics of the F.T.C. He 
said that the trade policies committee’s 
first problem was to appraise the “con- 
flicting views of the scope of the present 
law” which, he said, had been expressed 
by witnesses before it. 


“If you decide that the law jeopardizes 
the innocent practices ... discussed and 
if you, therefore, consider changes in 
the statutes, a second issue will become 
enormously important.” he said. “This 
is whether anything in the changes sug- 
gested to you will tend to destroy the 
constructive achievements of the recent 
basing point cases or to impair in any 
other way the effectiveness of the laws 
against monopoly and injurious price 
discrimination.” 


_Widell, in Letter to House 


Unit, Replies to Wiprud’s 
Attack on Bulwinkle Act 


To repeal the Reed-Bulwinkle act 
would “set us back 61 years and make 
it necessary for Congress again to enact 
similar legislation to protect the com- 
me of the country and the shippers 

o ship it,” said C. E. Widell, transpor- 
tation director of the Tennessee Manu- 
facturers Association, Nashville, Tenn., 
in a letter to Chairman Ploeser, of the 
House select committee on problems of 
small business, answering testimony pre- 
sented before that committee by Arne C. 
Wiprud, associate solicitor for the Post 
Office Department (see Traffic World, 
Nov. 20, p. 52). 

After observing that Mr. Wiprud had 
advocated repeal of the Reed-Bulwinkle 
act, Mr. Widell said that “if the situa- 
tion facing industry in this country were 
not so serious we could probably afford 
to pass by utterances of the nature con- 
tained in Mr. Wiprud’s testimony.” 

“It is of course apparent,” Mr. Widell 
continued, “that he speaks from a 
background of academic learning and 
not from any experience or actual par- 
ticipation in the affairs of the nation’s 
business or the needs of commerce. I 
write, therefore, to plead with your com- 
mittee to consider the harmful effects 
on the nation’s industries if the views 
of Mr. Wiprud were to prevail.” 

Mr. Widell that the kind of free enter- 
prise envisioned by Mr. Wiprud would 
“wreck the orderly processes of rate 
procedure and regulation of the carriers’ 
freight rate structure in this country,” 
and that Mr. Wiprud “fails to appre- 
hend that in his tirades against the 
principles of the Reed-Bulwinkle law, 
the sufferers would be mainly the ship- 
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pers of the country and not the vrail- 
roads.” 

Mr. Widell, in the course of a discus- 
sion of rate-making procedures, said 
that it was “no longer possible for big 
business or small business to‘sit behing 
closed doors in conference with friendly 
carriers’ traffic officials and manipulate 
rates in their own interests.” 


‘Zone of Reasonableness’ 


“Moreover,” he wrote, “when Mr, 
Wiprud makes use of what the Supreme 
Court said in Georgia v. Pennsylvania 
Railroad, 324 U.S. 39, that a zone of 
reasonableness exists between Maxima 
and minima within which a Carrier is 
ordinarily free to adjust its charges for 
itself, he displays his lack of knowledge 
in the field of rate regulation; for he 
goes on to say that within the zone of 
reasonableness the Commission lacks 
power to grant relief even though the 
rates are raised to the maximum by a 
conspiracy among the carriers who em- 
ploy unlawful tactics. He insists that 
this is a complete answer to those who 
believe or assert the Commission fixes 
all transportation rates. Of course it is 
nothing of the kind. His reliance on the 
Supreme Court decision in question 
springs entirely from an academic con- 
ception of a theory of law. He fails to 
follow the reasoning of the court in its 
reference to the Milwaukee case, 294 
U.S. 499, which is cited by the court in 
the Georgia case. He apparently does 
not know that the interstate commerce 
act specifically delegates power to the 
Commission to fix all kinds of rates— 
maxima, minima and specific rates. 

“It is pure nonsense to say then that 
the Commission lacks power to grant 
relief within a zone of reasonableness. 
For it is axiomatic that different rates 
may of themselves be reasonable, and 
yet, in their relation to each other, vio- 
late the rule of undue prejudice or pref- 
erence—in which event the Commission 
certainly has power to grant relief, re- 
gardless of Mr. Wiprud’s views. His 
failure to apply the law correctly springs 
from his apparent lack of knowledge of 
the facts of the industry... .” 


LABOR NEWS 


Railroads’ Brief Filed 
With Emergency Board 
In ‘Non-Op’ Dispute 


Any increase in labor costs in excess 
of 10 cents an hour would force the rail- 
roads to ask for further rate increases 
beyond those now requested, the nation’s 
railroads told the Presidential emer- 
gency board which was weighing the 
wage and hour demands of 16 unions 
representing one million non-operating 
employes (see Traffic World, December 4). 

In a 63-page brief filed with the board, 
Guy W. Knight, of Philadelphia, chief 
counsel for the carriers’ wage commit- 
tees, said that the 13 per cent increase 
in freight rates now pending before the 
Commission “will not produce adequate 
earnings for the railroads if the em- 
ployes are granted more than a wage 
increase of 10 cents per hour.” 

Mr. Knight in his brief said that “even 
if the proposed advances in freight rates 
should be authorized in their entirety 
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and be in effect throughout the year 
1949 on both interstate and intrastate 
traffic, the railroads’ earnings for the 
year 1949 would approximate only $1,247,- 
000,000, or just about what the Com- 
mission has indicated the railroads 
should have in a ‘constructive normal 
year’ in order to provide adequate and 
efficient service to the public.” 


The non-operating unions are asking 
a 25 cent hourly wage boost, 48 hours’ 
pay for 40 hours’ work, time and one- 
half for Saturdays and double time for 
Sundays and holidays, with a minimum 
of eight hours of pay at the overtime 
rate for any work performed on those 
days. The railroads estimate the cost 
of the unions’ total demands at from 
$1,555,000,000 to $1,738,000,000 annually. 
Hearings were held in Chicago from 
October 26 to November 27. The emer- 
gency board has until December 17 to 
make its report to the President. 


Says 10-Cent Increase Adequate 


Mr. Knight told the board that the 
10-cent hourly increase already accepted 
by five operating unions representing 
300,000 employes in settlement of their 
third-round wage demands “would fully 
and adequately compensate the non- 
operating employes under all of the con- 
siderations commonly taken into account 
in the determination of a proper wage 
increase.” 

A five-day work week on the railroads 
would, he said, require the employment 
of more than 200,000 additional workers 
who were not available today. ,Unless 
the railroads curtailed their maintenance 
work and improvement programs, Mr. 
Knight said, they would have to con- 
tinue to work present forces substan- 





tially the same as now. At the pro- 
posed overtime rates, he continued, this 
“would result in very great and entirely 
unjustified wage increases for these em- 
ployes. 

“No reduced work week of any type is 
economically or practicably feasible 
under conditions now prevailing,” he 
contended. 


Referring to estimated rail earnings 
for 1949 of $1,247,000,000 if the carriers’ 
petition in Ex Parte 168 were granted, 
Mr. Knight said that those earnings 
were “predicated upon the present wnit 
prices for materials and supplies con- 
tinuing throughout 1949, and upon the 
third-round demands of the non-operat- 
ing employes being held to a cost equiv- 
alent to a wage increase of 10 cents per 
hour. 

“It will thus be seen,” he asserted, 
“that, even with this increased revenue 
to be derived from the rate advances now 
sought, the railroads would be in no 
position to absorb any further rise in 
wages or other costs.” 


Asserting that the railroads were not 
participating in the general prosperity 
of the nation, counsel for the carriers 
said in the brief that since the peak of 
1943, when the railroads handled 72.1 
per cent of all intercity freight traffic in 
the United States, their proportion of 
such traffic had steadily decreased until 
in 1948 it would approximate only 64.3 
per cent. The motor trucks were han- 
dling their greatest proportion of inter- 
city freight traffic in history, today, said 
Mr. Knight, and the private automobiles, 
motor buses and airlines were diverting 
increasing proportions of passenger busi- 
ness from the railroads. 


“Even under present conditions,” he 
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said, “the railroads are handling a de- 
creasing share of the freight and pas- 
senger traffic, and, if the increases which 
they must make in their rates as a re- 
sult of this proceeding should be out of 
line with the increased costs incurred by 
other agencies of transport, the steady 
erosion of traffic from the railroads— 
now going on under existing rates— 
would be accelerated.” 

The carrier brief also urged that any 
wage increase recommended by the 
board be not made retroactive beyond 
October 16, 1948, effective date of the 
increase ‘to operating employes. The 
unions have requested that the wage in- 
crease sought in this case be made ef- 
fective from May 10, 1948, 30 days after 
service of the demands upon the rail- 
roads. 


Demand of B. of L. E. 
Would Create Unnecessary 


Jobs, Declares Loomis 


Daniel P. Loomis, of Chicago, chair- 
man, Association of Western Railways, 


_has branded as “featherbedding” the 


demand of the Brotherhood of Locomo- 
tive Engineers that two engineers be 
employed on multiple-unit diesel locomo- 
tives in road service. The union is cur- 
rently taking a strike vote on 14 western 
railroads to enforce this proposal. 

“This is just another attempt to create 
unnecessary jobs in the high-pay brack- 
et,” Mr. Loomis said. 

In answer to the union’s claim that an 
additional engineer was needed to do 
maintenance and repair work en route, 


stop at L. & L. where distribution engineers are constantly developing 


new techniques to speed your merchandise to market, 


in time to anticipate consumer demands. 
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Mr. Loomis said that “neither the en- 
gineer nor the fireman are expected or 
qualified to repair diesel locomotives. 
They are not trained for such work. Re- 
pairs have to be made by skilled diesel 
mechanics.” 


Mr. Loomis said that the Brotherhood 
of Locomotive Firemen and Enginemen 
had made a proposal similar to the en- 
gineers, asking that an additional fire- 
man be employed on diesel road locomo- 
tives, and added that “there would be 
absolutely no work for additional men 
to perform. They would just be going 
along for the ride and the pay.” 

Last May the B. of L. E. had served its 
demand on a number of railroads. 


Hourly Increases of 
25 to 55 Cents Asked 
By Chicago Drivers 


A meeting between the two Chicago 
drivers’ unions and the three organiza- 
tions of trucking operators, to discuss 
demands of the former (see Traffic 
World, November 13, p. 52), would be 
held the week of December 6, said Roy 
Pride, of the labor relations staff, Central 
Motor Freight Bureau. 


The two unions, whose contracts cov- 
ering local drivers and helpers expire 
December 31, recently served their de- 
mands. Local 705 of the International 
Brotherhood of Teamsters is demanding 
wage increases of 40 cents an hour for 
drivers of motorcycles, trucks and trac- 
tor-trailers, and a 55-cent increase for 
all tractor-trailer drivers who are re- 
quired to load or unload; two weeks’ 
paid vacations for those with 1,400 hours 
of service, and three weeks’ for those 
with five years’ seniority and more; a 
guaranteed 40-hour work week; and a 
welfare fund, hospitalization plan, sick 
compensation, death benefit and pen- 
sion plan. 


The independent Local 705 has asked 
a 25-cent hourly increase for all clas- 
sifications; additional paid holidays for 
any general election for national, state 
or municipal offices; amend vacation 
clause to provide two weeks’ paid vaca- 
tion for one year of service, and three 
weeks after five years; and a health, 
welfare and pension fund. 


Employers Would Pay 5 Per Cent 

Such a fund would be financed solely 
by contributions from employers, who 
would pay in five per cent of the total 
earnings of employes monthly; one per 
cent would be deposited in a special 





account for use in connection with a 
pension program; the remaining four 
per cent would be used to maintain “a 
schedule of insurance benefits including 
liberal life insurance, adequate hospi- 
talization insurance for members and 
their immediate families, non-occupa- 
tional disability insurance, surgical 
benefits, and such other insurances as 
may be purchased through the four per 
cent contribution, less administrative 
costs.” 


The employers’ negotiating commit- 
tee, representing the Central Motor 
Freight Bureau, the Cartage Exchange 
of Chicago, and the Illinois Motor Truck 
Association, is headed by Earl Cannon. 
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Edward Fenner, head of the independ. 
ent Local 705, in submitting demands to 
the operators declared that “the wage 
advances which we have outlined wil] 
still leave the drivers and helpers of 
Chicago lagging somewhat behind the 
wage rates of the New York drivers and 
helpers.” 


Demands of his union would bring the 
hourly straight time rates of various 
categories to the following: Helpers, 
$1.47; motorcycle drivers, $1.55; drivers 
of trucks less than three tons, $1.60; 
three to seven tons, $1.70; seven to 15 
tons, $1.80, and 15-ton and over, $1.85, 
Minimum weekly guarantees would 
range from $58.80 to $74.00. 


TRANSPORTATION 
STATISTICS 





Net of $590 Million in 10 
Months Reported for 


Class | Railroads 


Net railway operating income of Class 
I railroads for October, 1948, before in- 
terest and rentals was $110,876,857, ac- 
cording to reports filed by the carriers 
with the Bureau of Railway Economics 
of the Association of American Railroads. 
The corresponding figure for October, 
1947, was $76,879,447. 


The estimated net income of the rail- 
roads, after interest and rentals, was 
$85,000,000 for October, 1948, compared 
with $50,000000 in the same month of 
1947 the A.A.R. said. 


“Net railway operating income of the 
Class I carriers for the first ten months 
of 1948, before interest and rentals, to- 
taled $853,624,669 compared with $636- 
732,695 in the corresponding period of 
1947,” it continued. 


“Net income after interest and rentals, 
of the Class I railroads in the first ten 
months of 1948 is estimated at $590,000,- 
000 compared with a net income of 
$370,000,000 in the corresponding period 
of 1947. 


“In the twelve months ended October 
31, 1948, the rate of return on property 
investment averaged 4.37 per cent, com- 
pared with a rate of return of 3.57 per 
cent for the twelve months ended Octo- 
ber 31, 1947. Property investment is the 
value of road and equipment as shown 
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by the books of the railways including 
materials, supplies and cash, less accrued 
depreciation. 

“This compilation as to earnings for 
the first ten months of 1948 is based on 
reports from all Class I roads, represent- 
ing a total of 227,053 miles. 

“Total operating revenues in the first 
ten months of 1948 amounted to $8,039,- 
696,497 compared with $7,126,451,208 in 
the same period of 1947 or an increase of 
12.8 per cent. Operating expenses in the 
first ten months of 1948 amounted to 


$6,185,340,861 compared with $5,572,138,491 


in the corresponding period of 1947, or 
an increase of eleven per cent. 

“Twenty-one Class I railroads failed to 
earn interest and rentals in the first 
ten months of 1948, of which eight were 
in the Eastern District, three in the 
Southern Region and ten in the Western 
District.” 


Data for the districts follows: 


Eastern District 


Class I railroads in the Eastern District 
in the first ten months of 1948 had an esti- 
mated net income, after interest and rent- 
als, of $224,000,000 compared with a net in- 
come of $119,000,000 in the same period of 
1947. For the month of October alone, their 
estimated net income, after interest and 
rentals, was $35,000,000 compared with $15,- 
000,000 in-October, 1947. 

Those same roads in the first ten months 
of 1948 had a net railway operating income, 
before interest and rentals, of $368,033,110 
compared with $252,948,935 in the same period 
of 1947. Their net railway operating income, 
before interest and rentals, in October 
amounted to $49,367,865 compared with $27,- 
892,558 in October, 1947. 

Operating revenues of the Class I railroads 
in the Eastern District in the first ten 
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months of 1948 totaled $3,667,101,107, an in- 
crease Of 12.7 per cent compared with the 
same period of 1947, while operating expenses 
totaled $2,886,580,749, or an increase of 10.2 
per cent above 1947. 


Southern Region 


Class I railroads in the Southern Region 
in the first ten months of 1948 had an esti- 
mated net income, after interest and rentals 
of $81,000,000 compared with a net income 
of $43,000,000 in the same period of 1947. 
For the month of October alone, they had an 
estimated net income, after interest and 
rentals. of $8,000,000 compared with a net 
income of $4,000,000 in October, 1947. 

Those same roads in the first ten months 
of 1948 had a net railway operating income, 
pefore interest and rentals, of $115,789,277 
compared with $80,552,569 in the same period 
of 1947. Their net railway operating income, 
before interest and rentals, in October 
amounted to $11,083,061 compared with $7,- 
845,488 in October, 1947. 

Operating revenues of the Class I railroads 
in the Southern Region in the first ten 
months of 1948 totaled $1,095,881,368, an in- 
crease of 11.9 ner cent compared with the 
same period of 1947. while operating expenses 
totaled $851,980 206, an increase of nine per 
cent above 1947. 


Western District 


Class I railroads in the Western District 
in the first ten months of 1948 had an esti- 
mated net income, after interest and rentals, 
of $285,000,000 compared with $208,000,000 in 
the same period of 1947. For the month of 
October alone, they had an estimated net in- 
come, after interest and rentals, of $42,- 
000,000 compared with a net income of $31,- 
000,000 in October, 1947. 


Those same roads in the first ten months 
of 1948 had a net railway operating income, 
before interest and rentals, of $369,802,282 
compared with $303.231,191 in the same pe- 
riod of 1947. Their net railway operating in- 
come, before interest and rentals, in October 
amounted to $50,425.931 compared with $41,- 
141,401 in October, 1947. 


Operating revenues of the Class I railroads 
in the Western District in the first ten 
months of 1948 totaled $3,276,714,022, an in- 
crease of 13.3 per cent compared with the 
same .period of 1947, while operating ex- 
penses totaled $2,446.779.906, an increase of 
12.8 per cent above 1947. 


November Freight Car 
Deliveries Total 9,286 


Domestic freight car deliveries in No- 
vember totaled 9,286, the American Rail- 
way Car Institute announced. October 
production was 8,934 cars. Of November 
deliveries, 6,979 were from the car build- 
ers and 2,307 were built in railroad shops, 
the institute reported. Production on 
the leading types of cars were: Box, 2,242; 
hopper, 3,394; gondola, 1,934, and refrig- 
erator, 826. : 

New car orders placed in November 
totaled 4,852, of which 3,277 went to the 
car builders and 1,575 to the railroad 
Shops. Orders for 1,208 gondolas were 
Placed with the car builders. 


Deliveries in 11 months have totaled 
102,370 cars, as compared with 58,684 
during the same period in 1947. Total 
orders for the year to December 1 were 
given as 89,995, compared with 117,493 
during the same period in 1947. The 
‘otal backlog of orders as of December 
1 was 106,402 cars, as compared with 


111,405 a month earlier and 125,395 a 
year ago. 


New York Air Express Gain 


A gain of 24.7 per cent in number of 
a express shipments handled through 
€ New York metropolitan area for the 
na ended November 15, was reported 
ad the Air Express Division of Railway 
xpress Agency. 

A total of 32,291 shipments were dis- 
Patched to and from the three airports 


serving New York City—La Guardia 
Field, Newark Airport and Idlewild (N. 
Y. International Airport) in the period 
November 8-15, compared with 25,886 air 
express shipments in the similar Novem- 
ber week last year. Gross revenue of 
this traffic increased 28.7 per cent over 
the 1947 week, the agency said. 


Correction 


The Association of American Rail- 
roads has issued a correction in its re- 
port on October earnings of Class I 
railroads (see Daily Traffic World, Dec. 
3, p. 3), showing that Class I railroads 
in the Eastern district for October had 
estimated net income, after interest and 
rentals, of $35,000,000, compared with 
$15,000,000 in October, 1947. As origi- 
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nally issued the report said there was a 
deficit of $15,000,000 in October, 1947. 


October Truck Registrations 


New truck registrations from 37 states 
thus far tabulated for October show a 
slightly downward trend, a total of 51,894 
units being registered, as compared with 
55,507 units for the same states in Octo- 
ber, 1947, according to R. L. Polk & Co., 
Detroit. The total new truck registra- 
tion for October was expected to reach 
81,000 units, Polk Officials said. 


New car registrations, also, showed a 
tendency to flatten out in October, for 
the first month since June, 1948, it was 
reported. Registration of new cars from 
36 states in October showed a toal of 
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185,947 passenger cars, only 3,000 above 
totals for the same states in. October, 
1947, when 182,258 cars were registered. 


“The leveling off in car and truck sales 
during October cannot be traced to any 
one reason, but is due to a number of 
conditions, iricluding material short- 
ages, strikes in supplier plants, new car 
model changeovers, re-establishment of 
credit controls and other factors,” said 
Polk officials. 


Air Freight Ton-Miles 
5.7 Million in August 


Ton-miles of freight produced by the 
nation’s 16 domestic trunk airlines 
totaled 5,704,576 in August this year as 
against 2,512,726 in August, 1947, or an 
increase of 127.03 per cent, according to 
latest operations statistics made available 
by the Civil Aeronautics Board. 


For the 12 months ended with August 
this year air freight ton-miles amounted 
to 59,438,962 as compared with 25,198,823 
a 12 months ended with August, 


Major figures given by the board for 
the month of August, 1948, compared 
with August, 1947, showed an increase in 
revenue miles flown, from 28,883,371 to 
29,426,982; a decrease in revenue passen- 
ger miles, from 552,710,000 to 600,262,000; 
an increase in U.S. mail ton-miles, from 
2,483,076 to 2,889,956; and a decrease in 
exvress ton-miles, from 2,230,253 to 2,- 
236,373. 


For the 12 months ended with Au- 
gust, 1948, compared with the 12 months 
ended with August, 1947, C.A.B. figures 
showed a slight decrease in revenue 
miles flown, from 314,845,259 to 314,026,- 
843; a decrease in revenue passenger 
miles, from 6,110,921,000 to 5,880,150,000; 
an increase in U.S. mail ton-miles, from 
31,888,702 to 34,189,552; and an increase 


fry jf, 





New Air Express Service 


To Honolulu Announced 


New air express services to Honolulu 
was inaugurated with the first flights of 
Northwest Airlines from the Seattle, 
Tacoma, and Portland, Ore., gateways, 
December 2, the Air Express Division of 
Railway Express Agency announced, 
adding: 

The new service will operate three times 
weekly with 14-hour flights in each direction. 
The rate between the U. S. gateways and 
Honolulu will be 80 cents per pound, with 
a minimum charge of $3.75 per shipment. 
One important feature is that no export 
document will be required on shipments be- 
tween the U. S. and Hawaiian points. Ship- 
ments will be forwarded on regular air ex- 
press receipts just as any other domestic 
shipments are handled, with free pickup and 
delivery at both ends and $50 valuation 
coverage without extra charge. 

This extension of domestic air express 


routes to Hawaii will offer U. S. business and 
industry direct airline connections from any 
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in express ton-miles, from 28,802,249 to 
29,329,813. 

The revenue passenger load facto, per 
cent of seats occupied, dropped from 
67.89 in August, 1947 to 58 in Avcust 
1948, and from 68.48 in the 12 months 
ended with August, 1947, to 60.61 in the 
12 months ended with August, 1948. 





C.A.A. Statistical Handbook 


Containing all available civil aviation 
statistics through the calendar year 1947, 
a new and revised 1948 edition of the 
C.A.A. Statistical Handbook of Civil 
Aviation is now available, according to 
Administrator Rentzel, of the Civil Aero- 
nautics Administration. Data in the 
handbook included information on ter- 
ritorial scheduled air carrier operations 
on domestic routes, statistics on landing 
aids, and a cross-reference table showing 
the number of airports in the country by 
class and type, and a table on airports 
by class and population. The book may 
be obtained from the U.S. Government 
Printing Office, Washington, D.C., for 50 
cents a. copy. 


















Freight Car Report 


U. S. railroads reported an average 
daily surplus of 6,710 freight cars and an 
average daily shortage of 5,282 freight 
cars for the week ended November 27, 
which included the Thanksgiving Day 
holiday, according to the car service di- 
vision of the Association of American 
Railroads. 

The surplus was made up as follows: 
Plain box, 261; auto box, 21; flat, 27; 
hopper, 2,061; stock, 1,288; refrigerator, 
2,871; and miscellaneous, 181. 

The shortage was made up as follows: 
Plain box, 3,413; auto box, 16; flat, 253; 
gondola, 1,096; and hopper, 504, includ- 
ing 22 covered. 

















































of the 1,000 airport offices served by the 
domestic, certificated airlines in the U. 6. 
and Canada, as well as from the 22,000 non- 
airport points served by combination rail-air 
express. 

Products of all description 
almost every industry in the United States 
are sent to the Hawaiian Islands; in return 
it is expected that quantities of tropical 
perishables such as exotic island flowers, 
fruits and other native products will wing 
their way to the markets and homes of the 
United States in a matter of hours rather 
than days. 







representing 








Air Travel Across Atlantic 


American Overseas Airlines fiew 8 
per cent more passengers to Europe 1 
November than in the same month of 
1947, Harold R. Harris, vice-president 
and general manager of the airline al- 
nounced, adding: 


American Overseas Airlines carried 
1,171 passengers to Europe last month as 
against 636. during November 1947. The 
line flew 3,168 passengers west boul 
for a gain of 38 percent over the 2,300 
flown to the United States in November 
last year. Load factors on wes: bound 
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2,269 to flagships averaged between 85. per cent by Pan American Airways, between its with unanimous approval. Preference 

and 90 per cent. southern U.S. gateways and South and was almost equally divided between 
ctc » per The recent dock strike which tied up Central America and the Caribbean, Wil- leatherette and mohair for upholstery. 
d from urface travel for three weeks did not lis G. Lipscomb, vice-president traffic The Burlington program for moderniz- 
August, materially increase Europe bound pas- 4nd sales, announced. Describing the ing 90 suburban coaches now is in pro- 
months nger loads move as marking “a new era in air com-_ gress but is being delayed by unavail- 
1 in the § ®B8° ‘ merce between the United States and ability of material. Officials hope that 


48. 


Ok 


It was a different story for passengers 
coming to the United States. American 
Overseas Airlines London office reported 
it received requests for west bound 
reservations at the rate of one a minute 


Latin America,” Mr. Lipscomb said that 
Pan-Am had also began scheduled cargo 
flights twice weekly between New York 
and Buenos Aires, serving principal ports 


the first of the modernized cars will go 
into service soon after the first of the 
year. 


F te. Four-engine DC-4-type clip- 

stl England 0 rout ow 
aviation J from passengers stranded - ers will leave LaGuardia Airport at 8 efege 
sar 1947, by the steamship tie-up. ae every Tuesday and at 11 p.m. every Utilities Increase Use of 

of the Saturday, with second-day arrival in the + * 
f Civil ‘ Agentinian capital. The return flights, G M Diesel Switchers 
ay. to | Pan-Am All-Cargo Clippers leaving Buenos Aires on Tuesdays and Nine electric utilities replaced steam 
‘in ‘th, | Anew fleet of ten C-46 all-cargo clir- Fridays, reach New York on Wednesdays switching locomotives with G-E diesel- 
on on pers were placed in service December 1 and Saturdays. electric switching units in 1948, accord- 
eratio ing to J. W. Brauns, manager of General 
Sandee Electric’s industrial haulage division. 
Sead This continues a trend in evidence since 
neree é the end of the war when government 
ean _ ‘ " ‘ . priorities were lifted, Mr. Brauns states. 

: ° on continuous study of ever-changing More than a score of power companies 
. Burlington Commuters travel trends. now use 25-, 45-, and 65-ton G-E loco- 


. for 50 


average 


Polled on Schedules 


Commuters of the Burlington Lines 
are being invited to help in rearranging 
suburban train schedules between Chi- 
cago and Aurora as part of a service 
study now being made by Burlington 


“Practically,” it states, “the Burlington 
has to operate suburban trains to serve 
you and 11,999 other commuters. This 
means that, in order to best serve the 
majority, schedules may be trifle early 
for some, a trifle late for others, and 
stops must be made for ‘the other fel- 


motives for yard switching, according 
to General Electric. 


Mr. Brauns said that a comparative 
cost study extending over a year and a 
half was made by an eastern utility after 
diesel-electric had replaced steam, and 
showed that one G-E 25-ton locomotive 


and an § officials. Commencing December 8, _lows.’” had saved the utility more than $4,200 
freight J commuters will be asked to fill out The Burlington also reports to its in one year. This unit, which replaced 
aber 27, | questionnaires specifying the time they patrons on the 1,700 questionnaires and a 30-ton steam locomotive in April, 1947, 
ng Day § would like to have trains operated. This many verbal comments received regard- hauled hopper cars from the railroad, 
vice di- § data will be collated and schedules re- ing two modernized suburban cars dem- two miles to the company’s shaker. The 
merican | arranged to meet the desires of the ma- onstrated recently. Nine out of ten utility estimated that the new switcher 


follows: 
flat, 27; 
gerator, 


follows: 


lat, 253; 
includ- 
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jority so far as practicable. 


A message attached to the questionaire 
explains that train schedules are based 


liked the new type of seats, the fresh 
interior decoration and floor covering, 
and the vestibules. The air-cooling met 


performed 30 per cent more work than 
(Continued on page 76) 


ARE YOU TIED UP IN TRAFFIC? 


YOU: ‘‘Naturally, I’m a traffic man—that’s what 





I get paid for.”’ 
US: “Right. But why be tied up morning, 
noon and night? Wouldn’t it be nice if 


W/Z 


‘ Pa Fi you had a partner to assume part of your 

0 responsibilities? Rail shipping, for in- 
stance?” 

tat YOU: ‘Wonderful, but how can I have a partner?”’ 

tropical US: “Specify Soo. We’ll pick up your ship- 

inl wing ments promptly, handle them carefully, 


rush them to consignees—at maximum 
speed with minimum fuss. We make it 
our work to make your work easier.”’ 


s rather 


ele, 
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Your Woking bntner 7 Days a Week 
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Ey H is Mass Handling— 
the systematic movement of 
the most units, in the shortest 
time, at the lowest cost. 





When excessive production 
costs and restricted produc- 
tive output combine to cut 
down profits, better check 
your handling methods—and 
replace with Towmotor Mass 
Handling. Towmotor Fork Lift 
Trucks and Tractors, gaso- 
line-powered for full-time, 
full-power service, provide 
maximum handling efficiency 
in any plant, large or small. 
You'll invest less and get 
more from Towmotor—al- 
ways ready to lift, transport 
and stack materials and 
products of any kind. . . any- 
where, any time. Operating 
costs? Let the men who have 
to make handling pay a prof- 
it show you: More profes- 



















You can double and triple savings on 
your handling operations with Tow- 
motor Accessories, such as the Un- 
loader illustrated. If you cannot solve 
your handling problem with stand- 
ard Towmotor Accessories, Towmotor 
engineers will help you work out spe- 
cial equipment to meet your specific 
needs. Write for details. 













sional handlers use Towmotor 
than any other fork lift truck. 








SEND FOR FREE BOOK! You'll learn how to recognize and analyze your handling 
problems with the Towmotor Materials Handling Analysis Guide. Send for a free copy. 







TOWMOTOR CORPORATION, Division 10, 1226 E. 152nd St., Cleveland 10, Ohio 
REPRESENTATIVES IN ALL PRINCIPAL CITIES IN U. S. AND CANADA 
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IS HANDLING CUTTING 
DOWN YOUR PROFITS? 


The League Makes 
A Beginning 


HE ACTION of the National 
Industrial Traffic League, at 
its meeting in New York last 
month, with reference to palletized 
freight, was conservative — and 
properly so. It was dealing with 
a subject of highest importance in 
transportation, but one still in the 
formative state. Hence its adop- 
tion of the report of its special 
committee on the subject, which 
rested simply on a brief statement 
of principles and the recommenda- 
tion that the matter be studied 
further by a League committee, 
empowered only to make recom- 
mendations on the principles set 
forth, was about as far as it 
could go in the present state of 
palletization. 


The important thing, as we see 
it, is that a beginning has been 
made toward orderly progress in 
the new technique by the largest 
and most influential organized 
body of shippers in the country. 


In the earlier open conference 
at which the committee’s report 
was formulated, aspects of the 
matter were developed in a way 
that brought new enlightenment 
to many of those present. It was 
exactly for that reason that we 
had advocated such a meeting. 


Some of this information, how- 
ever, highlights our contention 
that the need is for a joint con- 
ference, not merely for a discus- 
sion among shippers. We hope the 
new League committee will give 
heed to that necessity in its 
studies and in the formulation of 
its recommendations. 


The proceedings of the League 
conference itself lend weight to 
what we have said on the point. 
They show that, aside from the 
need for modification of platform 
and freight house operation and 
the aquisition of necessary equip- 
ment by railroads and truck lines, 
if they are to share sufficiently 
in the economies of palletization 
to justify rate concessions on pal- 
lets, essential mechanical modifi- 
cations must go even deeper. 


It was pointed out, for instance, 
that new standards for weight 
carrying capacity of freight car 
and truck floors will have to be 
set if fork trucks are to be used 
in loading freight, and that the 
freight cars will have to be made 
wider to permit entrance and exit 
of palletized loads. Those are 
things that demand the presence 
of_rail and truck men at future 
conferences on the subject.—THE 
EDITOR. 
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Operations in Railroad Terminal, and in Zinc, 
Furniture and Food Plants Are Described by Electric 


Industrial Truck Association. 


Advantages of 


Palletizing Incoming Material in Unit Loads Discussed 


Diverse Uses of Mechanical Handling: 
Equipment Cited in Four Case Histories 


SERIES OF CASE HISTORIES 
A illustrating the claimed advan- 
tages in savings and time for battery- 
powered industrial trucks has recently 
been issued by the Electric Industrial 
Truck Association. Among the diverse 
installations discussed are those at the 
Cincinnati Union Terminal; the elec- 
trolytic division of the American Zinc 
Co., at Monsanto, Ill.; the Medart Co., 
of St. Louis, Mo., and the soup mix di- 
vision of Thomas J. Lipton, Inc., at 
Hoboken, N.J. 

For Mail, Express, Baggage 

The Cincinnati Union Terminal Co. 
uses a battery of sixteen trucks to 
handle mail, express and baggage to, 
from and between the trains of the 
seven trunk line railroads utilizing the 
terminal. In 1947, a total of 1,322,922 
pieces of baggage alone moved to, from 
or between the trains of the Baltimore 
& Ohio, the Norfolk & Western, Chesa- 
peake & Ohio, Louisville & Nashville, 
Southern, Pennsylvania, and the Cleve- 
land, Cincinnati, Chicago & St. Louis 
railways. It has been estimated that 
the number of bags of mail and pieces 
of express matter handled in the same 
period in each instance totaled over the 
two million mark. 


Operation of the tractor-type electric 
trucks involves movement up and down 
the many 814-degree ramps serving the 
terminal’s eight tracks, as well as many 
long hauls with strings of four-wheeled 
baggage trucks laden with mail sacks. 
These are moved between trains in the 
terminal and the Post Office annex, a 
distance of a little more than a quarter 
ofa mile. Three to four baggage trailers 
are hauled in a typical train. In some 
Instances, the movement is from a train 
Platform, down a ramp, thence to an- 
other ramp and ascent to another train 
Platform. Here the bazgage trucks are 
Spotted adjacent to car doors while the 
tractor is uncoupled. 

With the tractors operating around 
the clock, three batteries for each of the 
trucks are provided. According to the 
EIT.A. maintenance costs for the 
trucks are low. 


Case History No. 2 


Pe Number of handling operations at 
1¢ Monsanto, Ill., plant of American 
ic are performed by electric trucks. 
From the time that sheets of zinc are 
Sitipped from the aluminum cathodes 
until the cast spelter is placed in box 


The Cincinnati Union Terminal Co. uses a fleet of 16 battery-powered trucks to handle mail, express 
and baggage to and from trains of the seven trunk line railroads using the terminal. The tractors 


must climb many 81/2-degree ramps serving the terminal’s eight tracks. 
trailer trains in hauls of more than a quarter-mile. 


cars for outward shipment, a fleet of five 
trucks is engaged in tasks of pick-up, 
movement and deposit, according to the 
association. Four fork trucks and a 
scoop truck (for handling dross) com- 
prise the fleet. 


The average load transported by the 
trucks—either to storage or to the melt- 
ing furnace charging platform—weighs 
about 3,200 pounds. 


On the casting floor, the dross 
skimmed from the molten metal in the 
furnace is raked into special buggies 


The Traffic World, in its second issue 

each month, publishes this section 
containing specially prepared articles in- 
tended to assist traffic managers and 
freight carriers in the solution of mech- 
anized freight handling and packaging 
problems. It also prints information about 
new appliances and products to assist in 
the modernization of packaging, and 
platform and plant materials handling. 


Some are used on tractor- 


which dump their loads on the dross 
pile. After cooling, the dross is picked 
up by the scoop truck and fed to a belt 
conveyor which moves it to a crushing, 
elevating and screening system, which 
separates the dross into two bins. The 
scoop truck is used to empty these bins, 
taking loads of approximately 3,000 
pounds up a ramp. 

According to T. I. Mcore, assistant gen- 
eral superintendent of the electrolytic 
division, loading costs at his plant are 
very low. He estimated his loading costs 
at approximately 10 cents a ton, com- 
pared with the cost of similar opera- 
tions elsewhere, without the use of fork 
trucks, of $1.05 a ton. 


“We have very little expense for truck 
maintenance, and the units have shown 
a remarkable record of dependability,” 
he said. 

Eight batteries are used to serve the 
five trucks, with batteries rotated in 
service on a pre-arranged schedule. 


Case History No. 3 


The problem of handling a large num- 
ber of lightweight pieces of different size 
and shape, such as doors, shelves and 
panels, was solved by the Medart Co., 
manufacturers of lockers, kitchen tables, 
utility cabinets and gymnastic apparatus, 
according to the R.I.T.A. The com- 
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ponents are handled in quantities of 75 
or more by means of lowlift platform 
truck. Chain and belt conveyors are also 
ultilized to handle the items through 
the various operations in the paint de. 
partment and along the packaging line 
to the storage area in the shipping 
department. , 

Buildings at the Medart plant lie 
across the street from each other, being 
connected by a tunnel and two steep 
ramps. These are traversed some 16 
hours a day, five days a week, by a smal] 
fleet of battery-powered trucks. 

The use of such trucks at the plant 
is said to go back some 30 years, with the 
original truck still being used in the 
pre-fabricating departments. Another 
truck, equally old, has been rebuilt by 
plant workmen and is used primarily in 
the changing and storing of heavy dies. 
This truck, a highlift platform of 6,000- 
pound capacity, was reconditioned when 
it was found impossible to obtain im- 
mediate delivery of a new truck. 


Case History No. 4 


The last case history concerns a recent 
installation of the fork truck pallet-unit 
load system of handling materials at 
the Lipton plant in Hoboken. Among 
the immediate advantages of the sys- 
tem, it is claimed, are the following: 
Concentration of all warehousing under 
one roof; reduction by a little more 
than half of the square-foot area as- 
signed to warehousing; setting up of a 
system of perpetual inventory which is 
entered daily, and a handling of in- 
creased tonnages of incoming material 
and outgoing product although using less 
floor area. In addition, there have been 
savings in the amount of money tied up 
in materials. 

The mechanical handling fleet used at 
the Lipton soup mix division consists of 
three fork trucks, each of 2,000-pound 
capacity; 10 battery-powered hand 
trucks, and a lowlift platform truck. 
This latter, which is more than 20 years 
old, is used in handling skid-loads of odd 
materials and for maintenance work. The 
other trucks have been acquired within 
the past two years. 

A standard pallet, 48x48 inches, was 
adopted and today there are. 4,200 of 
these in use at the plant. 

“We decided to go into palletizing two 
years ago because its value has been 
demonstrated to us during the war,” said 
A. E. Cuddeback, director of engineering 
and planning. “We selected battery- 
powered equipment because it is fume- 
free.” 

Mr. Cuddeback said that the new 
system had permitted the plant prac- 
tically to eliminate all outside warehouse 
facilities, and to reduce its warehousing 
space from 45,000 square feet to 21,500 


Above left: After 30 years of service, this bat- 
tery-powered lowlift platform truck is still “on 
the job” at the Medart Co. plant in St. Louis. It 
is removing a skid-load of stamped steel parts, 
used in assembly, from the end of the production 
line for transport to the assembly and finishing 
departments. 


Center: The Lipton soup plant at Hoboken _pal- 
letizes all incoming material at the ceiving 
docks. Pallet-loading patterns have b 
lished for unit loads of all materials. : 
bags, as shown, is stored five layers | 
each pallet, being laid in an_ inter-locxir 
tern. Unit pallet loads vary from 1,20 
pounds. The materials are both stored 
drawn in unit loads. 


Left: The chain conveyor line at the /\edart > 
is supplied with a skid load of parts “y lowlif 
platform truck, one of four units engaed in this 
operation. This operation requires trans- 
portation of a number of light and bii:y compe 
nents such as doors, shelves and pane! 
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square feet, though the plant was now 
handling a greater volume of tonnage 
than when it had twice the floor space 
available. 

Palletize at Receiving Dock 


ya 


is palletized at the receiving docks on 


the first floor, and moved into storage | 


bays on the fourth and fifth floors. 


Pallet loading patterns have been es- | 
tablished for unit loads of all materials | 
used in the preparation of soup mix. | 


Salt, for instance, is received in 100- 
pound sacks. These are placed four to 
a layer, five layers high and in an inter- 
locking pattern. Steel drums of fats or 
oils are placed four to a pallet, so that 
a unit load weighs from 1,200 to 1,600 
pounds. Fibre drums which weigh from 


One of the five trucks used at American Zinc’s | 


Monsanto plant is this scoop truck which moves 
the metal recovered from the dross, from storage 
bin to the charging chute atop the re-melt furnace. 
The scoop truck takes loads of approximately 
3,000 pounds up a ramp. Eight batteries are 
used to service the five trucks, with batteries ro- 
tated on a pre-arranged schedule. 


100 to 300 pounds each with contents are 
placed four to ten on a pallet, depend- 
ing upon size. 

Just as the materials are stored in 
specified amounts in unit loads, they 
are so withdrawn for use, in the same 
unit loads, and are broken down into 
exact batches at the point of mixing. 


“With segregation of material in stor- 
age by bays,” Mr. Cuddedback said, “we 
are enabled to move materials by the 
‘first in—first out’ method, so that we 
can insure all materials are of uniform 
freshness, while in the overall picture 
we know from day to day exactly what | 
we have on hand, how much we need, 
and what requirements will be a day, a 
week, or a month or more ahead.” 


Bakers and Transport 
Transportation facilities which Carry | 


bakers’ products to the consumer are | 
expected to be displayed prominently in 
the giant 1949 Baking Industry Exposi- 
tion to be held at the municipal audi- 
torium in Atlantic City, N. J., October 
15-20, i949. A detailed prospectus has | 
just been forwarded by the American 
Bakers Association to all transportation 
firms o: record that sell to bakers. 
| 
| 
| 
| 
| 


_The first such exposition to be held 
since 1936, next year’s show will be held 
simulta: 
tion of 
Gera: 
ery, Sc 
manager 
entire x 
municip 


eously with the annual conven- | 
1e€ American Bakers Association. 


R. Williams, of Williams Bak- 
nton, Pa., chairman of the 
ent committee, said that the | 
in floor of the Atlantic City 
: auditorium, largest single in- 


At present all the incoming material | 
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The 1949 Exposition will be held in 
Philadelphia January 10 through 14 
and will constitute a broad view 
and preview of “industrial history 
in the making.”’ It will be the most 
convincing demonstration of all 
time that the Science of Materials 
Handling is eternally new—that it is 
a never-ending process of evolving 
new and better methods and equip- 
ment to the end that our National 
economy can shake off the shackles 
of old, inefficient and time-consum- 
ing practices which have become 
prohibitively costly both in human 
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dustrial exposition hall in the nation, 
would be used for the exposition. 

The prospectus states that “an ex- 
tensive, far reaching campaign will be 
initiated to assure attendance from all 
parts of the country of a maximum 
number of top-quality prospects and 
customers for ingredients, equipment, 
machinery, ovens, packaging and wrap- 
ping materials, supplies, trucks, etc. 
covering production, packaging, distri- 
bution, merchandising and management 
operations in supplying baked foods to 
millions of customers.” 





San Francisco C. of C. 
Acts on Export Packing 


A nation-wide drive to remedy faulty 
packaging in export shipments was 
launched the week of November 29 by 
the San Francisco Chamber of Com- 
merce. 

Acting on a request of the Philippine 
Chamber of Commerce, the world trade 
department of the San Francisco Cham- 


ber is sending to 45 Chambers of Com-., 


merce and world trade organizations 
throughout the United States a kit of in- 
formation concerning damage to the na- 
tion’s export shipments through improper 
packing. The kits will include pictures 
of American merchandise, incorrectly 
packed and deteriorating on the docks of 
Manila. 

The kit will cover general packing 
recommendations for all foreign ship- 





The above picture, taken in Manila, is an ex- 
ample of American merchandise as it looks after 
its arrival. Proper packing would prevent this, 
according to the gon Francisco Chamber of 
Commerce. 


ments, a section on foreign port condi- 
tions, a detailed analysis of preventable 
losses on export shipments, and informa- 
tion on modern packing methods neces- 
sary to prevent such losses. 

“The losses incurred by the trade in 
the past few years through defective, un- 
scientific packing have run into millions 
of dollars,” said Alvin C. Eichholz, man- 
ager, world trade department of.’ the 
San Francisco Chamber. “This repre- 
sents large losses not only to manufac- 
turers and insurance firms but also to 
the foreign countries involved. Proper 
export packaging can contribute also to 
solving the problem of pilferage. 

“Before the war, American packaging 
and American vroducts were held in high 
esteem throughout the world. This good 
reputation has been badly damage by the 
activities of opportunist exporters who 
ship whatever they can get their hands 
on without regard to specific brand 
quality or anything else. It is important 
that our good reputation be once again 
restored.”’ 


Clarktor Handles Baggage 
And Snow at Duluth Depot 


The problem of keeping platforms free 
of snow through the long Minnesota 
winters was solved by the Duluth Union 
Depot Co. by using a Clarktor industrial 
tractor equipped with a special sweeper 
attachment, according to the Clark 
Equipment Co., Battle Creek, Mich. 
Previously, the removal of heavy snows, 
which obstructed passenger access to 
trains and hampered the progress of bag- 
gage trucks, was a costly operation. Clark 





engineers designed a special sweeper at- 
tachment—a rotary brush operated by 
means of power take-off from the trac- 
tor’s transmission—attachable in a few 
minutes. Now all platforms, sidewalks, 
runways and parking area are kept free 
of snow. When not engaged in snow re- 
moval, the tractor tows baggage trucks 
and handles other miscellaneous assign- 
ments, says The Clark Co. 





‘Walkie’ Electric Truck 
Adds Shipping Space 


Freight car loads have been increased 
24 per cent at the Jones & Laughlin 
Aliquippa works, through the use of elec- 
tric handle-guided trucks which can be 
guided directly into the freight car, ac- 
cording to Harry W. Smith, Inc. The bat- 
tery powered hand truck can load a 
freight car so that only six feet of center- 
way is needed between the loadings on 
either side of the car, in contrast with 10 
feet required by most ridden trucks, it is 
claimed. 

One application of the J. & L. truck 
is in loading tinplate. Through use of 
the hand truck, 62 tons can be loaded per 
car, in contrast with a standard 50 tons. 
In loading, use is made of the same pal- 
lets on which the plate is handled 


through processing and inspection, thus 
saving considerable time and money, ac- 
cording to the Smith statement. 


The 
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palletized steel is encased in an angle. 
reinforced, wire-bound package, 2,000 to 
3,000 pounds each, The Yale worksaver 
truck used is of the tilting fork tyne, the 
truck being guided in the same manner 
as the conventional hand truck. Lift, 
tilt, and transport are electrically pow- 
ered, both speed and direction being con- 
trolled from the handle. 


Program Announced for 
A.S.M.E. Conference 
On Materials Handling 


A conference on the problems of ma- 
terials handling, described as “the 
broadest ever conducted,” will be held at 
Convention Hall, Philadelphia, January 
10-14, under the sponsorship of the ma- 
terials handling and management divi- 
sions of the American Society of Me- 
chanical Engineers, it is announced by 
Curtis H. Barker, Jr. Mr. Barker, who 
is general chairman of the conference 
and president of the AS.M.E. materials 
handling division, also announced the 
complete program. 

The conference will be held concur- 
rently with the materials handling 
show where 225 exhibitors will display 
the latest models of hand trucks, lift 
trucks, conveyors, hoists, monorails, 
portable elevators, stacking units, cranes, 
tractors, trailers, fork trucks, skids and 
pallets, and their respective accessories. 


A feature of the conference will be a 
story of the Army’s gigantic materials 
handling problem in connection with the 
Berlin air lift. Topics to be considered 
include: Developments in bulk han- 
dling; work simplification; opportuni- 
ties for distribution economies; handling 
in the future; management’s interest in 
handling; coordination of handling 
equipment in a manufacturing plant; 
the growing importance of materials 
handling in our economy, and _ the 
user’s approach to the materials han- 
dling engineer. 

Also, there will be a symposium on 
equipment, and discussions of handling 
problems in a steel warehouse; a refrig- 
erated warehouse; automatic pallet 
loading; modern engineering methods 
and their relation to handling; materials 
handling problems in the manufacture 
of light perishables and semi-perisha- 
bles; coordination of materials han- 
dling engineering with related engineer- 
ing practice; the economics of materials 
handling; opportunities for sales engi- 
neering, and the outlook for the mate- 
rials handling industry. 

Following is the five-day program: 

January 10 

Following a message of welcome from 
Mr. Barker, Dr. Charles F. Roos, presi- 
dent, Econometric Institute, New York, 
will speak on “Outlook for the Indus- 
try;” Ezra W. Clark, materials handling 
consultant, Battle Creek, Mich., on “Op- 
portunities for Sales Engineering;” T: 
O. English, assistant general purchasing 
agent, Aluminum Co. of America, 0 
“The User Talks to the Sales Enginee!. 

January 11 

Morning session: Chairman Barker 
on “The Importance of Materials Han- 
dling;” Stevens H. Hammond, president, 
Whiting Corporation, Harvey, II. on 
“The Economies of Materials Handling;’ 
T. L. Carter, materials handling em 
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TO MINIMIZE YOUR SHIPPING RISKS 


No matter how long or rugged the trip for your products 
am: from factory to user, Gaylord Boxes are designed to assure 


o safe delivery. Their protection reduces damage claims and 
, p 4 
y York, 
Indus- 
andling 
n “Op- 
ig;” T. eee dll 
chasing 


ca | GAYLORD CONTAINER CORPORATION, General Offices: ST. LOUIS 


sii New York + Chicago « San Francisco - Atlanta « New Orleans « Jersey Cit 
od Corrugated and Solid Fibre Boxes @ Seattle - Indianapolis - Houston « Los Angeles « Oakland « Minneapolis « Detroit 
Bed Folding Cartons @ Jacksonville - Columbus + Fort Worth »- Tampa «+ Cincinnati - Dallas -« Des 
rl, on Kraft Grocery Bags and Sacks @ Moines - Oklatioma City + Greenville - Portland + St. Louis - San Antonio 
dling;” Kraft Paper and Specialties @ Memphis - Kansas City + Bogalusa - Milwaukee + Chattanooga - . Weslaco 
ng e- New Haven - Appleton - Hickory - Greensboro « Sumter - Jackson +- Miami 


helps you promote greater customer good will. 
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Fast Pick-up and Delivery 


Versatile one-man Buda Chore Boy 
shuttles bulky 1000 to 2000 lb. loads 
at speeds to 15 m.p.h. .. . peddles ma- 
terials, tools; supplies . . . runs “rush” 
errands anytime, anywhere on floors 
or pavement. 


Eliminates Congestion 


Chore Boy’s ability to get going fast. 
reverse direction, and turn quickly on 
ramps and narrow aisles ...saves 
waiting time, breaks “‘bottle-necks”’ 
at loading and delivery areas. Easy 
maneuverability in and through box 
cars, boats, elevators, permits short 
cuts . . . saves round-about travel. 


cuts cost 


men with | 
hand trucks; | 


. ee 


on shuttle hauls! 
Saves Re-sorting, Re-handling 


In handling LCL freight, mail, baggage 
and similar materials, ability to split 
Chore Boy fleets for different loads, 
different delivery points, gives in- 
creased speed and flexibility .. . 
eliminates costly re-handling. 


Pays Its Way in 6 Months 


Since one-man Chore Boy moves 
more goods faster, safer than 3 men 
with hand trucks... keeps working 
all day on a couple gallons of gaso- 
line ... rigs usually pay for them- 
selves in 6 months or less... put 
full earnings in your pocket through 
years of useful service. 


Fits in with Fork Trucks and Tractor-Trailers 


Try using thrifty Buda Chore Boys for shuttling 
miscellaneous loads... tractor-trailers for bigger 
units, longer hauls... fork lift trucks for lifting, 
* stacking, short haul delivery. Remember, Buda alone 


offers you all 3 types of materials handling equip- 
ment for more efficient “Zoned” handling. WRITE 


HANDLING 
SHOW 


TODAY for complete details. The Buda Co., Harvey, Ill. 
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gineer, American Cyanamid Co., on “The 
Materials Handling Engineer.” 
Afternoon session: Chairman, H. B, 
Maynard, president, Methods Engineer. 
ing Council, Pittsburgh, on “Modern 
Methods Engineering and Materials 
Handling:” Allan H. Mogensen, N.Y., on 
“Work Simplification”; and a sym- 
posium on “Opportunities for Distriby- 
tion Economies—Industry’s Recommen- 
dations to Common Carriers,” with the 
following participants: Neil Loney, in- 
dustrial consultant, Detroit; Fred Carpi, 
vice-president, traffic, Pennsylvania 
Railroad, Philadelphia; W. F. White, 
engineer, Great Southern Trucking Co, 
Jacksonville, Fla., and J. W. Milliken, 
associate editor, Railway Age, New 
York. 
January 12 


Morning: Chairman, J. B. McGinn, 
division engineer, American Viscose Cor- 
poration, Philadelphia; C. M. Harris, 
production manager, Electrolux Cor- 
poration, Old Greenwich, Conn., on 
“Efficient Coordination of Materials 
Handling Equipment in a Manufactur- 
ing Plant;” Donald E. Farr, engineering 
supervisor, Methods Engineering Coun- 
cil, Pittsburgh, on “Application of 
Methods Engineering and Equipment 
Design;” and D. P. Haynes, vice-presi- 
dent, Merchants Refrigerating Co., New 
York, on “Ups and Downs of Handling 
in Multi-Story Warehouses.” 

Afternoon: Chairman, Harry E. Blank, 
managing editor of Modern Industry, 
New York; Emil Gibian, chief industrial 
engineer, Thompson Products, Inc, 
Cleveland, on “Cost Control;” Arthur 
A. Brainerd, illuminating engineer, 
Philadelphia Electric Co., on “Lighting;” 
D. M. Rush, manager central planning 
department, Ansco division, General 
Aniline & Film Corporation, Bingham- 
ton, N.Y., on “Safety.” 


January 13 


Morning: Chairman. Jervis B. Webb, 
president, Jervis B. Webb Co., Detroit; 
M. Landon, engineering: department, 
Sun Oil Co., Philadelphia, on “Auto- 
matic Pallet Loading;” W. J. Dernberger, 
superintendent, materials handling en- 
gineering, Ford Motor Co., Dearborn, 
Mich., on “Equipment, Layout, Opera- 
tion Processing;” and E. A. Wendell, 
sales manager, Link-Belt Co., Chicago, 
on “Developments in Bulk Handling.” 

Afternoon: Chairman, J. D. Sheahan, 
secretary-treasurer, Drake, Startzman, 
Sheahan, Barclay, Inc., New York; R. 
C. Sollenberger, executive secretary, 
Conveyor Equipment Manuafcturers 
Association, Washington, D.C., on “De- 
velopments in Conveyor Design and Ap- 
plication;”” members of Overhead Trav- 
eling Crane Institute, New York, on 
“Developments in Crane, Hoist, and 
Elevator Design and _ Application; 
members of Electric Industrial Associa- 
tion, Long Island City, N.Y., on “Devel- 
opments in Industrial Truck Design and 
Application;” H. W. Hempel, vice-presi- 
dent, Marsh Stencil Machine Co., Belle- 
ville, on “Developments in Marking and 
Stenciling.” 

January 14 

Chairman, John B. Thurston, Wallace 
Clark and Co., New York; James Glore, 
transportation corps board, New York 
Port of Embarkation, on “The Biggest 
Handling Job in the World;” Parkman 
Sayward, general sales manager, Slick 
Airways, Inc., San Antonio, on “Tomor- 
row in Air Handling,” and a speaker 
from the U.S. Air Force on “Lessons 
frow the Berlin Air Lift.” 
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Dravo Containers Used 
To Ship Cigarettes 


Pilferage losses on shipments of cig- 
arettes to foreign ports have been snuffed 
out through the use of Dravo welded 
steel shipping containers, according to 
officials of Grace Line, New York City,and 
of the Dravo Corporation, Pittsburgh. 
To safeguard cigarettes being shipped 
to South America and West Indian ports, 
the steamship line has adopted the Dravo 
containers, each of which holds two tons 
of cigarettes. Since inaugurating this 
practice, Grace Line has not experienced 
a single pilferage loss for cigarettes, Capt. 
R. E. Pendleton, terminal operations su- 
perintendent, reports. 

Earlier, pilferage of cigarettes had be- 
come a perplexing problem. Besides the 
monetary value of stolen cigarettes, the 
total losses were increased by damage 
to shipments and the delay caused by 
repacking opened boxes. Today, when 
cigarette shipments arrive at the Grace 
Line pier in New York City, cases are 
unloaded from motor freight trucks and 
placed immediately in the steel contain- 
ers. About 125 cases, weighing 32 pounds 
each, can be stowed in one of the 227- 
cubic-foot containers. Double doors of 
the units are locked, and the container 
stored safely in the pier warehouse until 
ready to be hoisted aboard ship. Fork 
trucks are used to handle containers in 
the warehouse and on the dock. 

Thirty containers, containing a total 
of 60 tons of cigarettes, are stowed in the 
trunk hatch of Grace Line’s cargo-pas- 
senger liners. Tiered three high, they en- 
able utilization of all available space 
without the hazard of crushing the 
cargo. 

At destination, containers are dis- 
charged from the ships and remain on 
the dock until consignees arrive to ac- 
cept delivery. In its container opera- 
tions Grace Line used 50 of the Dravo 
containers. 

Other steamship companies to adopt 
the Dravo container are Alcoa, United 
Fruit, and Royal Netherlands, the Dravo 
company reports. The Gulf Oil Cor- 
poration now uses 40 of the containers. 
More than 650 Dravo containers now 
are in use or on order. Besides eliminat- 
ing pilferage, minimizing damage and 
speeding up handling, the Dravo con- 





Loading cases of cigarettes into weathertight 
steel shipping conteiners to safeguard them from 


ilfera and damage during shipment to ports 
in South America pal the West Indies. Each 
container holds 125 cases weighing 32 pounds 
apiece. 





Swinging a container load of cigarettes aboard 


a Grace Line ship at New York. Locked inside 
the welded steel x, Cigarettes are protected not 
only from pilferage and the weather but also 
against being crushed by other cargo. Thirty 
containers, containing 60 tons of cigarettes, are 
tiered three high in the trunk hatch of a Grace 
Line ship, thereby achieving effective utilization 
of available space. 


tainers are said to permit the packing of 
export cargo in domestic packages, re- 
sulting in substantial savings for ship- 
pers. 








NEW SERVICES AND PRODUCTS (Contd. from page 67) 


the old steamer in the same amount of 
time, and that the diesel’s availability 
was 99.8 per cent for an average of 2,000 
hours of operation annually. 


United Van Lines Hold 
Annual Convention 


Approximately 200 persons attended 
the second annual two-day convention 
of United Van Lines, Inc., held recently 
in the Hotel Chase, St. Louis, Mo. 
Representatives attended from a major- 
ity of states in this country, and from 
Canada. Claims and claims prevention 
were thoroughly discussed, by a newly- 
appointed claim committee headed by 
W. W. Warren. 


Among the convention speakers were 
the following: President W. E. Lee; 
John K. Gund, chairman, advisory com- 
mittee; G. E. Fernstrom, chairman, 
transportation and dispatching commit- 
tee; H. A. Davidson, chairman, advertis- 
ing and sales promotion committee, and 
Harry H. Roer, sales manager. Other 
speakers to address the meeting were 
Emil G. Stanley. vice-president, Traffic 
World, and Walter Belson, director of 
public relations, American Trucking As- 
sociations. 


President Lee in his report stressed the 
need for a strong program of driver 
training. “The driver is our representa- 
tive in the field,” he said. “It seems to 
me that there are few things requiring 
our closer and more interested attention 
than the proper training of our drivers 
to meet the public, to handle operations 
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Porcelain Enamel Institute 


Safe-Transit Program 


The porcelain enamel industry’s re. 
cently inaugurated “safe-transit” pro. 
gram for reduction of in-transit damage ff 
to packaged porcelain enamel products 
(see Traffic World, November 6, p. 25) 
was presented to the Chicago District 
Enamelers Club, December 4, at the La 
Salle Hotel, Chicago. R. F. Bisbee, West- 
inghouse Electric Appliance Division and 
general chairman of the Porecelain 
Enamel Institute’s packaging and ship- 
ping committee, presented a slide-film 
demonstration of the program’s progress 
to date, including its official endorsement 
by national carrier associations and ap- 
pliance industry organizations. E. , 
Shands, George D. Roper Corporation, 
chairman of the committee’s technical 
planning division, described the equip- 
ment recommended for pre-shipment 
testing of enamel products, and ex- 
plained the procedures for carrying out 
the tests. 

The committee’s recommended testing 
procedure and equipment have so far 
been adapted to large packaged porce- 
lain enameled products, such as home 
appliances, because these are the prod- 
ucts involved in major shipping losses, 
according to the committee. Equipment 
and specifications for the testing of 
smaller packaged products will be worked 
out as the second step of the technical 
planning division’s project. 


efficiently, and to carry their full share 
of responsibility to the team of which 
they are such an important part.” 

The president in his report predicted 
a greater volume of business in 1949 than 
in 1948. Mr. Roer reported that United 
had added 65 agents since the last con- 
vention, and now had 317 agents in 2% 
cities in 46 states. 


N.F.W.A. Convention 


A program of discussions on sales and 
advertising will keynote the annual con- 
vention of the National Furniture Ware- 
housemen’s Association, to be held Jan- 
uary 23-28 in the Palm Beach Biltmore, 
Palm Beach, Fla. President Charles D. 
Morgan and Secretary Joseph A. Hol- 
lander announced that the association 
has scheduled convention talks on com: 
munity relations, newspaper and radio 
advertising, direct mail advertising, pub- 
licity, creative selling, and the sales 
training of employes. 

The N.F.W.A. has more than 700 mem- 
bers in the United States and sev 
foreign countries, and a record attend- 
ance is anticipated, according to Mr. 
Morgan. 


Grace Line Art Award 


Joseph Kaplan’s water color, “Land- 
ing.Pier,” has been chosen as the winner 
of the Grace Line award for the best 
marine painting in any medium submit- 
ted. to the seventh annual exhibition 
of the Audubon artists. The exhibition 
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The man who saves more than he sells! 


The white silhouette above is a composite Signode packaging and ship- 
ping engineer. His job is to help you improve your shipping methods 
... through the application of Signode’s Six-Point System of Planned 
Protection. 


_ — 


Here’s what that system comprises: 


(1) A thorough study of your shipping practices to determine where 
Signode Steel Strapping Methods and Equipment can benefit; (2) a 
complete interchange of ideas and information with your plant per- 
sonnel to insure the success of any new methods lauiiasec (3) rec- 
ommendation of the strapping, tools, and accessory equipment best 
suited to your needs; and a determination of whether or not the services 
of Signode’s packaging laboratory are required; (4) careful instruction 
of operators in the proper use of strapping and tools; (5) a periodic 
recheck of methods introduced, with your personnel as well as with 
carriers and receivers as required; (6) fast tool repair and replacement, 
regular personal contacts, and a bulletin service that keeps you abreast 
of latest developments in packaging and shipping. 


: 
k: 
( 


Customers’ reports prove that the savings which result regularly exceed 
the cost of the strapping the Signode engineer recommends—not to 
mention the reduction in damage claims and the increase in consignee 
good will. 


For more complete information, or to have a 
Signode representative call... write, wire or 
ostlons today. Ask also for your copy of Signode’s 
new 24-page “Answer Book.” 


SIGNODE STEEL STRAPPING COMPANY 
2613 N. Western Ave., Chicago 47, Ill. 


shape, any size, any 
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opened December 2 at the National 
Academy of Design in New York City. 
The awars winner depicts an excursion 
launch which operates in the summer 
months between Monhegan Island and 
Boothbay Harbor, Maine. Mr. Kaplan 
is a resident of New York City. 





New Parcel Post Rate Chart 


G. R. Leonard & Co., has just issued 
a@ new chart showing the parcel post 
rates that become effective on January 
1, 1949. This chart, it says, shows the 
various parcel post zones, from local to 
the eighth zone, with the new rates un- 
der their respective zones. The new fees 
for C.O.D., special delivery, insurance, 
etc., are shown. The card may be hung 
on the well or used on the desk, it is 


pointed out. Copies may be obtained at 
35 cents each from O. Saleski, G. R. 
Leonard & Co., 79 Madison Avenue, New 
York 16, N. Y. 





New Fruehauf Ad Agency 


The Fruehauf Trailer Co., Detroit, 
Mich., has appointed Zimmer-Keller, 
Inc., to handle all phases of its advertis- 
ing. The corporation has had charge 
of Fruehauf’s Sunday afternoon radio 
program, “This Changing World,” for 
several months. Harvey Fruehauf, presi- 
dent, in announcing the appointment of 
Zimmer-Keller, said that, although fu- 
ture plans were not completed, they 
would include national advertising in 
consumer publications, business papers, 
newspapers, and via the radio. 


PERSONAL NEWS 








Howard F. Fritch has resigned as presi- 
dent of the Boston & Maine Transpor- 
tation Co. to become president and a 
director of the New 
England Transpor- 
tation Co., a New 
Haven Railroad 
subsidiary which 
operates a bus pas- 
senger and freight 
service in Massa- 
chusetts, Rhode Is- 
land and Connecti- 
cut. He assumed his 
new duties Decem- 
ber 1. Mr. Fritch 
will also serve as a 
director of The 
Connecticut Com- 
pany, a transit company serving a large 
portion of Connecticut, and as assistant 
to the president of the New Haven. For- 
merly assistant. general manager for the 
Eastern Massachusetts Street Railway 
Co., Mr. Fritch joined the Boston & 
Maine Railroad in 1924 as assistant to 
the chairman of the executive commit- 
tee and in that year organized the Bos- 
ton & Maine Transportation Co. a 
subsidiary of the railroad, for the pur- 
pose of operating buses and trucks in 
Boston and Maine territory. He had 
been president of this organization since 
that time. Mr. Fritch is a director of 
the National Association of Motor Bus 
Operators, a member of the Society of 
Automotive Engineers, formerly chair- 
man of its New England section, and 
formerly a term trustee of the Worcester 
Polytechnic Institute. He holds mem- 
berships in the New England Railroad 
Club and the New England Transit Club. 





H. F. Fritch 


cd * os 
Leonard H. Shockley has been ap- 
pointed commercial agent for the Nor- 
folk Southern Railway Co., with head- 
quarters in Charlotte, N. C. 


* * * 


E. F. Brown has been appointed traf- 
fic manager of Stahl-Meyer, Inc., New 
York, N. Y. ' 

+ * * 

Edward D. Campbell has retired as 
traffic manager of the Bessemer & Lake 
Erie Railroad Co., Pittsburgh, Pa., after 
40 years of service with the company. 


Harris R. Richards, general freight 
agent, has been placed in charge of the 
freight traffic department as chief traf- 
fic officer and Preston H. Taylor has 
been appointed assistant general freight 


agent. 
om 2 * 


Herbert L. Baldwin, of Winchester, 
Mass., who recently resigned as pub- 
licity manager of the Boston & Maine 
and Maine Central , 
railroads, has ac- 
cepted appoint- 
ment as assistant 
vice-president of 
the New York, New 
Haven & Hartford 
Railroad Co. In 
his new post, which 
he assumed De- 
cember 1, Mr. Bald- 
win will have 
charge of the New 
Haven’s_ publicity 
and advertising ef- 
forts in Massachu- 
setts and Rhode Island, with head- 
quarters in Boston, while Samuel A. 
Boyer, also assistant vice-president, will 
continue to handle similar duties in the 
Connecticut and New York areas, with 
headquarters in New Haven. Mr. Boyer 
will also continue to handle industrial 
development work on the railroad. Mr. 
Baldwin, a former newspaperman, has 
spent the last 19 years in railroad pub- 
licity and advertising fields. He was 
appointed publicity manager of the 
Boston & Maine in 1929 and of the Maine 
Central in 1933. When these two roads 
first established Boston-Maine Airways 
(now Northeast Airlines), he directed 
the publicity and advertising programs 
of the airline until it was sold to North- 
east’s Management. Mr. Baldwin’s ap- 
pointment again associates him with 
Laurence F. Whittemore, new president 
of the New Haven. For 15 of his 19 
years with the Boston & Maine, he was 
first assistant to Mr. Whittemore, when 
the latter was assistant to the president 
red Boston & Maine and Maine Cen- 
ral. 





H. L. Baldwin 


a * * 


A, C. Stenberg has been appointed gen- 
eral traffic manager of the Duluth, 






TRAFFIC Woruibcemb 


South Shore & Atlantic Railway (Co, 

and Mineral Range Railroad Co., with 

headquarters at Marquette, Mich. The 

position of traffic manager is abolished. 
* ok * 

Joseph W. Hawley, former attorne 
for the Colorado Commission, has been 
appointed a member of the commission 
to fill the vacancy occasioned by the 
recent death of Malcom Erickson. Ralph 
C. Horton has been designated chair. 
man. Mr. Hawley’s term expires in 
January, 1951. 

* a * 

Dwight W. DahlIman has been named 
secretary of the Wyoming Public Service 
Commission, succeeding Ray T. Emery, 
resigned. He was formerly director of 
the commission’s transportation depart- 
ment, 

ok * * 

A. P. Hecker, assistant general freight} 
agent of the Chesapeake & Ohio Railway 
Co., Richmond, Va., retired from active 
service November 30 after 46 years of 
railroad service, the last 41 of which 
were with the C. & O. 

* * os 

Collins C. Miller has been promoted 
from division clerk to the position of 
traffic representative for the Toledo, 
Peoria & Western Railroad, succeeding 
his father, Collins H. Miller, who died on 
November 20. 

* a + 

William A. Aitken has been appointed 
vice-president in charge of traffic of 
Motor City Express, Inc., with offices in 
Detroit and Chicago. 

oo” « Sa 

Eugene B. Finegan, vice-president of 
the Chicago, Milwaukee, St. Paul & Pa- 
cific Railroad Co., retired from active 
duty December 1, in accordance with the 
company’s retirement rule, after more 
than 51 years of continuous railroad 
service, 45 of which were with the Mil- 
waukee. Mr. Finegan began service with 
the Milwaukee as stenographer and 
clerk in 1904 at St. Paul, Minn. Subse- 
quently, he was assistant general freight 
agent, general freight agent, assistant 
freight traffic manner, freight traffic 
manager and vice-president, with head- 
quarters in Chicago. 

~ ok aa 

Rudy Knobloch, who recently resigned 
as general traffic manager for the Peoria 
Cartage Co., has been appointed general 
agent for H. J. Tobler Transfer, Inc., at 
its Peoria, Ill., terminal. The company 
said the appointmen.: was the initial 
step in a plan of reorganization to ex- 
pand its services and facilities in the 
Peoria area. 

a aK * 

P. E. Fickenscher, chief railroad rate 
expert, Pennsylvania Public Utilities 
Commission, Harrisburg, Pa., was guest 
speaker at a joint meeting of the Pitts- 
burgh region chapter, Association of In- 
terstate Commerce Commission Practi- 
tioners, and the Shippers Council, Pitts- 
burgh Chamber of Commerce, held 
November 19 at the Hotel Henry. F. E 
Siepert, vice-chairman of the Pittsburgh 
chapter, presided. 

- * a 

Donald A. Case, formerly with the ad- 
vertising department of the New York 
Central Railroad, has been appointed 
advertising agent of the Seaboard Al 
Line Railroad, with headquarters at Nor- 
folk, Va. 

= * * 

The Illinois Terminal Railroad Co. has 
announced the following appointments, 
effective December 16: E. A. Compton, 
western traffic manager, San Francisco, 
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Calif.; D. B. Powell, general southwestern 
agent, Dallas, Tex.; and R. A. Lovelace, 
general agent, Tulsa, Okla. Recently 
named general agents of the company 
were George Fiester, New York, N.Y., 
and Charles W. Moore, Chicago, Ill. 

ok * * 


At ceremonies recently held at the 
Norwegian embassy, in Washington, D.C., 
Vice Admiral Emory S. Land, president 
of the Air Transport Association of Amer- 
can, was presented with the Command- 
er’s Cross with Star of the Royal Order 
of Saint Olav. The presentation was 
made by Wilhelm Munthe de Morgen- 
stierne, Norwegian Ambassador to the 
United States, in recognition of services 
performed in promoting the cause of 
Norwegian-American relations in the 
period of the war when Admiral Land 
was chairman of the Maritime Commis- 
sion and head of the War Shipping Ad- 
ministration. 

* * 

Charles O. Cary has been appointed 
executive secretary of the Air Coordinat- 
ing Committee, an inter-departmental 
government agency, succeeding John 
Sherman who has resigned to join the 
staff of the Secretary of Defense. A for- 
mer member of the A.C.C., Mr. Cary has 
been serving since May, 1946, as special 
assistant to John N. Brown, assistant sec- 
retary of the Navy for Air. He was pre- 
viously employed in traffic and operations 
of American Airlines. 

ok * a 

William H. Schlottman has been ap- 
pointed traffic manager of the newly- 
established Fisher body division, Pitts- 
burgh and Ambridge plants, General 
Motors Corporation. 

ok ok 


W. R. McPherson has been appointed 
assistant to general superintendent of 
transportation of the Chicago, Milwau- 
kee, St. Paul & Pacific Railroad, with 
headquarters in Chicago. Granger 
Smith has been named assistant super- 
intendent of transportation, lines east of 
Mobridge, with headquarters in Chicago. 

* * ok 


W. Paul Stillman, president of the Na- 
tional State Bank and chairman of the 
board of Mutual Benefit Life Insurance 
Co., both with headquarters at Newark., 


NEWS OF 
TRAFFIC CLUBS 





E. V. Hill, who succeeded E. Morris 
as chairman of the Central Freight 
Association; since reorganized as Central 
Territory Railroads, will speak on the 
transportation man’s view of the im- 
portance of trained industrial traffic 
management at the annual industrial 
night meeting of the Chicago Transpor- 
tation Club at the LaSalle Hotel Janu- 
ary 5, 1949. Richard T. Szabo, Inter- 
national Harvester Co., is chairman of 
the committee in charge. Nelson C. 
Dezendorf, director of sales, Electromo- 
tive Corporation, was the speaker at the 
club’s railroad night meeting December 
2. The Southern Pacific’s motion pic- 
ture, “This is My Railroad,” was shown. 


* * * 


More than 1200 members and guests 
attended the annual dinner of the Traffic 
Club of Minneapolis, at the Hotel Nicol- 
let December 2, at which the speaker 
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necem| 





has been elected to the board of man 
agers of the Delaware, Lackawanna aificers 
Western Railroad. Mr. Stillman is alsfiyce-pi 
vice-chairman of the New Jersey Comiind! n 
mission on State Tax Policy and directofkereta 
of the Lehigh Warehouse & Transportaffsent, 
tion Co. reasur 
1 

Richard A. Anderson has been beg ag 
appointed general agent of the Unig w0-ye: 
Pacific Railroad Co., with headquarter enry 
at Pocatello, Ida. 0: A 
ok * * roduc 

W. C. Dieter has been appointed freighifargo § 
service agent, at Philadelphia, Pa, fomdll he 
the Atlantic Coast Line Railroad Co, [fecem! 
* * * 

Walter S. Betz has been appointed as The! 
sistant traffic manager of the Jeffersoqprtati 
Chemical Co., Inc., New York, N. Y. jecem] 


* ok 





* co * 



















Donald M. Kerr, formerly auditor og The 
the Central Vermont at St. Albans, has : 
been appointed auditor of the Granqneetin 
Trunk Western Railroad at Detroit, sucg De Pr 
ceeding A. H. Hogan who has bee dec 
promoted to regional auditor of thqhowin 
Canadian National at Toronto. ° the 

a * ok 

J. W. Martin, administrative assistan the ne 
to the vice-president-traffic and former dub’s 1 
secretary to the president of Northwest 
Airlines, Inc., has been named to ; L. F 
newly-created position with the company oo 
of manager of cabin service. He will takq@>* : 
over the duties of director of passengey ope 
service, with charge of stewardesses and 2 - 
pursers, and in addition will coordinata bin N 
cabin service with the food service, traffig) Pp 
department, cabin supply and sstatio Totel | 
ramp service. His position will be a 
division of operations and engineering 
department. 
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W. F. Murray, 67, former general traf-B The , 
fic manager of the St. Louis Southwest-iejq it 
ern Railway Lines, died December 1 at arty I 
St. Joseph’s Hospital, Fort Worth, Tex. 3yrd H 
Mr. Murray retired from active service 
June 1, 1946, after 45 years with the Cot- The : 
ton Belt. He had been general traffic Be na 
manager since 1933. oll 
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Albany 
vrovide: 
Murphy 


was Dr. J. O. Christianson, of the Unl- 
versity of Minnesota. He spoke on “Re- 
discovering America,” recounting somé 
of his experiences on a recent trp 
through Europe and describing his emo 
tions on returning to a land where there 
were no aftermaths of the war and 
where traditional institutions of liberty 
and democracy were intact. J. P. Roddy, 
assistant general freight agent, Northern 
Pacific, chairman of the dinner commit- 
tee, presided. L. A. Hart, traffic mana- 
ger, Cream of Wheat Company, presi- 
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dent of the club, spoke on the club’s se 
history. There was a program of enter- hristn 





tainment. Thomas 















~ ‘* ” 
L. C. Austin, district manager, ne = 
national Forwarding Co., was elect e 


president of the Portland ((re.) Indus; beg 
trial Traffic Club at its annual meeting r 


and election held November 19. Othe he foll 
stalle; 
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of man 
Wwanha afpficers elected for the ensuing year are: 


an is als#ivce-president, William M. Miller, Port- 
‘Sey Comfiad' manager, Interstate Freight Lines; 
dG directoferetary, C. W. Laird, district freight 
‘ansportageent, Canadian Pacific Railway; and 
asurer, H. R. McNally, traveling freight 
nd passenger agent, Santa Fe System. 
The following were elected to serve 
yo-year terms on the board of directors: 
rnry Nelson, owner, A.B.C. Transfer 
9; Alton Moss, Owner. Kwick Way 
troducts Co.; and Walter Casey, chief of 
argo sales, United Air Lines. The club 
dll hold its annual Christmas party 
lecember 18. 
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* * * 





ointed asi The Nashville (Tenn.) Traffic & Trans- 
Jeffersog prtation Club will hold its next meeting 

Y jecember 16 at the Maxwell House. 
iis» * * * 







The Traffic Club of Jersey City, Inc., 
rill hold its annual election and dinner 
neeting December 14 at the Hotel Plaza. 
‘whe program includes memorial services 
pr deceased members of the club and the 
howing of a film “The Big Little Rail- 
pad,” presented through the courtesy 
f¢ the Central Railroad of New Jersey. 
the new Officers will be installed at the 
dub’s first annual dinner January 18. 
a co a 


4uditor of 
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> assistan' 
1d former 


ogy L. F. Cline, personnel manager of 
+. ‘0 @yoore-McCormick Steamship Co., will 
> COMPANY neak on “Passenger and Freight Traffic 
e will tak@), South America, Today and Tomorrow,” 
Passenge nd show a 33-minute sound and color 
lesses aim “South to the Sun,” at the “Steam- 
-oordinat@lnin Night” meeting of the New Haven 
ice, traf Conn.) Traffic Club December 13 at the 


d_statio 
wit be @ Yotel Garde. 
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* * * 


The South Bend (Ind.) Transportation 
lub has arranged to hold a family night 
mmmmnepid Christmas party December 15 at the 
St. James Episcopal Church. There will 


be entertainment and a turkey dinner. 
* Bo co 
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The Corpus Christi Traffic Association 
leld its annual Christmas dinner and 
jarty December 9 at the Nueces Hotel. 
3yrd Harris served as toastmaster. 

* * * 


The first annual aviation night meet- 
ng of the Oakland Foreign Trade and 
Harbor Club was held December 2 at the 
Villa de La Paix Restaurant, at which G. 
*. Maxwell, operations manager, Pacific- 
ilaska division, Pan American World 
lirways, spoke on “Commercial Develop- 
nent of the Boeing (B-377) ‘Strato- 
tuiser’ ’’. 














* * * 
.\ The Traffic Club of Denver announced 
dans to hold its annual Christmas party 
and dinner dance December 11 at the 
Albany Hotel, with entertainment being 
movided under the direction of Dan 
Murphy. 
























the Uni- 
> on “Re- 
ing some 
sent tripe. en ee 

his em0-§, -Ne Miracle of America” was the sub- 
ere thereg/ect of an address delivered by Warren 
war and T. White, director of public relations, 
of liberty Seaboard Air Line Railway, at the De- 
P Roddy,pcember 9 meeting of the Charlotte 
Northern N.C.) Traffic and Transportation Club 
commit- at the Hotel Charlotte, designated as 
ic mana-§ Seaboard Night.” 

ry, presi- > * * 

he club's} The Birmingham (Ala.) Traffic & 
of enter-§lransportation Club, Inc., will give a 
Shristmas party December 16 at the 
omas Jefferson Hotel. 


* * * 


The Oklahoma City Transportation 
.) Indus- 4ub held its annual dinner dance De- 
| meeting oe 8 in the Skirvin Tower at which 
9, Otheghe following new officers for 1949 were 
stalled: President, Edward H. Randall, 


er, Inte!- 
s elected 





Santa Fe Railroad, succeeding C. F. 
Kienzle, Robberson Steel Co.; first vice- 
president, Morris D.:''Acree, Yellow 
Transit Co.; second vi¢e-president, E. L. 
Harris, Wilson & Co.; third vice-presi- 
dent, John L. Guthrie, Anderson-Prich- 
ard Oil Corporation; secretary-treasurer, 
Glenn C. Switzer, the Boardman Co.; and 
director, Ralph Southard, Chief Freight 
Lines. 
* a * 

The Traffic Club of Newark, N.J., will 
hold a “Members’ Sons and Daughters” 
Christmas party the afternoon of Decem- 
ber 18 at the Robert Treat Hotel. 

* * * 


The twenty-ninth annual dinner of 
the Canton (O.) Traffic Club was held 
December 7 at the Onesto Hotel. 

* mS u 

The Pacific Traffic Association will hold 
its annual Christmas party December 16 
at the Palace Hotel. Election of officers 
and directors of the association for the 
ensuing year will also take place. John 
H. Coupin, general agent of the Western 
Pacific Railroad, is chairman of the com- 
mittee in charge of arrangements. 

* a * 


The regular dinner meeting of the 
Traffic Club of North Jersey will be held 
December 13 at the Susquehanna Hotel, 
Paterson, N.J. The program includes a 
Christmas turkey raffle. 

* ¥ tk 

The Traffic Club of Memphis will hold 
its annual Christmas party for boys De- 
cember 20 at the King Cotton Hotel. U. 
R. Watson is committee chairman. 

* * * 


The traffic Club of New Orleans will 
hold its annual election of officers and di- 
rectors December 13 at the Roosevelt 
Hotel. 

e * a 

The Transvortation Club of Spring- 
field, Ill., will hold its annual election of 
officers at its meeting December 15 at 
the St. Nicholas Hotel. 


a” + * 


The Christmas dinner meeting of the 
Women’s Traffic Club of New York, Inc., 
will be held December 14 at the Park 
Central Hotel, New York, N.Y. The 
program for the evening ‘will consist of 
grouv singing by the Borden choral 
eroup and violin selections by Ruben 
Varga. 

* bd * 

At the November meeting of the Traffic 
Club of Dallas, Tex.. the following were 
elected. officers for 1949 and were to be 
installed at the club’s’ dinner dance 
scheduled to be held December 10 at the 
Adolvhus Hotel: President, J. H. Web- 
berley, assistant general freight and 
passenger agent, Frisco Railway, Dallas; 
first vice-president, Guy Tomlinson, 
traffic manager, Lone Star Cement Co., 
Dallas; second vice-president, C. A. 
Johnston, general agent, Texas & Pacific 
Railway, Dallas; and third vice-presi- 
dent, K. L. Hartman, traffic manager, 
Morton Salt Co. Named directors were 
Mr. Webberley, H. W. Cook, general 
agent of the Wabash, and A. G. Cassell, 
commercial agent of the Minneapolis & 
St. Louis, representing transportation; 
Mr. Hartman, Felix Drake, traffic man- 
ager, Best Foods, and Cecil Newsom, 


general traffic manager, Tex-O-Kan 
Mills, representing industry. 
aE a Ke 


Clarence E. Ferguson, of the traffic 
department, E. I. DuPont de Nemours 
& Co., was elected president of the 
Traffic Club of Wilmington, Del., Inc., at 
the club’s annual meeting and election 
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held December 1. He succeeds Clarence 
F. Miller who was presented with a radio 
on his retirement. Other officers elected 
to serve for the ensuing year were: 
Vice-President, Kenneth G. Crowl, divi- 
sion treight agent, Pennsylvania Rail- 
road Co.; secretary-treasurer, Matthew 
C. Minker, city ticket agent, Baltimore 
& Ohio Railroad; and historian, Clarence 
F. Miller, district passenger agent, Balti- 
more & Ohio Railroad. Named to the 
board of governors for two-year terms 
were: Thomas P. Goodrich, traffic man- 
ager, Hercules Powder Co.; Edwin H. 
Kracker, manager of the raze division, 
traffic department of the DuPont Co; 
Norman S. DeShong, traffic manager, 
National Vulcanized Fiber; and Vernon 
M. Kindred, traffic manager, Ralston 
Purina Co. 

The Women’s Traffic Club of Louis- 
ville, Ky., held its sixth annual Christ- 
mas party December 9 at the Seelbach 
Hotel. 

* ok ok 

The next regular monthly meeting of 
the Will County Transportation Club, 
will be held December 14 in the Wood- 
ruff Hotel, Joliet, Ill., at which officers 
will be elected for the ensuing year. 
Guest speaker will be Josevh E. Ragen, 
warden of the Illinois State Peni‘entiary, 
whose subject will be “The Illinois State 
Prison.” 

William Wilson, chairman of the 
board, Wilson Storage & Transfer Co., 
Sioux Falls, S.D., will speak on the sub- 
ject “Transportation, As I See I,” at 
the retular monthly meeting of the 
Sioux Falls Transportation Club sched- 
uled to be held December 15 at the 
Y.M.C.A. 

a a BS 

W. E. Maley, traffic manager, Pacific 
Coast Borax Co., was elected president 
of the Los Angeles Traffic Managers’ 
Conference at its annual business and 
dinner meeting held December 2 at the 
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CHANGES IN DOCKET 


Current cancellations and postpone- 
ments announced too late to show the 
change in this docket are noted below. 


Hearing in MC 96557, Sub. 2, assigned De- 
cember 8, at Lansing, Mich., canceled. 

Hearing in MC 59707, Sub. 3, assigned De- 
cember 9, at Kansas City, Mo., postponed 
to a date to be fixed. 

Hearing in MC-F 3978, assigned December 
10, at State Comm., Harrisburg, Pa. trans- 
ferred to December 10, at Main Capitol 
Bldg., Harrisburg, Pa., before Examiner 
Patrick. 

Hearing in MC 56213, Sub. 1, assigned De- 
cember 10, at State Comm., Harrisburg, Pa. 
transferred to December 10, at Main Capitol 
Bldg., Harrisburg, Pa., before Jt. Bd. 255. 

Hearing in MC 95349, Sub. 1, assigned De- 
cember 10, at Harrisburg, Pa., transferred to 
December 10, at Main Capitol Bldg., Harris- 
burg, Pa., before Jt. Bd. 66. 

Hearing in MC 2401, Sub. 9, assigned De- 
cember 14, at Indianapolis, Ind., postponed 
to a date to be fixed. 

Hearing in MC 108838, Sub. 49, assigned 
December 13, at Charlotte, N. C., canceled. 

Hearing in MC 108838, Sub. 54, assigned 
December 13, at Charlotte, N. C., canceled. 

Hearing in MC 110298, assigned December 
17, at Miami, Fla., canceled. 

Argument in 29919, assigned December 20, 
at Washington, D. C., postponed to a date to 
be fixed. 
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Roger Young Auditorium in Los An 
geles. He succeeds John F. Kirkman 
Pacific coast traffic manager, Coca-Co} Lin 
Co. Ted W. Brandes, traffic manage rier 
Rexall Drug Co., was elected vice-pregjlecem! 
dent, and K. T. Carlson, traffic mana uc. } 
ger, Consolidated Western Steel Corpofl Pa. 
ration, was elected secretary-treasuregbecemt 
The new board of directors for 1949 are MC : 
C. S. Baxter, traffic manager, Lockheef Mir 
Aircraft Corporation; Lester E. Olsonpecemb 
district traffic manager, Great Lake ian 
Carbon Corporation; Niles R. Gree Inc. 
traffic manager, Norris Stamping a 4PP 
Manufacturing Co.; R. Ristrom, traffi mae 
manager, Fiberboard Products, Inc.§ mc 5 
Harold F. Gulde, traffic manager, Firey cin 
stone Tire & Rubber Co.; J. D. Reardon Pham 
traffic manager, Union Oil Co. of Cali wicl 
fornia; and L. J. Rowley, traffic manag MC 2: 
ger, Pacific Airmotive Corvoratio _ 
Principal speaker of the evening waghecemb 
James F. Bone, manager of the indusg _ wicl 
trial department, Los Angeles Chambeq MC 9° 
of Commerce, whose address was entitled]  cati 
“Industrial Growth of Southern Calig)ecemb 
fornia.” Movies were shown through tha ,,”¢! 


courtesy of the Standard Oil Co. = 
* * * 


catic 
The Calumet Transportation Associa oct 
tion will hold its tenth annual ladies§ MC 10 
Christmas party December 15 in thq Fre" 
Dunes White House, near Gary, Ind 
There will be gifts for the ladies, enter 


tion. 
MC 11 
tainment and dancing. 
* se 


com: 
lecembe 
The annual Christmas varty of the 
Transportation Bureau, Hartford (Conn. 
Chamber of Commerce, will be held 
December 16 at the Elm Tree Inn, Farm 
ington, Conn. 
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The Triple Cities Traffic Club, 0 
Binghamton, N.Y., will sponsor “Eri 
Centennial Nicht” December 14 at th® 
Arlington Hotel, at which the speake 
will be Gene Dean, assistant vice-presi 
dent of the Erie Railroad. Donald Crané 
will serve as toasimaster. 


Hearing in MC 108838, Sub. 50, assigned 
January 6, at New York, N. Y., canceled. 

Hearing in MC 108878, Sub. 51, assigned 
January 7, at New York, N. Y., canceled. 
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December 13—Buffalo, N.Y.—Hotel Buffalo 
Examiner Roberts: 

MC-57571, Sub. 1—Flower City Carting an 
Excavating Co., Inc., Rochester, N.¥ 
common carrier application. 

December 13—Charlotte, N. C.—Fed. Bldg: 
Examiner Joyner: j 

MC 108838, Subs. 49, 52 and 53—Barnd 
Food Express pana N. C., commd 
carrier application. 

December 13- Charlotte, N. C.—Fed. Bldg. 
Jt. Bd. 130: 

MC 108838, Sub. 54—Barnes Food Expres 
Charlotte, N., C., common carrier app 
cation. 


December 13—Charlotte, N. C.—Fed. Bids: 
Jt. Bd. 130: 
MC 108838, Sub. 54—Barnes Food Express 
Charlotte, N. C. 
December 13—Charlotte, N. C.—Fed. Bldg. 
Examiner Joyner: . ‘ 
MC 108838, Subs. 49, 52, and 53—Barni 
Food. Express, Charlotte, N. C., comm 
carrier application. 
December 13—Cleveland, 0.—Hote! Clevelan¢ 
—Examiner Winson: 
MC-F 3995—A. C. Scott, control, Ged. 
Alger Co., purchase (portion), La 
Bros., Inc. 
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I mber 13—Harrisburg, Pa.—State Comm. 
Kite Js. BG. 65: 

<irkman mc-19201, Sub. 53—Pennsylvania Truck 
Coca-Colf Lines, Inc., Pittsburgh, Pa., common car- 





rier application. 
December cried Pa.—State Comm. 

aaat. BO. 4: 
MC 110488—A. H. Miller, Chambersburg, 
el Corpo Pa., common carrier application. 
-treasu pecember 13—Havre, Mout.—City Counsel 
- Te Chambers—Jt. Bd. 84: 
1949 arell mic 28573, Sub. 5—Gt. Nor. Ry. St. Paul, 
Lockheel Minn. Common carrier application. 
E. Olson! cember 1? - ree Ind.,—Fed. Bldg., 
" ’ —Jt. Bd. : 
‘at ~Lake@ yc-2510, Sub. 9—Zifferin Truck Lines, 
R. Gree Inc., Indianapolis, Ind. Common carrier 
mping 4 application. 

: mber 13—Indianapolis, Ind.,—Fed. Bldg., 

m, trafige” jt. Bd. 21: 
ts, Inc. McC 50404, Sub. 9—The Maxwell Co., Cin- 
cer, Fireg cinnati, Ohio. Contract carrier applica- 
"De tion. 

Reardon eember 13—Kansas City, Mo.—Hotel Pick- 
. Of Cali wick—Jt. Bd. 179: 
fic manag MC 2212, Sub. 2—B. & K. Truck Line, Man- 
rvoratio _—. Kan., common carrier applica- 
on. 
ning wafhecember 13—Kansas City, Mo.—Hotel Pick- 






manage 
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fic mana 























he indusg™ wick—Jt. Bd. 179: 

Chambe MC 954, Sub. 20—Mid-States Freight Lines, 
m Inc., Chicago, Ill., common carrier appli- 

1s entitled cation. 


ern Calig)ecember 13—Kansas City, Mo.—Hotel Pick- 

rough thé wick—Jt. Bd. 179: 

ns % MC 200, Sub. 91—Riss & Co., Inc., North 

v0. Kansas City, Mo., common carrier appli- 
cation. 

lecember 13—Lansing, Mich.—Olds Hotel— 
Examiner Bradford: 

MC 107323, Sub. 12—Gilliland Transfer Co., 
Fremont, Mich., common carrier applica- 








1 Associa 
lal ladies 


5 in thé 
: tion. 
rary, Ind§ mc 110348—S. Stangle. Mt. Pleasant, Mich.., 





ies, enter common carrier application. 
lecember 13—Little Rock, Ark—State 
Comm.—Examiner Pettis: 
MC-F 3953—D. W. Hoskins, purchase, W. O. 
ty of the Harrington. 
ecember 13—Los Angeles, Calif.—Fed. Bldg. 
d (Conn. _gxaminer Brooks: 


be heldj Mc 107698, Sub. 2—J. & L. Transport Co., 
nn, Farm4 Inc., Lubbock, Tex., common carrier ap- 
. plication. 
becember 13—Memphis, Tenn.—U.S. District 
Ct. Rms.—Examiner Borroughs: 
Club, of MC-105487, Sub. 2—Motor Transport Co., 
“Bri Memphis, Tenn. Common Carrier appli- 


sor cation. 
14 at th@ecember 13—Nashville, Tenn.—Andrew 
e speakeg Jackson Hotel—Jt. Bd. 107: 
vice-presig MC 109026, Sub. 2—Burkesville Transfer 
} Co., Burkesville, Ky. Common carrier 
ald Cran@ application. 
vecember 13—Omaha, Nebr.—Hotel Fon- 
tenelle—Examiner Hinely: 
MC-F 3867—Arthur Casper, control; Sioux 
Transportation Co., purchase (portion), 
Holdcroft Transportation Co. 
MC-F 3868—Wm. Holmes, control; Tri- 
state Transportation Co. Inc., purchase 
(portion), Holdcroft Transportation Co. 
becember 13—Pittsburgh, Pa.—New Fed. 
Bldg.—Examiner Patrick: 
MC-F 3979—P. E. Glover, control; Eastern 
Frt. Line, Inc., purchase (portion), 
Eazor Express, Inc. 
Mecember 13—San Francisco, Calif.—449 
P. O. Bldg.—Examiner Linn: 
MC 4405, Sub. 218—Dealer’s Transport Co., 
0, assigne¢@ Chicago, Ill., common carrier application. 
sanceled. BMC 4405, Sub. 219—Dealer’s Transport Co., 
1, assigne¢@ Chicago, Ill., common carrier application. 
vanceled. manor 13—San Francisco, Calif.—P.O. 
—_— g.—Examiner Linn: 
———~ @ MC-4405, Sub. 218—Dealer’s Transport Co., 
1 Buffalo Chicago, Ill., common carrier application. 
: yecember 13—Sarasota, Fla.—Sunshine 
‘arting ang © Kitchen of Fla. Power & Light Co.—Ex- 
ster, N.Y p,2Miner Prichard: 
’ Finance 16150—Application of Tampa Sou. 
ed. Bldg RR. Co., and Atlantic CL RR., Co., for a 
certificate of public convenience and 
53—Barneg ecessity permitting abandonment by 
” eommol former and abandonment of operation by 
” latter of line of railroad extending from 
ed. Blag-@ Belspur to Southfort, in Sarasota, 
Manatee, and DeSoto Counties, Fla. 
dq Expressg°*eMber 13—Svracuse, N. Y.—Fed. Bldg.— 


‘rier appliq, Examiner Diamondson: 

= Dee = Part 11—Terminal services, 
, es of carriers affecting operatin 
ed. Bldg- Tevenues and expenses. g ope g 


a Express “7? 13—Toledo, Ohio—P.O.—Jt. Bd. 
MC-59185, Sub. 7—Hi 
» - %7—Highway Express Inc., 
ed. Bldg: catreland. Ohio, common carrier appli- 
53—Barnefecember 13 
Somme reer 13—Toledo, Ohio—P.O.—Jt. Bd. 
MC 104651, Sub. 16—Dymond Trucking, 


Cleveland tremont, Ohio, contract carrier applica- 


i, Geo. Fypcember 13—Washington, D. C.: 
), Lattavd ax Parte MC 43—Lease and interchange 
Vehicles by motor carriers. 


December 14—Allentown, Pa.—Fed. Bldg.— 
Examiner Roberts: 

MC-1353, Sub. 7—Hummel Warehouse 
Trucking Co., Allentown, Pa. Contract 
carrier application. 

December 14—Allentown, Pa.—Fed. Bldg.— 
Examiner Roberts: 

MC-110320—Wilbur Lutz, Mifflinville, Pa., 

contract carrier application. ’ 
December 14—Allentown, Pa.—Fed. Bldg.— 
Examiner Roberts: 

MC 73962, Sub, 2—M. Jaffee & Sons, Easton, 

Pa., common carrier application. 
December 14—Boston, Mass.—New P. O. Bldg. 
—Examiner Garofalo: 

MC-60924, Sub. 4—James Broderick Truck- 
ing Co., North Adams, Mass. Common 
carrier application. 

December 14—Buffalo, N. Y.—Hotel Buffalo— 
Examiner Patrick: 

MC-F 3994—J. Tomlinson & Standard 
Transport and Sales Limited, control; 
Consolidated American Truck Lines, Inc., 
purchase, J. C. Bevier, Inc. 

December 14—Columbia, S. C.—Wade Hamp- 
ton Hotel—Jt. Bd. 177: 

MC 61599, Sub. 86—Queen City Coach Co., 

Charlotte, N. C., common carrier appli- 


cation. 
December 14—Columbia, S. C.—Wade Hamp- 
ton Hotel—Jt. Bd. 131: 

MC 109005, Sub. 4—Simpson Trucking Co., 
Inc., Atlanta, Ga., common carrier appli- 
cation. 

December 14—Columbia, S. C.—Wade Hamp- 
ton Hotel—Jt. Bd. 196: 
MC 84737, Sub. 26—Nilson Motor Express, 


Walterboro, S. C., common carrier appli- 
cation. 


December 14—Fort Worth, Tex.—Hotel Texas 
—Examiner Pettis: 

MC-F 3929—L. E. (Prince) Wales, 
(portion), Parkhill Truck Co. 
December 14—Fort Worth, Tex.—Hotel Texas, 

Examiner Pettis: 

MC-F 4009—H. P. Brown, control; Brown 
Express, purchase (portion), C. L. Law- 
rence and J. P. Lawrence. 

December 14—Harrisburg, Pa.—State Comm. 
—Jt. Bd. 65: 

MC 109736, Sub. 2—Capitol Bus Co., Har- 

risburg, Pa., common carrier application. 
December 14—Indianapolis, Ind.—Fed. Bldg., 


lease 


—Jt. Bd. 160: 

MC-2401, Sub. 9—Motor Freight Corp., 
Terre Haute, Ind. common carrier appli- 
cation. 

December 14—Kalamazoo, Mich.—Fed. Bldg. 
—Jt. Bd. 76: 


MC 1733, Sub. 4—Lake Shore Motor Transit 
Lines, Inc., St. Joseph, Mich., common 
carrier application. 

MC 2136, Sub. 8—Clemans Truck Lines, Inc., 
Soutb Bend, Ind., common carrier appli- 
cation. 

MC 2974, Sub. 10—O.I.M. Transit Corp., 
Fort Wayne, Ind., common carrier appli- 
cation. 

MC 2996, Sub. 4—Hi-Way Frt. System, Inc., 
Chicago, Ill., common carrier application. 

MC 2998, Sub. 7—Wolverine Express, Inc., 
Muskegon, Mich., common carrier appli- 
cation. 

MC 3151, Sub. 6—Bender & Loudon Motor 
Freight, Akron, O., common carrier ap- 
plication. 

MC 3602, Sub. 38—Bridgeways, Inc., Detroit, 
Mich., common carrier application. 

MC 10761, Sub. 23—Transamerican Freight 
Lines, Inc., Detroit, Mich., common car- 
rier application. 

MC 28478, Sub. 2—Doyle Freight Lines, 
Saginaw, Mich., common carrier appli- 
cation. ; 

MC 30897, Sub. 2—Consolidated Freight Co., 
Saginaw, Mich., common carrier applica- 


tion. 

MC 35628, Sub. 141—Interstate Motor 
Freight System, Grand Rapids, Mich., 
common carrier application. 

MC 41192, Sub. 3—Grand Rapids, Motor 
Express, Inc., Grand Rapids, Mich., com- 
mon carrier application. 

MC 49408, Sub. 5—Central Motor Freight 
Co., Chicago, Ill., common carrier appli- 
cation. 

MC 55843, Sub. 5—Saginaw Transfer Co., 
Inc., Saginaw, Mich., common carrier 
application. ; 

December 14—Kalamazoo, Mich.—State 
Comm.—Jt. Bd. 76: 

MC 59206, Sub. 8—Holland Motor Express, 
Inc., Holland, Mich., common carrier 
application. 

MC 67390, Sub. 5—Michigan Tri-State Mo- 
tor Express, Benton Harbor, Mich., com- 
mon carrier application. 

MC 67818, Sub. 7—Michigan Express, Inc., 
Grand Rapids, Mich., common carrier 
application. 

MC 69833, Sub. 14—Associated Truck Lines, 
Inc., Grand Rapids, Mich., common car- 


rier application. 
MC 71096, Sub. 19—The Norwalk Truck 
Line Co., Norwalk, O., common carrier 


application. 






Across the nation’s network of highways. 
—day in and day out, the year ’round— 
travel more than 1000 modern Allied 
weatherproof vans. 

Let Allieds experts handle your next 
long-distance move quickly and safely. 


ALLIED 


VAN LINES, we 
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get there Quicker! 


FLY CARGO <== 


ONE NIGHT TO MANIL 


ERS. 2 flights weekly 
* PAL DC-6 PACEMAK' RS. 
from San Francisco to Manila in 30 hours. Con- 


nections to Hong Kong and Orient points. 

* SAVE MORE THAN 25% on shipments 
over 100 Ibs. 

x IMMEDIATE, THOROUGH SERVICE is 
assured Freight Forwarder and Exporter. 

: Call or Write Your 

Freight Agent or 

nearest PAL office 

San Francisco * New York 
Chicago « Los Angeles 


PINE AIR LINES 


PASSENGERS CARGO MAIL 



























P. & P. U. Ry. Co. 
and Peoria Gateway 






PEORIA-GATE WAY 





Everybody's Gateway 
Always Open 






PEORIA-GATEWAY 


Peoria and Pekin Union Ry. Co. 
Room 36, Union Station, Peoria 2, lil. 
E. F. Stock, General Traffic Manager 


"One of America's Railroads 
—Iin Partnership with All America” 

































































































MC 76651, Sub. 8—Midway Transit Co., Inc., 
Benton Harbor, Mich, common carrier 
application. 

December 14—Kansas City, Mo.—Hotel Pick- 
wick—Jt. Bt. 135: 

MC 110162—Lisenbee Transport, St. Joseph, 

Mo. Contract carrier application. 
December 14—Kansas City, Mo.—Hotel Pick- 
wick—Jt. Bd. 135: 

MC 106457, Sub. 8—Trump Milling Co., Ka- 
hoka, Mo. Contract carrier application. 

MC 106457, Sub. 9—Trump Milling Co., 
=, Mo. Contract carrier applica- 

on. 
December 14—Los Angeles, Calif.—Fed. Bldg. 
—Jt. Bd. 75: 
MC 12081, Sub. 2—Bekins Van and Storage 
oe Los Angeles, Calif., broker applica- 
on. 
December 14—Memphis, Tenn.—U:S. District 
Ct. Rms.—Jt. Bd. 229: 

MC-110211—Murray’s Truck Line, Memphis, 

Tenn. Common carrier application. 
December 14—Memphis, Tenn.—U. S. Dis- 
trict Ct.—Jt. Bd. 215: 

MC 10928, Sub. 13—Plaza Express Co., Inc., 

— Louis, Mo., common carrier applica- 
on. 
ay 5 em, N. J.—State Comm.— 


Bd. 4 
Me. 12451—Public Service Interstate Trans- 
portation Co., Newark, N. J., broker ap- 


plication. 
December 14—Omaha, Nebr.—Hotel 
tenelle—Examiner Hinely: 

MC-F 3955—Joseph E. Grinpas, control; 
Southwest Freight Lines, Inc., purchase, 
Harris Truck Lines, Inc. 

December 14—Salisbury, Md.—Cty. Ct.—Ex- 
aminer Crane: 

MC 75185, Subs. 116 and 117—Service 
Trucking Co., Inc., Federalsburg, Md., 
common carrier application. 

December 14—San Francisco, Calif.—P. O. 
Bldg.—Examiner Linn: 

MC 107227, Sub. 11—Insured Drive-Away 
Service, Inc., San Leandro, Calif., com- 
mon carrier application. 

December 14—Sioux Falls, S. D.—U. S. Ct.— 
Examiner wy 

MC 110528—O. E. Holmes, Brookings, S. D., 
common carrier application. 

MC 110529—R. Kost, Miller, S. 
carrier application. 

December 14—Toledo, Ohio—P.O.—Jt. Bd. 37: 

MC 104651, Sub. 17—Dymond Trucking, 

acacia Ohio, contract carrier applica- 
on. 
December 14—Toledo, Ohio—P.O.—Jt. Bd. 57: 

MC 109695, Sub. 1—J. E. Plickinger, Delta, 
Ohio, common carrier application. 

a 4 14—Tulsa, Okla.—_Mayo Hotel—Jt. 

MC 36364, Sub. 7—Mo., Kans., Okla. Coach 
Lines, Tulsa, Okla., common carrier ap- 
plication. 


neey 14—Washington, D.C.—Examiner 
us: 

Finance 16313—Application of Union Pac 
and Chic GW for authority under sec- 
tion 5(2) of Interstate Commerce Act 
for authority to use jointly certain 
trackage owned by each company at 
Leavenworth, Kan., as consistent with 
public interest. 

December 15—Allentown, Pa.—Fed. Bldg.— 
Examiner Roberts: 

MC 94007, Sub. 5—Kinnaman’s Storage, 
on, N. J., common carrier appli- 
cation. 


Fon- 


D., common 





none» 15—Atlanta, Ga.—State Comm.—ZJt. 
d 

MC 102837, Sub. 9—Georgia-Florida Coaches, 
Inc., Charlotte, N. C., common carrier 
application. 

December 15—Harrisburg, Pa.—State Comm. 
—Examiner Farmer: 

MC 25747, Sub. 22—R. J. Kern, Schnecks- 
ville, Pa., common carrier application. 
December 15—Harrisburg, Pa.—State Comm. 

—Examiner Farmer: 

MC 54744, Sub. 25—Clarke-Motor Express, 
Allentown, Pa., common carrier applica- 
tion. 

December 15—Kansas City, Mo.—Hotel Pick- 
wick—Examiner Lee: 

MC 32362, Sub. 3—Williams Truck Line, 
Tarkio, *Mo., common carrier application. 

December 15—Las Vegas, Nev.—Fed. Bldg.— 
Jt. Bd. 128: 

MC 109148, Sub. 6—Las Vegas-Tonopah- 
Reno Stage Line, Inc., Las Vegas, Nev., 
common carrier ap lication. 

December 15—Los Angeles, Calif.—Fed. Bldg. 
—Jt. Bd. 47: 

MC 43762, Sub. 7—Pacific Freight Lines, Los 

aoe. Calif., common carrier applica- 
on 

December 15—Los Angeles, Calif.—Fed. 
Bldg.—Jt. Bd. 78: 

MC 107527, Sub. 4—Post Transportation Co., 
Los Angeles, Calif., contract carrier ap- 
plication. 

December 15—Miami, Fla.—U.S. P.O. & Fed. 
Bldg.—Examiner Parker: 

MC 110405—B & L Trucking Co., 
Princeton, Fla. 
cation. - 

December 15—Nashville, Tenn-—Andrew 
Jackson Hotel—Examiner Waters: 

MC 20783, Subs. 25 and 26—Tompkins 
Motor Lines, Inc., Nashville, Tenn., com- 
mon carrier application. 

December 15—New York, N. Y.—641 Washing- 
ton St.—Examiner Patrick: 

MC-F 3965—P. Rosenberg & Anna Rosen- 
berg, control; Holland Transportation 
Co., Inc., purchase, T. Apicella. 

December 15—New York, N. Y.—641 Washing- 
ton St.—Examiner Smith: 

MC 109443, Sub. 2—Seaboard Tank Lines, 
Inc., Scranton, Pa., common carrier ap- 
plication. 

December 15—New York, N.Y.—641 Washing- 
ton St.—Examiner Patrick: 

MC-FC 28699—Pine Tree Transport Inc. 
New York, N.Y. AND Diamond Transpor- 
tation Inc., New York, N.Y. Common 
carrier applications. 

December 15—New York, N. Y.—64l1 Wash- 
ington St —Examiner Smith: 

MC 105482, Sub. 2—Steve Kurtz & Son. 

contract carrier ap- 


Inc., 
Common carrier appli- 


Inc., Bronx, N. Y., 
plication. 

December 15—Oklahoma City, Okla.—Cty. Ct. 
—Examiner Pettis: 

MC-F 3977—R. W. Lee and L. & E. Invest- 
ment Co., control; Sooner Frt. Lines, 
purchase (portion), Silver Motor Frt. 
Lines, Inc. 

December 15—Omaha, Nebr.—Hotel 
tenelle—Examiner Hinely: 

MC-F 3860—E. S. Petersen, control; Iowa- 
Nebraska Transportation Co., Inc., pur- 
chase, Elmer H. Sahl (Gerald L. Larson, 
receiver). 

December 15—Portland, Me.—Fed. Ct. Bldg. 
—Examiner Garofalo: 

MC-105337, Sub. 3—Mathias Morissette & 
Sons, Waterville, Me. Common carrier 
application. 


oe 
Fon- 


TRAFFIC Wop 


December 15—Salisbury, Md.—Cty. Ct.—r. 
aminer Crane: 

MC 52633, Sub. 88—Mathews Trucking Co, 
Rochester, N. Y., common carrier appii- 
cation 

December 15—Sioux Falls, S. D.—U. S. ct 
Jt. Bd. 147: 

MC 109810—C. T. De Neui, Ch ancellor, 

S. D., common carrier application 
December 15—Toledo, Ohio—P.0.—E. xamine 
McCarthy 

MC 7166, ‘Sub. 4—Wilson Transportation 
Service, Ottawa, Ohio, common carrie 
application. 

December 15—Toledo, Ohio—P.O.—Examine 
McCarthy: 

MC 110468—Herr Trucking Co., Fremont; 
Ohio, contract carrier application. 
December 15—Washington, D.C.—Argument: 
F.S.A. 16500—Grain and grain products 

within Western District. 

F. S. Appls. 16024, 16654, 17609, 18045, 18352, 
18639, 19032, 19064, 19159, 19224, 19429, 
20413, 20464, "20528, 20596, 20614 and 20688. 

December 15—Washington, ’D. C.—Examiner' 
Hosmer 

29945—Reconstruction Finance Corp. y. 
Ala. G. S., et al. 

December 15~Washington, D. C.—Examiners 
Lyle and Eddy 

Finance 16278 Application of Pittsburgh 
& LE Meadville Conneaut Lake & Lines- 
ville RR., Co., Bess & LE and US Steel 
Corp., for authority under section 5 (2) 
of the Interstate Commerce Act to merge 
the properties of the two Carriers first 
named into the properties’ of Bess & LE 
as consistent with public interest. 

Finance 16279—Application of Bess & 
for authority under Section 20a of the 
act to issue securities and to assume cer- 
tain obligations and liabilities of Pitts- 
burgh & LE necessary to effectuate above 
described merger. 

December 16—Boston, Mass.—New P. C Bldg. 
—Examiner Patrick: 

MC-F 3903—Savatore Centola and Lucia 
Centola, control; Rapid Transportation 
Co., purchase (portion), Atlas Transpor- 
tation Co., Inc. of Cambridge. 

December 16—Buffalo, N. Y.—Hotel Buffalo— 
Examiner Farmer: 

MC 110270—J. L. Fitzgerald, Bloomfield, 
N. Y., contract carrier application. 
MC 110435—Setter Bros. Inc., Cattaraugus, 
N. Y., contract carrier application. 


December 16—Camden, N. J.—U.S. Ct. Rms. 
—Jt. Bd. 74: 

MC-107403, Sub. 70—E. Brooke Matlack, 
Inc.. Philadelphia, Pa., common carrier 
application. 

December 16—Camden, N.J.—U.S. Ct. Rms. 
Jt. Bd. 65: 

MC-35628, Sub. 140—Interstate Moto 
Freight System, Grand Rapids, Mich., 
common carrier application. 

December 16—Chicago, [1l.—Main P. O. Bldg. 
—Examiner Diamondson: 

Ex Parte 104, Part I1—Terminal Services, 
practices of carriers affecting operating 
revenues and expenses. 

December 16—Chicago, Ill.—Main P. O. Bldg. 
—Examiner Bradford: 

MC 106943, Sub. 3—Eastern Motor Express, 
Inc., Terre Haute, Ind., common carrie 
application. 

December 16—Indianapolis, Ind.,—Fed. Bldg., 
—Examiner Harrison: 

MC 95561, Sub. 2—Wm. Eveland & Son, 

Paris, Ill., Common carrier application. 
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December 16—Indianapolis, Ind.,—Fed. Bldg., 
—Examiner Harrison: 

MC 107249, Sub. 3—I-V Contract Truckers, 
Inc. Yorktown, Ind.—Contract carrier 
application. 

December 16—Indianapolis, Ind.—Fed. Bldg. 
—Examiner Harrison: 

MC 95561, Sub. 2—Wm. Eveland & Son, 
Paris, Ill., common carrier application. 
December — Mont.—Courthouse— 

Jt. Bd. ~ 

MC 28573, Sub. 5—Gt. Nor. Ry. St. Paul, 

Minn. Common carrier application. 
December 16—Kansas City, Mo.—Hotel Pick- 
wick—Examiner Lee: 

MC 103967, Sub. 15—New Way Transfer, 
Kansas City, Mo. Common carrier ap- 
plication. 

December 16—Los Angeles, Calif.—Fed. Bldg. 
—Examiner Brooks: 

MC-109093—L. L. Lawrence, Yuma, Ariz., 
common carrier application. 

December 16—Monroe, La.—U.S. Ct. Rms.— 
Examiner Borroughs: 

MC-2130—Couch Motor Lines Inc., Shreve- 

port, La. Common carrier application. 
December 16—Monroe, La.—U.S. Ct. Rms.— 


Jt. Bd. 38: 

MC 105428, Sub. 10—Arkansas Express, Inc., 
Pine Bluff, Ark., common carrier applica- 
tion. 

December 16—Monroe, La.—U.S. Ct. Rms.— 
Jt. Bd. 109: 

MC 105428, Sub. 11—Arkansas Express, Inc., 
Pine Bluff, Ark., common carrier applica- 
tion. 

December 16—Monroe, La.—U.S. Ct. Rms.— 
Jt. Bd. 215: 

MC 106163, Sub. 8—Red Line Transfer & 
Storage Co., Pine Bluff, Ark., common 
carrier application. 

December 16—New York, N. Y.—641 Wash- 
ington St.—Examiner Smith: 

MC 32566, Sub. 1—Long Island Motor 
Haulage Corp., Long Island, N. Y., com- 
mon carrier application. : 

December 16—New York, N. Y.—641 Wash- 
ington St.—Jt. Bd. 191: 
MC 110481—Berkashire Limousine Service, 
a, N. Y., common carrier applica- 
on. 

December 16—Portland, Me.—Fed. Ct. Bldg. 
—Jt. Bd. 70: 
MC-66562, Sub. 884—Railway Express 
enee. Inc. Common carrier applica- 
on. 

December 16—Salisbury, Md.—Cty. Ct.—Ex- 
aminer Crane: 

MC 110474—N. S. Bramble, Millington, Md., 
common carrier application. 

December 16—Sioux Falls, S. D.—U. S. Ct.— 
Jt. Bd. 147: 

MC 102967, Sub. 1—H. W. Kelley, Tyler, 

Minn., common carrier application. 
December 16—Sioux Falls, S. D.—U. S. Ct.— 
Jt. Bd. 148: 

MC 110402—R. O. Preheim, Marion, S. D., 
common carrier application. 

December 16—Sioux Falls, S. D.—U. S. Ct.— 
Examiner Kephart: 

MC 110425—Herreid & Sons, Hills, Minn., 
common carrier application. 

December 16—Toledo, Ohio—P.O.—Examiner 
McCarthy: 
MC 30727, Sub. 8—The Billy Baker Co., 
unde, @hio, common carrier applica- 
n. 
December 16—Toledo, Ohio—P.O.—Examiner 
McCarthy: 
MC 30727, Sub. 9—The Billy Baker Co., 
ante, Ohio, common carrier applica- 
n. 
December 16—Washington, D. C.—Examiner 
Hanback: 

MC 2185, Sub. 6—Parkville Trucking Co., 

galtimore, Md., contract carrier applica- 
pemmber 16—Washington, D. C.—Examiner 
nback: 

MC 2185, Sub. 6—Parkville Trucking Co., 
Getimore, Md., contract carrier applica- 


December 16—Washintgon, D. C.—Jt. Bd. 74: 
MC 2185, Sub. 7—Parkville Trucking Co., 
eaitimore, Md., contract carrier applica- 


December 16—Washington, D. C.—Examiner 
Sutherland: 
MC 22214, Sub. 8—Masser Motor Express, 
Hagerstown, Md., common carrier appli- 
me +7 11—Atlanta, Ga.—State Comm.— 
MC 210417, Sub. 1—Big Three Trucking Co., 
hens, Ga., contract carrier application. 
cember 17—Atlanta, Ga.—State Comm.— 
Me aminer Yardley: 
4 110464—_Cantrell & Powell Transfer Co., 
somelia, Ga., common carrier applica- 
ember 17—Boston, Mass.—New P. O. Bldg. 
Mout aminer Patrick: 
oe tn J. Lyons, control; Quinn 
we . anc., c a § 
Norman Marahail. purchase (portion), J 


ecember 17—Bristol, Tenn.—P.O.—Examin- 
er Waters: 


MC 53269, Sub. 2—S. P. Rutherford Trans- 
fer, Bristol, Tenn. Common carrier ap- 
plication. 

— 17—Bristol, Tenn.—P. O.—Jt. Bd. 


08: 
MC 108963, Sub. 3—Fuller Bus Line, Bristol, 
Va., common carrier application. 
December 17—Buffalo, N. Y.—Hotel Buffalo 
—Examiner Farmer: 
MC 78100, Sub. 1—Clayton Bonhoff, Cat- 
—e- N. Y., common carrier applica- 
on. 
December 17—Buffalo, N. Y.—Hotel Buffalo— 
Examiner Farmer: 
MC 109478, Sub. 2—Worster Motor Lines, 
North East, Pa., common carrier applica- 


tion. 
December 17—Camden, N.J.—U.S. Ct. Rms.— 
Examiner Roberts: 

MC-21866, Sub. 29—West Motor Freight, 
Boyertown, Pa. Common carrier appli- 
cation. 

December 17—Camden, N. J.—U.S. Ct. Rms. 
—Examiner Roberts: 

MC-91811, Sub. 8—M. K. Morris, Phila- 

delphia, Pa., contract carrier application. 
December 17—Chicago, Ill.—Main P. O. Bldg. 
—Jt. Bd. 46: 

MC 64932, Sub. 63—Rogers Cartage Co., Chi- 
cago, Ill., common carrier application. 
December 17—Chicago, Ill.—Main P. O. Bldg. 

—Examiner Bradford: 
MC 67450, Sub. 2—Peterlin Cartage Co., 
—e Ill., common carrier applica- 
on. 
December 17—Indianapolis, Ind.,—Fed. Bldg., 
—Examiner Harrison: 

MC 110390—Brown Trucking Co., Michigan 
City, Ind. 

December 17—Los Angeles, Calif.—Fed. Bldg. 
Jt. Bd. 75: 

MC 109780, Sub 11—Transcontinental Bus 
System, Inc., Dallas, Tex., common 
carrier application. 

December 17—Miami, Fla.—U.8.P.0. & Fed. 
Bldg.—Examiner Parker: 

MC 110298—Hagan Bros., Largo, Fla., con- 
tract carrier application. 

December 17—New York, N. Y.—641 Washing- 
ton St.—Examiner Simms: / 

MC 110263, Sub. 2—J. P. Nuzzi, Long Island, 


x. Y. 
December 17—Pittsburgh, Pa.—New Fed. Bldg. 
Examiner McCarthy: 

MC 108248, Sub. 2—Shaw Trucking Inc., 

DuBois, Pa., common carrier application. 
December 17—Providence, R.I.—Main P. O. 
Bldg.—Jt. Bd. 134: 

MC-6879, Sub. 2—R. J. Moriarty, Provi- 

dence, R.I. Contract carrier application. 
December 17—Providence, R.I.—Main P. Q. 
Bldg.—Jt. Bd. 18: 

MC-101804, Sub. 2—A. Cioffi, Providence. 

R.I. Common carrier application. 
December 17—Providence, R. I.—Main P.O. 
Bldg.—Jt. Bd. 134: 

MC 60390, Sub. 1—L. M. Briggs, Dighton, 

Mass., contract carrier ae. 
December 17—Salt Lake City, Utah—State 
Comm.—Examiner Hinely: 

MC 107227, Sub. 11—Insured Drive-Away 
Service, Inc., San Leandro, Calif.. com- 
mon carrier application. 

December 17—Salt Lake City, Utah—State 
Comm .—Examiner Hinely: 
MC 108941, Sub. 11—F. N. Rumbley Co., 
Calif., common carrier applica- 
on. 
December 17—San Francisco, Calif.—P. O. 
Bldg.—Jt. Bd. 75: 

MC 12455—Richmond Transfer & Storage 

Co., Richmond, Calif., broker application. 
December 17—San Francisco, Calif.—P. O. 
Bldg.—Jt. Bd. 225: 

MC 110303, Sub. 1—P & D Service Truck- 
ing, San Mateo, Calif., contract carrier 
application. 

December 17—Sioux Falls, S. D.—U. S. Ct.— 
Examiner Kephart: 

MC 36900, Sub. 3—Metcalf Transfer Co., 
St. Paul, Minn., common carrier ap- 
plication. 

MC 110174—J. L. Siegfred, Brandon, S. D., 
common carrier application. 

December 17—Washintgon, D.C.—Argument: 
29587—Ala., T. & N., et al. v. Aberdeen & 


Rock., et al 

29751—Atch., T. & S. Fe, et al. v. Aberdeen 

& Rock., et al. 
December 17—Washington, D. C.—Examiner 
Hanback: 
96566—Peter J. Healy, Washington, 
D. C., common carrier application. 
ney 17—Washington, D. C.—Examiner 
us: 

Finance 16353—Application of A., T. & N., 
for authority under section 5(2) of Inter- 
state Commerce Act for authority to ac- 
quire trackage rights over or joint use 
of tracks of Department of State Tracks 
and Terminals of State of Ala. at Mo- 
bile, Ala., as consistent with public in- 
terest. 

December 17—Washington, D. C.—Examiner 
Hanback: 

MC 35519, Sub. 1—G. R. Seal, Winchester, 

Va., common carrier application. 


NEW, FASTER 4-ENGINE 


AIR CARGO SERVICE 
COAST-TO-COAST 


Giant United Cargoliners get 
the goods there first, speed 
your sales. Attractive rates. 


 o* 
UNITED AIR LINES 
Pickup and Delivery 


FAST FREIGHT 


ON THE 


M. « ST. L. 


Midwest and 
Transcontinental Shipments 
Move Faster 


“a 


THE MINNEAPOLIS & ST. LOUIS 
RAILWAY 


and its Peoria Gateway 
New Diesel Locomotives 
New Freight 


TRAFFIC 
OFFICES 


cally Located 


There's a GM&O 
Freight Representative 
near you. For expert 
counsel, call him 
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December 17—Wichita, Kans.—Hotel Lassen 
—Examiner Pettis: 

MC-F 3988—Transcontinental Bus System, 
Inc., purchase (portion), Southern Kan- 
sas Greyhound Lines, c. 

December 18—Miami, Fla.—U.S. P.O. & Fed. 
Bildg.—Examiner Parker: 

MC 107107, Sub. 5—S. Alterman, Miami. 
Fla., common carrier application. 

December 20—Binghamton, N. Y.—U.S. Ct. 
Rms.—Examiner Farmer: 

MC 43656, Sub. 5—Dimon & Bacorn, Elmira, 
New York, common carrier application. 

December 20—Binghamton, N. Y.—U. S. Ct. 
—Examiner Farmer: 

MC 12448—Tierno’s Travel Agency, Tierno’s 
Travel Service, Tierno’s Airline & Steam- 
ship Agency, Binghamton, N. Y. 

December 20—Birmingham, Ala.—Hotel 
Thomas Jefferson—Commissioner All- 
dredge: 

30059—Robbins Tire & Rubber Co., Inc. 
v. C. of Ga., et al. 

December 20—Birmingham, Ala.—Hotel 
Thomas Jefferson—Commissioner All- 
dredge: 

30104—Tennessee Valley Authority v. South- 


ern. 

December 20—Camden, N.J.—U.S. Ct. Rms.— 
Examiner Roberts: 

MC-13233, Sub. 1—O. S. Showalter, Rein- 
holds, Pa., common carrier application. 

December 20—Camden, N. J.—U.S. Ct. Rms. 
—Examiner Roberts: 

MC-108369, Sub. 1—E. T. Sweeney, Easton, 
Pa., common carrier application. 

December 20—Chicago, Ill.—Main P.O. Bldg. 
—Examiner Diamondson: 

29644—-Carl Susskind V., Florida East Coast 
Ry. Co., et al 

December 20—Hartford, Conn.—U.S. Ct. Rms. 
—Examiner Garofalo: 

MC-110384, Sub. 1—Bruneau’s Truck Serv- 
ice, Inc., Orange, Conn. Contract car- 
rier application. 

December 20—Miami, Fla.—U.S. P.O. & Fed. 
Bldg.—Examiner Parker: 

MC 105633, Sub. 3—Southern Brokerage 
Co., Miami, Fla., common carrier appli- 
cation. 

December 20—Montpelier, Vt.—U. S. Ct.—Ex- 
aminer Patrick: 

MC-F 3619—Philip H. Marcell, purchase 
(portion), George A. Rowley. 

December 20—New York, N. Y.—Hotel New 
Yorker—Commissioner Mitchell and Ex- 
aminer Mullen: 

30031—Sleeping, Parlor Car and Reserved 
Coach Tickets. 

December 20—Providence, R.I.—Main P.O. 
Bldg.—Examiner Garofalo: 

MC 110445—J. Bucci, Johnston, R. I., con- 
tract carrier application. 

December 20—Roanoke, Va.—Hotel Patrick 
Henry—Jt. Bd. 104: 

MC 1504, Sub. 95—Atlantic Greyhound 
Corp., Charleston, W. Va., common Car- 
rier application. 

December 20—Roanoke, Va.—Hotel Patrick 
Henry—Jt Bd. 7: 

MC 110389—Shirley R. Draper, Roanoke, 
Va., contract carrier application. 

December 20—Salt Lake City, Utah—State 
Comm.—Examiner Hinely: 

MC-F 3906—John Manlowe, control; United 
Truck Lines, Inc., purchase, Browning 
Frt. Lines, Inc. 

December 20—San Francisco, Calif.—P. O. 
Bldg.—Jt. Bd. 75: 

MC-1511, Sub. 65, 66, 67,. 68, 69, 70, 71, 72, 
73, 74 and 75—Pacific Greyhound Lines, 
San Francisco, Calif. Common carrier 
application. 

December 20—Shreveport, La.—Washington- 
Youree Hotel—Examiner Borroughs: 

MC-52677, Sub. 4—H & H Transportation 











VAN LINES, ve. 


Consult Phone Book for Your United Agent 


TRAFFIC Wort Deve 


Co., Inc. Shreveport, La. Common car- os 
rier application. v 
MC-55865, Sub. 3—A.L.&W. Moore, Bossier 298 
City, La. Common carrier application E 
December 20—Sioux Falls, S. D.—U. S. ct—§j pecer 
Examiner Kephart: : ix 
MC 107336, Sub. 4—Car Carrier Co., Lin.§ MC. 
coln, Nebr., common carrier application se 
December 20—Washington, D. C.—Argument: ti 
29882—-Celanese Corp. of America v. Inter.— Dec: 
national Great Northern, et al. T 
December 20—Washington, D.C.—Argument: 3006 
29884 and Sub 1—C. F. Lytle, et al. v. Atch C 
T. & S. Fe, et al. "i pecen 
December 20—Washington, D.C.—Argument: H 
29919—A. E. West Petroleum Co. vy. 4.— MC- 


D EA a 8 AF - t 
ecember ashington, D. C.—E 
Puller: Meese is = 


er 

I. & S. 5610—Pumice & other light weight are 
aggregates, increases. MC- 
December 20—Washington, D. C.—Examiner Mi 
Engelhart: pli 


MC-F 3944—H. LaMotte Shipley, contro: 
Shipley Transfer, Inc., purchase. aa _— 
Holt, Inc. 3009: 

December 21—Binghamton, N. Y.—U. S. ct Po 
—Examiner Farmer: i 
MC 78982, Sub. 2—R. W. Colpitts, West Ba 
ee N. Y., common carrier applica-# MC 
on. 
December 21—Birmingham, Ala.—Hote! se 
Thomas Jefferson—Commissioner All- § Janual 


dredge: Ex: 
30068—Tennessee Products and Chemical MC-' 
Corp. v. N., C. & St. L., et al. & | 
December 21—Boston, Mass.—New P. O. Bldg. aD) 
—Jt. Bd. 22: Janual 
MC 84442, Sub. 1—Emmott-Valley Trans- Ex: 
portation Co., Inc., Uxbridge, Mass., com-§ MC 
mon carrier application. tov 
December 21—Binghamton, N. Y.—US. ct. § U2! 
Rms.—Examiner Farmer: -— 


MC 9960, Sub. 11—Marshall’s Transporta- 
tion Service, Oneida, N. Y., contract car- 
rier application. 

December 21—Newark, N.J.—State Comm— St. 
Examiner Smith: : 

MC-96561—Waltons Moving & Express Co., 
Bloomfield, N.J. Common carrier appli- 
cation. 

December 21—Newark, N.J.—State Comm— 
Examiner Smith: 

MC-30089 Sub. 4—Frank Illy, Turtle Creek, 

Pa. Contract carrier application. 


December 21—New York, N. Y.—641 Washing- Jt. 





‘ton St.—Examiner Wilkinson: MC § 
Finance 15795—New York S. & W. aban- Pa. 
donment. Januar 
Finance 11681—New York S. & W. reorgani- ine 
zation. MC 1 
December 21—Shreveport, La.—Washington- pi 
Youree Hotel—Jt. Bd. 77: .. 
MC-22229 Sub. 31—Sproles-Red Ball Lines, am 
Inc., Dallas, Tex. Common carrier appll- 29820 


cation. Y 
December 21—Washington, D. C.—Jt. Bd. 63: | Januar 


MC 25570, Sub. 3—Myers Coal Co., Inc. Jt. 
Charles Town, W. Va., common carrier} MC 5 
application. Co. 

December 21—Washington, D. C.—Argument: app 


29767—McAllen Chamber of Commerce v¥. § Januar: 


Ark. & La. Mo., et al. . ton 
29767, Sub 1—McAllen Chamber of Com- MC 1 
merce v. Chic., R. I. & P., et al. Co., 
29767, Sub 2—Same v. Akron, C. & Y.., et al. rier 
29790—Same v. Akron C. & Y., et al. January 
19768—Same v. Aberdeen & Rock, et al. St.- 
29768 Subs 1 and 2—Same v. Abilene & MC 1 
Sou., et al. Ney 
December 21—Washington, D. C.—Argument: tor 


29818—Collins Concrete and Steel Pipe 00. 
v. Great Nor., et al. 
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December 11, 1948 


y. Alton, et al. 

December 22—New York, N.Y.—641 Wash- 
sey City, N.J. Contract carrier applica- 
Thomas Jefferson: 

December 22—St. Louis, Mo.—Mark Twain 
Anderson Motor Service, purchase (por- 
ton St.—Examiner Smith: 
plication. 

30091—Bracing charges at Nor. 

Ga.—State Comm.—4Jt. 
Bd. 101: 
cation. 

MC-7587, Sub. 1—J. M. Duffy & P. Hughes 
January 3—Camden, N, J.—U.S. Ct. Rms.— 
town, Pa., common carrier application. 
MC 86578, Sub. 3—L. & N. Moving and 
January 3—-New York, N. Y.—641 Washington 

York, N. Y., contract carrier application. 

MC 30423, Sub. 14—Oklahoma-Louisiana 

January 4—Camden, N. J.—U.S. Ct. Rms.— 
Pa., common carrier application. 

MC 110358—Duncannon Transportation Co.. 

January 4—Detroit. Mich.—Hotel Tuller—Ex- 
Y., et al. 

MC 58f98. Sub. 1—Consolidation Trucking 

January 4—New York. N. Y.—641 Washing- 
Co., Inc.. Secaucus, N. J., common car- 
St—Frominrer Angle: 
tion. 


87 


January 4—Oklahoma City, Okla.—Oklahoma- 
Biirmore Hotel—Examiner Badian: 

MC 1641, Sub. 2U—Peake Transport Service, 
Chester, Nebr., common carrier applica- 
tion. 

January 4—Washington, D. 
Hanson: 

29771—Nat’l. Trucking & Storage Co., Inc. 
v. Pennsylvania. 

January 4—Washington, D. C.—Jt. Bd. 120: 

MC 60580, Sub. $—Highway Express Lines, 
Inc., Philadelphia, Pa., common carrier 
application. 

January 4—Washington, D. C.—Jt. Bd. 68: 

MC 103142, Sub. 34—Miller Motor Line, Inc., 
}+ epee Va., common carrier applica- 

on. 
January 5—Abilene, Tex.—U. S. Ct.—Exam- 
iner Borroughs: 

MC 110544—R. T. Mills, Abilene, Tex., com- 
mon carrier application. 

January 5—Atlanta, Ga.—State Comm.—Ex- 
aminer Brooks: 

MC-C-968—Determination of Exempted 
Agricultural Commodities. 

ee roduce Dispatch, Detroit, 

ch. 
January 5—Camden, N. J.—U.S. Ct. Rms.— 
Examiner Myers: 

MC 56186, Sub. 1—J. C. Logan, Chester, Pa., 

common carrier application. 


January 5—Camden, N. J.—U.S. Ct. Rms.— 
Examiner Myers: 
MC 108909, Sub. 1—T. E. Schware, Alien- 
town, Pa., contract carrier application. 
sonmers 5—Dallas, Tex.—Baker Hotel—Jt 


Bd. 77: 

MC 109780, Subs. 12, 13 and 15—Transcon- 
tinental Bus System, Inc., Dallas, Tex., 
common carrier application. 

January 5—Dallas, Tex.—Baker Hotel—Exam- 
iner Badian: 

MC 11043—Wesley B. Young & Sons, Grand 
Prairie, Tex., common carrier application. 

January 5—New York, N. Y.—641 Washing- 
ton St.—Examiner Cunningham: 

MC 35536, Sub. 38—Scott Bros., Inc., Phila- 
delphia, Pa., common carrier application. 

MC 102298, Sub. 1—Fazio Van Lines, Long 
Island, N. Y., common carrier applica- 
tion. 

January 5—New York, N. Y.—641 Washing- 
ton St.—Examiner Angle: 

MC 110268—Middendorf Bros., Inc., Free- 
port, N. Y., common carrier application. 

January 5—New York. N. Y.—641 Washington 
St.—Examiner Angle: 

MC 110021, Sub. 5—George Clegg and Sons, 
Paterson, N. J., contract carrier applica- 
tion. 


C.—Examiner 


CLASSIFIED ADVERTISING 


The only weekly market place in print covering the entire field of transportation and dis- 
tribution for those who have services, materials, equipment, etc., to buy or sell. 
Reader ads—$1.00 a line (approximately 5 words), minimum three lines. Classify 
display—$15 a column inch. Address all Classified Advertising Copy to 
Advertising Headquarters, 418 S. Market St., Chicago 7, Ill. 


Help Wanted Situations Wanted 


RATE CLERK, with practical experience in 

checking railroad and truck freight rates by 

Industrial Traffic Department in the loon 

cue Address Box 906, Traffic World, Chicago 
ce. 


CAPABLE TRAFFIC 
PERSONNEL 


Mr. Employer: Why not take advantage of 
the nationwide free placement service main- 
tained by the COLLEGE OF ADVANCED TRAF- 
FIC for our graduates? 


Listed in our files are qualified men for any 
type of position, including General Traffic 
Managers with many years of experience and 
training, as well as young, ambitious, recent 
graduates who can be developed as under- 
studies for positions of responsibility. 








Employment Agencies 


CHARLES D. MACKNEE, The Transporta- 
tion Man’s Agency, 2 East 23 St., New York 
= Re his work is transportation he registers 
with us. 


| ened av EXPERTS. Bring your 
Personnel Problems to Us. Address Lucas Also included are specialists in many dif- 
Personnel, 140 Fulton Street, New York 7, ferent phases of Traffic—Practitioners—Tarift 
N. Y. Compilers—Solicitors—and Claim Agents—as 
well as men with varying degrees of experi- 
ence- in Rates—Routes—Transit—Demurrage— 
Storage—Claims—Classifications. In fact, any 
and all duties in a Traffic Department. 


Just drop a line outlining your needs to 








Educational Courses 


I. C. PRACTITIONERS. The only prac- 
tical, authentic I. C. law course available by 
mail. Restricted to Attarneys, Practitioners 
or those qualified to prepare for practice. 
Includes Freight Forwarder Act. COLLEGE 
OF ADVANCED TRAFFIC, 12 E. Jackson 
Blvd., Chicago, Ill. 


Placement Manager 


COLLEGE OF ADVANCED TRAFFIC 
14 E. Jackson Bivd. Chicago 4, Illinois 





December 21—Washington, D. C.—Argument: 
29874—American Steel & Wire Co. of N. J. 
29815—H. J. Rudiger and A. Lang v. Sou. 
Pac., et al. 
ington St.—Examiuer Smith: 
MC-109769—New Jersey Trucking Co., Jer- 
tion. 
pecember 22—Birmingham, Ala.—Hotel 
30069—Tennessee Products and Chemical 
Corp. v. A. G. S., et al. 
Hotel—Examiner Hiuely: 

MC-F 3939—John P. Butier, et al., control; 
tion), F. W. Strecker Transfer Co. 

December 23—New York, N.Y.—641 Washing- 
MC-87205 Sub. 1—Perkias Trucking Co., 

Maspeth, L.I., N.Y. Common carrier ap- 

December 28—Washington, D. C.—Examiner 

McGrath: 
Atlantic 
Ports. 
January 3—Atlanta, 
MC 67024, Sub. 21—Service Coach Line, 
Inc., Dublin, Ga., common carrier appli- 
January 3—Camden, N. J.—U.S. Ct. Rms.— 
Examiner Myers: 
& Son, Philadelphia, Pa., common carrier 
application. 
Examiner Myers: 
MC 110271—D. M. Rotenberger, Quaker- 
January 3—New York, N. Y.—64l Washing- 
ton St.—Examiner Myers: 
Storage Company, Brooklyn, N. Y., com- 
mon carrier application. 
St—Examiner Angle: 
MC 44643, Sub 1.—A. P. Langdon, Inc., New 

January 3—Oklahoma City, Okla.—Oklahoma- 

Biltmore Hotel—Examiner Badian: 
Motor Frt. Co., Oklahoma City, Okla., 
common carrier application. 
Jt. Bd. 65: 

MC 93789, Sub. 3—Wesley Stillwell, Media, 

January 4—Camden, N. J.—U.S. Ct.—Exam- 

iner Myers: 

Philadelphia, Pa., contract carrier appli- 

cation. 

aminers Carter and Lawton: 
29820—Chrysler Corp.,.et al. v. A., C. & 

January 4—Ft. Worth, Tex.—Hotel Texas— 

Jt. Bd. 16: 
Co., Witchita Falls, Tex., common carrier 
application. 
ton St.—Fxaminer Ancle: 

MC 17778. Srb. 19—B. & E. Transportation 
rier application. 

January 4—New York, N. Y.—641 Washington 
MC 110508—Genbro Forwarding Co.. Inc., 

New York, N. Y., contract carrier applica- 
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EDITORIAL 


The Dog Gets Bit-- Twice 


MONG NEWSPAPER REPORTERS there is a classic 
definition: ‘If a dog bites a man, that isn’t news; but 
if a man bites a dog, that’s news!”’ 


There have been two events, in recent days, in the field 
of news covered by the Traffic World, that fit the specifica- 
tions. 

The first, reported in this issue, tells of a public confes- 
sion by a leading air transportation executive of a great 
yearning to be regulated, not by the existing Civil Aero- 
nautics Board, but by the Interstate Commerce Commission. 
It falls into the ‘man bites dog’’ category, because the very 
existence of the Civil Aeronautics Board as the regulatory 
authority in the air transportation field is in no small part 
due to the reluctance of the leaders in the industry, in the 
first instance, to submit to such regulation at the hands of 
the same body that regulates other forms of transportation. 


To those who followed the course of affairs that led to 
the adoption of the civil aeronautics act in 1938, the admis- 
sion ten years later, that aviation would be better off if it 
were regulated by the Interstate Commerce Commission 
comes as a surprising reversal of opinion. 

There were, of course, some who held to that view in 
the earlier day, notably eight of the members of the House 
committee on interstate and foreign commerce, who dis- 
sented when the committee recommended the adoption of 
the bill, and, incidentally, this publication, which pointed 
out at the time that nothing like a sound, over-all national 
transportation policy (such as that adopted by Congress two 
years later) could be made effective while varying modes of 
transportation were regulated by separate bodies. 


True, Mr. Patterson’s plaint, voiced before the Chicago 
Association of Commerce and Industry, was based not so 
much on the air regulatory law itself, as on the way in which 
it has been administered. ‘“‘No member of the C.A.B., 
from then to now . . . had the background to build some- 
thing economically sound,” said he. ‘And the staff is 
equally poor.” The board began with a mistake, “the first 
day it was created,” he continued, “by setting out on its 
task without a plan; and it has not, to this day observed 
that mistake nor has it set about making a nationwide plan 
for civil aviation development.” 

The speaker looked with longing toward the Interstate 
Commerce Commission, that, he said, recognized rising 
railroad operating costs and accorded the railroads rate 
increases. It was at present considering an application for rail 
rate increases filed a few short weeks ago, he pointed out; 
whereas the C.A.B. has yet to act on an air rate increase 
petition filed July 1, 1947. ‘Some people,” he exclaimed, 
“said that the Commission was composed of old mossbacks ; 
but the Commission has done a better job than the C.A.B.”’ 


One of the legislators most instrumental in the adoption 
of the civil aeronautics act, back in 1938, was Senator 
Truman, of Missouri. In fact, Senator Truman sought 
amendments to the bill, before its adoption in the Senate, 
to give the President the right to remove members of the air 
regulatory body at will. The amendment was defeated; but 
with its proponent himself now occupying the White House, 
the chances of Mr. Patterson getting his wish for regulation 


of air transportation by the Interstate Commerce Commission 
are as remote as the chance of a man, not merely biting a 
dog, but eating it roasted whole. 


few SECOND ITEM to which we refer was printed on 
page 9 of the Traffic World of December 4. It told 
about a dinner meeting held, also in Chicago, arranged and 
paid for by a shipper, at which railroad claim men were 
guests, and at which they listened to their host, and a number 
of other shippers, pleading with the railroads to adopt 
methods intended to insure safe shipping of rolled printing 
paper. 

To one who has attended innumerable dinners and meet- 
ings, at which a variety of railroad men urged shippers to 
pack goods securely, to see that cars were cleaned thoroughly 
before loading, to spend money for material and labor 
carefully to brace and block the lading, and to work forces 
on Saturdays at overtime rates to help in the claim preven- 
tion cause, there was something startling in seeing the roles 
reversed. 

What Mr. Donnelly said to the railroad men made sense. 
He was at least as well armed with facts as the transporta- 
tion men ordinarily are at perfect shipping meetings, having 
obviously spent a great deal of time and money studying the 
problem. He even had for distribution the type of loading 
charts the Freight Claim Division of the Association of 
American Railroads has for many years been preparing for 
shippers of particular types of freight. But in Mr. Don- 
nelly’s case, these were experience results to prove that, if 
the paper were loaded in accordance with the methods devel- 
oped by himself and his engineers, there would be a sharp 
drop in claims. 

One could hardly expect the railroad claim men present 
to come up immediately with answers to Mr. Donnelly’s 
proposals. The whole business must have caught them con- 
pletely by surprise. Valid objections could not be raised 
because, obviously, they had not made the careful and 
expensive studies the shipper had made; and the soundness 
of his conclusions could not be attacked before they did so. 


If “horrible examples” shown in claim inspectors’ photo- 
graphs have had some effect in causing shippers to redesign 
packages and modify loading practices, it would seem thut. 
now, it is the turn of the railroads to accept, with equ! 
grace, from at least one shipper, the concrete and construc 
tive suggestions he has made as to what the railroads can do 
to save themselves some money and contribute to good will 
among their customers. 

There was a sidelight in what Mr. Donnelly said that 
ought to give transportation agencies some concern. His 
interest in reducing damage to paper, he said, was merely 
that of a business man who wanted better to serve his cus 
tomers, since the damaged goods belonged, not to hi 
company, but to its customer. Many of those customers, he 
added, took their transportation damage loss with as g00 
grace as possible, but did not bother to file claims. The) 
could well do so. Some day, maybe they will. Indeed, eve? 
railroad claim men will agree that, in valid cases, they ought 
to do so. But if and when they do, figures for railroa 
claims paid will get another sharp boost. 





mission 


iting a 
; os: Look around you — on city 
ited on ES L - SN MILES streets, at trucking terminals, on 
It told | erates Tele 6G i lin, the nation’s highways — and 
zed and @t ke — : when you see a Trailer, note that 
alll ——— gO ww the nameplate almost always says 
. ES. : : ee ” 
orinting fe. | a The evidence is everywhere— 
i : =_ v7 | amury that here is the outstanding 
ahr : A) om | i oo choice of Trailer owners from 
d on : ‘ , fo This didn’t happen suddenly. 
. er e “- \ YT .. For more than 30 years, Fruehauf 
So sles ; = : i | has maintained a position of 
_ | Z leadership rare in American 
e sense. =o _ ee AIT SS, industry. 
ae 1? XS iW! MO ate NIN | IN | And, today, more than 50% 
ying the 4 ne ceoiae - IR EREROCOE of Fruehauf sales are “repeat” 
loading age aa) eee AN ANA orders. 
= ‘a —— we Make Fruehauf Trailers your 
- tie a EE alk ee choice with utmost confidence— 
that, if] oso Wee Hi Sea the evidence is everywhere! 
is devel- esi —- q 
a sharp “rt ie j ee Saeed =e World's Largest Builders of Truck-Trailers 
j ~ sa. : FRUEHAUF TRAILER COMPANY 
resent ee UG aa¥an> pane i DETROIT 32 ; LOS ANGELES 11 
Pk ze _ & & at TORONTO (WESTON) ONTARIO 
ms a. ——— ; ' - — a 79 Factory Service Branches 
e raised i EAPRES — 
ful and 
yundness 
lid so. 
’ photo- 
redesign 
em that. 
th equal 
construc: 
s can do 
ood will 
ee Ja ee ; pt Truck. 
said that : : ——-. sector Chart, 
mn. His 4 me Re a‘ — — 
s merely 
his cus: 
t to his 
mers, he 
as goo 
s. They 
eed, even 
ey ought 


railroa 


Hear Harrison Wood, Interpreter of World Events, Every Sunday Afternoon over ABC. Consult Your Local Paper! 





YOUR BACK DOOR 


not your front door . . . if you think you’re sitting pretty 


Your internal plant efficiency isn’t worth a 
plugged nickel if your shipping platforms are jammed 


No matter how modern and efficient your plant looks get the most out of trucks with adequate loading 
on the owtside—you only have to look at your load- _ platforms; room to move around. 


ing platforms to get the zzside story. Right now, make a study of your “bottleneck” areas. 


No matter how much money you pour into new ma- Minor remodeling can often take care of normal 
chinery, new designs, new methods... if you neglect —_ plant expansion for years to come. Check your traffic 
the basic “tool” of plant production, SHIPPING — manager, consult your architect. They will save you 
AND RECEIVING FACILITIES, you may as well time avd money! 

pour your money down the drain. i 


Don’t expect the impossible from your traffic manager. 3 THE AMERICAN TRUCKING INDUSTRY 


Do expect mounting shipping costs—if he is not pro- ¥ AMERICAN TRUCKING ASSOCIATIONS, WASHINGTON 6, D. ©. 
vided with adequate loading platform space. You’ll ‘ 





